













Vol. XXIX 


SATURDAY, 





The Traffic World 


ISSUED EVERY SATURDAY BY 
THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 


(Copyright, 1922. Sixteenth Year) 
(Member of A- B. C.) 


A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 


JUNE 24, 1922 


No. 25 





F. HAMM, President W. C. TYLER, Secretary-Treasurer 
EENRY A. PALMER, ote x J. BAYER, Circulation Manager 
H. W. KELLOGG, Advertising Manage: 
I. V. A. WAIT, New York Advertising Representative “I E. 42nd St.) 
B. J. HAMM, Manager, A. E. HEISS, Chief, 
Special Teves Department, Washington ashington News Bureau 





All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 





TERMS OF SUBSCRIPTION 


a a ee ee a ee ae ce ee ee eee ere eee $10.00 
| RE See ee ee eee en SE 6.00 
THRE TNE UES 6 5 ees 0 ee oe wee se ty 0 a eel etre 2 6 3.00 
SINGLEGOOU ce 6 6 0H 8 Soe ogee eH Rte mw emer are lies ¢ 25 








418-430 South Market Street, 


Colorado Building, 
CHICAGO, ILL. 


WASHINGTON, D. C. 








WATER COMPETITION 


On every hand, even from quarters where there 
should be deeper thought and fuller information, we 
hear the plea for increased facilities for water trans- 
portation because “carriage by water is so much cheaper 
than by rail” and because “the railroads, when the great 
volume of traffic comes with revived business, will not 
be able to handle it adequately, because of the condi- 
tion of their equipment.” This, of course, is not the 
only argument made in favor of this or that waterway 
improvement, but it is, at least, one of the principal 
arguments. One hears it in connection with the proposed 
St. Lawrence Canal, with the proposed deep waterway 
from the Great Lakes to the Gulf, with the government 
barge line on the Mississppi and Warrior rivers, and 
with other similar, though less important, projects. 
We hold no brief for the railroads nor for rail trans- 
portation as against water transportation, except as 
water transportation, or any other form of competition, 
may be aided by government at the expense of the tax- 
payers. But we are interested in transportation. We 
Say that, no matter what waterways are created or im- 
proved, the principal mode of transportation in this 
country must always be by rail. We would not suppress 
all water competition in order that the railroads might 
thrive, but we would have those interested in the sub- 
ject stop and ask how rail transportation—on which 
they must always chiefly depend—is to become cheaper 
if we use the high rail rates simply as an argument for 
building up water competition that can only make rail 
rates higher, if the railroads are to live. And we would 
have them ask themselves what it is that causes the 
Shortage and bad condition of railroad equipment that 
occasions their worry as to the ability of the railroads 
to function adequately when business reaches the peak. 


It is a fact, is it not, that the railroads have not been and 
are not now being allowed earnings sufficient to replace 
worn out equipment or keep it in proper repair? Shall 
we remedy that condition merely by pointing it out, and 
fostering competition by water and motor truck? 

We think even many men who follow transporta- 
tion as a business do not think deeply along this line. 
We have seen them applaud speeches of the kind to 
which we have been referring and heard them speak 
with approval of this or that water project merely be- 
cause it meant lower rates. And as for the public—the 
public uneducated in transportation science—it swal- 
lows that sort of thing with avidity, as why should it 
not? It is for persons who are capable of analyzing 
the situation and considering it fairly to present the cor- 
rect view. Let there be water transportation, by all 
means, wherever there is a real commercial demand 
and necessity for it; but let us not-forget that the failure 
of our rail lines to function adequately is a thing ‘to be 
feared, and that our safety lies in adopting measures 
that will enable them to make a fair profit and thus con- 
tinue to serve us. 


SHIP SUBSIDY AND LIQUOR 


An effort is being made by friends of the proposed 
ship subsidy legislation to show that its opponents are 
taking unfair advantage of the situation arising out of 
the expose in regard to the sale of liquors on Shipping 
Board vessels to defeat the bill or postpone considera- 
tion of it. There is no doubt but that this is being 
done. But not all the opposition to the measure on the 
dry and wet issue is due to this desire merely to make 
capital out of any issue that presents itself. There are 
some real “drys” in Congress—dry either from con- 
viction or because they think that advocacy of dry poli- 
cies will reelect them. These, being essentially dry, are 
really opposed to subsidizing American ships as long as 
liquor is sold on board. And there is a certain justice 
in their position, narrow though it may seem to be. 
They say that if the country is dry on land its boats 
ought to be so also, and that it is inconsistent for them 
to be otherwise. Some of them contend that it is 
actually illegal to sell liquor on these vessels. Others 
say that, even if it is technically legal, it ought not to be 
done. -Shipping Board: authorities and others on that 
side say that this sale of liquor beyond the three mile 
limit is legal and that it will be impossible to compete 
with foreign vessels on which liquor is sold. and served 
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Mississippi Central Railroa 


Louisiana & Arkansas Railway 
ANNOUNCEMENT! 


We take pleasure in announcing that the embargo against the 
movement of traffic via Natchez on account of break in the . 
Mississippi River levee system has now been lifted and the same 
dependable service via the Natchez route as was rendered prior 





to the interruption by the break in the levee has been restored. W 
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if the same thing is not allowed on American ships. 
They say the question is a practical and not a moral 
one. 

We agree that the question is practical, though we 
think it has somewhat of a moral phase also, as have 
most questions. But we think the question would be 
much simpler if those discussing it would face it square- 
ly. There is no doubt, we suppose, that if the sale of 
liquor on American ships were stopped, our marine 
would be seriously handicapped. There is at least some 
doubt as to the legality of the sale of liquor on these 
vessels outside the three mile limit. But, legal or not, 
it is offensive to the “dry” element, especially as long 
as there is any doubt in their own minds as to its legal- 
ity. 

There are two ways to meet the issue. One is to 
prohibit the carrying of liquor on any vessel—American 
or foreign—entering an American port. That would 
take care of the competitive feature, but it would be 
narrow almost to the point of fanaticism and would work 
serious hardship to foreign crews, a part of whose daily 
ration is wine and who ought not to be subject to our 
ideas of what is proper or right. 





The other way is to 
state in the law, without equivocation, the right of Am- 
erican vessels to have liquor aboard and to serve and 
sell it outside the three mile limit. 
would be fought by the “drys.” 
enough they would defeat it. If they were not strong 
enough they would be defeated. They would at least 
have a chance to make their fight. The questions to be 
decided would be to what extent American shipping 
would be handicapped if liquor were prohibited and 
whether the handicap was warranted for the sake of 
being absolutely consistent in our national prohibition 
policy. It is not a question of whether a prohibitionist 
is insane or whether Mr. Busch was a friend of the Kaiser. 
It is a question of national policy to be decided by the 
people of the country, through their representatives in 
Congress, with the issue clearly and frankly presented. 


That plan, no doubt, 
If they were strong 


Chairman Lasker, of the Shipping Board, says one 
of the first things he did after assuming office in June, 
1921, was to obtain from his general counsel a verbal 
opinion that it was legal to sell intoxicating liquors on 
Shipping Board vessels. Why was not the public taken 
into the confidence of the board? No announcement was 
made that the general counsel had so ruled. Maybe it 
would not be so hard on the ship subsidy bill now if the 
board, as reorganized in June, 1921, had informed the 
public that intoxicating liquor would be sold because 
such sales would not, in the opinion of its counsel, be in 


contravention of the Eighteenth amendment and the Vol- 
Stead act. 


TRAFFIC CLUBS AND CIVIC AFFAIRS 


Every now and then a question is raised in some 
trafic club as to the propriety of taking action with 
regard to some phase of local affairs, it being argued 
by some that traffic clubs are not organized for the pur- 
Pose of participating in matters of municipal government 
or other things of the sort. The traffic clubs, they say, 
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have a certain definite purpose, outlined, in most cases, 
in their constitutions. 

It is true that the traffic clubs are organized for 
social and business reasons, the purpose being benefit 
and pleasure for the members. Lately the traffic clubs— 
as is evidenced by the interest taken in the newly organ- 
ized Associated Traffic Clubs of America—have come 
to realize that their duty and their privilege is to partici- 
pate in the forming and administering of national trans- 
portation policies. Still, even in this new function, broad 
and public-spirited as it is, the motive is selfish, the ob- 
ject being to make conditions better in the particular 
industry in which they are interested. Shall the traffic 
clubs stop there? 

Our own idea is that there is, of course, no specific 
obligation imposed on a traffic club to do anything out- 
side of the scope of its constitution, but it has the same 
general duty to do what it can for the good of mankind 
and the uplift of its community that any individual has. 
It need not go about seeking chances to make its opin- 
ions known, but when a condition that demands the at- 
tention of good citizens comes to its notice it cannot, we 
believe, as a group of good citizens, refuse to do what it 
can to help the triumph of good and the defeat of evil. 

The Chicago Traffic Club has before it a case in 
point. There will soon come up in a club meeting, reso- 
lutions prepared by its public affairs committee and 
recommended for its attention by its board of governors, 
pledging members of the club to do jury service when 
called, without attempt to evade except for good cause. 
The purpose of these resolutions is to help in the cure 
of local crime conditions, in so far as they may be at- 
tributed to the difficulty in getting good juries. 

One may or may not believe that what is suggested 
in these resolutions would be a proper remedy; as to 
that he is entitled to his own opinion, of course. But 
to us it does not seem that there is any ground for argu- 
ment that the traffic club ought not to interest itself in 
this local situation—which everybody knows is out- 
rageous—and do what it can to bring about better con- 
ditions. The club has the same responsibility, we think, 
that an individual has. It can do more good as a club 
than can its members, acting individually, for there is 
always strength in organized action. In our opinion, 
any organization—social, religious, business, or what 
not—that closes its eyes to matters of this sort and re- 
fuses to do what it can to help because “these things 
are none of our business,” is a pretty poor sort of thing. 
There is a line to be drawn, to be sure, as to the kind 
of matters in which the clubs should participate, but 
healthy club opinion will easily establish this. 

As to the merits of the Chicago resolutions—they 
recognize the evil resulting from the fact that so few 
so-called “good citizens” serve on juries, and pledge the 
members to do their best to remedy this; but they also 
recognize the fact that when a good citizen is willing to 
serve he has small chance of being used. This, of course, 
is due to improper laws and court practices the country 
over, though it has recently been having startling results 
in Chicago. The real remedy is radical reform, espec- 
ially in the ethics of the bar, which permit attorneys to 
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conduct themselves often in ways no more admirable 
than those of their clients, and still remain in good 
standing. 

However all that may be, it is the duty of every 
good citizen to stand ready to do jury duty when called, 
and we believe it is the duty of every organization, like 
a local traffic club, to educate its members to this view 
of good citizenship. 


REDUCED RATE TARIFFS 


The Trafic World Washington Bureau 


Akron, Canton & Youngstown tariffs, dated as having been 
issued June 27, effective July 1, were received by the Commis- 
sion June 16. They were the first, applicable on classes and 
commodities, received by the Commission. They came in with 
the tariffs of the railroads serving the upper lake ports, re- 
ducing rates on iron ore, effective June 19. The Akron, Canton 
& Youngstown, apparently, had few difficulties to overcome in 
arranging for the reduction, hence its ability to come early and 
get its publications to the files so far ahead of the general rush 
expected June 25 and the two following days, that there will 
never be any question as to whether that road was on time. 

So far as an ordinary check of the public files June 17 
would show the railroads serving the lower lake ports were 
able to file their tariffs reducing the rates on ex-lake ore in 
time to have them operative June 15. The upper lake carriers 
of ore apparently also accomplished their desire to have their 
ore rates down 10 per cent by June 19. Some of them, how- 
ever, carried reductions of the handling and storage charges, 
which the Commission had not authorized, neither by language 
in its supplemental report, nor by language in the sixth section 
permission given for the short notice on all tariffs. The car- 
riers making such unauthorized reduction on less than statutory 
notice were notified to cancel them om one day’s notice. They 
said they would, hence no tariffs were held up. 

The Mississippi-Warrior Service, not a party to the reduced 
rates case, has announced that it will continue to make rates 
20 per.cent under all-rail so as not to disturb the relationship 
now existing between its rates and those of the railroads. 

The Commission has refused sixth section permission to 
the Milwaukee and other carriers to upper lake ports to re- 
duce their rates from 90 to 80 cents, because that would be 
more than a ten per cent cut. The rates in question were those 
increased, after Ex Parte 74, from 80 to 90 cents. 

The Commission, in special permission No. 5945, has author- 
ized Canadian carriers, on three days’ notice, to reduce rates 
under the recent 10 per cent decision and the iron ore supple- 
ment thereto, by means of supplements to each tariff or sup- 
plement, without observing all the tariff publication rules. The 
Canadian plan differs from the American in that the master tariff 
supplement is to be attached to each live publication. The 
American plan calls for the filing of one master tariff and ref- 
erence to it by means of connecting link supplements attached 
to each live tariff. The Canadian tariffs are so few as to make 
the difference in expense between the two plans not great 
enough to make the American plan attractive. 


EFFECT OF RATE CUTS 


“According to the Bureau of Railway Economics, the effect 
of the decrease in rates to date is about $200,000,000 a year,” 
Says a statement issued by the Association of Railway Execu- 
tives. 

“The Interstate Commerce Commission’s recent recommenda- 
tion, which the railroads have accepted, suggesting a further 
reduction of 10 per cent on all rates except those already re- 
duced, would amount, with a normal volume of business, to 
$450,000,000 a year. Owing to the fact that many rates un- 
affected by this order have been reduced considerably more than 
10 per cent, the total decrease in freight rates amounts to more 
than $500,000,000. 

“This means that, eliminating the $200,000,000 of prior de- 
creases, the reductions which will go into effect on July 1 will 
amount to about $300,000,000.” 


PUBLISHING OF REDUCED RATES 


“There has been brought to the attention of the League’s 
special committee appointed to deal with the carriers’ traffic 
executives, the question of the carriers publishing rates as a 
result of the Interstate Commerce Commission’s decisions, which 
have the effect of increasing certain discriminatory rates in- 
stead of reducing others,” says a circular of the National In- 
dustrial Traffic League. 

“The League’s special committee (of which President Chan- 
dler is chairman) has reached an understanding with the traffic 
executives whereby the various freight rate committees in Offi- 
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cial, Western and Southern territories will notify shippers, when 
time will permit, as to how orders of the Commission will be 
complied with, when such orders do not so specifically provide, 
through the same channels now followed for notifying the ship- 
ping public of other changes in rates. The plan only contem- 
plates that the shipping public will be advised as to how the 
carriers propose to comply with the Commission’s orders, and 
it should be understood that in such cases no further hearings 
will be held thereon. We believe that this arrangement will 
be appreciated by the shipping public.” 


WASHINGTON RATES 


The Yrafic World Washington Bureau 


The Department of Public Works of the state of Wash- 
ington, according to advices received by John E. Benton, gen- 
eral solicitor of the N. A. U. R. C., has instituted an investiga- 
tion to meet the situation that will arise July 1 when inter- 
state rates are reduced 10 per cent. In its order the Wash- 
ington department said in part: 


That the present intrastate freight rates charged within the 
State of Washington will, on and after July 1, 1922, cause an 
undue and unreasonable advantage, preference and prejudice as 
between persons (shippers) and localities in interstate or foreign 
commerce on the one hand, and intrastate commerce of the afore- 
said state on the other hand * * (and) undue, unreasonable 
and unjust discrimination against the intrastate commerce of the 
aforesaid state as a whole. * * * 

Wherefore, the department * will, on June 21, 1922, * enter 
upon a formal hearing, * for the purpose of determining upon and 
entering such order as may seem meet in the premises. 


Commenting on the action taken by the Washington authori- 
ties, Mr. Benton said: 


There is no allegation of unreasonableness. If a horizontal 
increase in interstate rates compels a corresponding increase in state 
rates, a horizontal reduction of interstate rates likewise justifies a 
horizontal reduction of state rates is the apparent theory, or ‘turn 
about is fair play.’’ 

This links state and interstate commerce pretty closely to- 
gether. In L. & N. R. R. vs. Eubank, 184 U. S. 27, where the 
Kentucky Supreme Court had held that the long and short haul 
clause of the Kentucky Constitution forbade a greater charge for 
an intrastate haul than for a longer interstate haul on the same 
line in the same direction, the United States Supreme Court held, 
that, so construed, the provision was invalid, “because it linked 
the interstate rate to the rate for the shorter haul, and thus the 
interatate charge was directly controlled by the state law.’’ (See 
230 U. S. 429.) I cited this case in my brief and argument in the 
Wisconsin case, to the point that under the Constitution neither 
the state nor the federal sovereignty could so exercise its power 
of regulation as directly to control rates subject to the other 
sovereignty. But the court otherwise decided, and did not find it 
necessary to notice the Eubank case in its opinion. So I guess that 
— is overruled, and will not trouble the Washington Depart- 
ment. 





REDUCED RATES IN MICHIGAN 


The Michigan Public Utilities Commission has just handed 
down two decisions in Docket D-1522, an action brought by 
the Michigan sand and Gravel Producers’ Association for a 
modification of the order of the Commission which went into 
effect in May, 1921. The decision has the effect of reducing 
the Michigan mileage scale an average of 17 per cent and of 
reducing the carload weight from 100 per cent to 90 per cent 
of the capacity of the car. Taken in connection with the re- 
ductions ordered into effect a year ago, this order will reduce 
the rates on sand and gravel in Michigan to or below the basis 
in effect prior to the increase of August 26, 1920. The new 
rates are effective July 1. 


FLORIDA INTRASTATE RATES 


The Commission has set aside its orders in No. 11861, Flor- 
ida rates, fares and charges, in so far as said orders pertain 
to rates and charges for the transportation of freight articles 
in intrastate commerce in the state of Florida. This action was 
taken as the result of the Florida commission setting aside 
orders it had entered following Ex Parte 74 prescribing rates 
lower than fixed by the Commission for interstate traffic. 


NORTH DAKOTA RATES 


Senator McCumber, of North Dakota, has introduced a joint 
resolution (S. J. Res. 212), directing the Commission to investi- 
gate rates, fares and charges of common carriers in the state 
of North Dakota. The resolution was referred to the Senate in- 
terstate commerce commitee. It was said at the senator’s office 
that the reason for the resolution was that towns in North 
Dakota were discriminated against in the matter of freight rates. 


RECAPTURE OF EARNINGS 


There have been no developments with regard to recapture 
of excess earnings under section 15a of the interstate commerce 
act for the last four months of 1920 and for 1921, officials of 
the Commission in charge of the administration of that part 0 
the law said this week. All that has been done to date, they 
said, was the filing of reports by carriers. They estimated that 
probably 1,000 reports had been filed. 
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Washington Officialdom Without Worry.—Washington, mean- 
ing that part which constitutes the responsible office-holding 
part, is apparently cultivating passivity. There is no sign of 
perturbation on account of the coal strike, nor is there any ap- 
pearance of agitation on account of the proposed strike of rail- 
road employes, supposed to be only a few weeks away. There 
is no sign, unless the decision of the President that he cannot 
gratify his wish to visit Alaska this summer may be taken as 
indicating internal disturbance. Herbert Hoover, so far as any- 
body knows, is the only one taking thought of the morrow. How- 
ever, those who have long had him under observation, do not 
count his thinking of the morrow as evidence of perturbation. It 
is merely his nature to think what might, would, could, or 
should be done in the event something happened or was brought 
about. The major ‘premise of Washington official thought 
seems to be that rates of pay in railroad shops and on railroad 
tracks are higher than for similar work, else there would long 
have been anxiety on the part of supervisory officials of the rail- 
roads about their inability to prevent a big turn-over of labor. 
Men have not been leaving railroad service in large numbers, it 
is suggested, else the railroad officials would not have been in- 
sisting on decisions by the Labor Board on the questions pre- 
sented by them. In 1920, men left the railroad service in droves 
to work in automobile shops and other industries. The super- 
visory officials were not then talking about re-arrangement of 
pay schedules. They were glad they were able to keep as many 
men as they had without thinking of reducing expenses by re- 
arranging or cutting the schedules of pay. Now, however, if 
there is the slightest trouble in keeping the shops filled none of 
them has told Washington about the difficulty. That may be 
why officialdom is apparently so complacent about the situation 
and why there is no anxiety about the prognostications of B. M. 
Jewell and others. 
count of the coal strike are also few. That may also be a factor 
contributing to the appearance, at least, of passivity. British 
coal for use at the Atlantic ports has been available for more 
than. a year for almost any one in great need of coal. Fuel oil 
has also been in plentiful supply, from both American and Mexi- 
can sources. The country may be on the verge of trouble on ac- 
count of the reduced supply of coal but, if it is, the fact has not 
been borne in on the consciousness of officialdom. 





Heavy Car Loading and the Coal Strike.—Official passivity, 
however, is not the only thing that causes marvelling. Car 
loading is another thing that puzzles those who give it thought. 
A common remark among those who watch such figures, when 
the figures for the week ended with June 10 came out, was that, 
if coal loading were normal, the country could be experiencing 
a car shortage not to be passed over as being all in the day’s 
work.. Were coal loading normal (if there is such a thing as 
normality) the railroads would be trying to haul about 940,000 
cars a week, or within 70,000 of the peak attained in 1920, after 
the war. But the fact that car-loading is not so far below the 
peak is not causing so much marvelling as the fact that the 
country is producing the stuff to haul, notwithstanding the short- 
age in production of coal. The answer, it is believed, is that 
the country had more of a stock in its warehouses than was gen- 
erally admitted. It has been generally admitted that retail stocks 
have been on a hand-to-mouth basis. In some lines, however, 
the retail stocks, it was asserted, especially of furniture, were 
large because their owners refused to deflate and thereby move 
what they had on hand. Manufacturing cannot be carried on 
long without coal. The comparatively heavy loading of 846,000 
cars for the week ended June 10, therefore, must have come 
from warehouse stocks. Their existence, obviously, argues that 
the country, during the war, was producing at a greater rate 
than war destruction was cutting down stocks. The after-the- 
war boom, it is believed, could not have caused an accumulation 
Such as obviously has been moving in this period of loading, 
which must be called high when allowance is made for the 
diminution of car loading by reason of the coal strike.. One com- 
forting thought in connection with car loading, strikes, and 
things of that kind is that the production of coal has been 
Steadily increasing as each week of the strike has passed. The 
chances are that greater care in the use of coal than ever before 
is being exercised, so that, in a way of speaking, the strike is 
doing the country a service the strikers did not intend to render 
—namely, causing the more careful use of fuel. That is some- 
thing that has long been advocated, but the price has never been 


high enough to force the carefulness that could have been prac- 
iced. 





Ideas Developed in Consolidation Hearing.—Commissioner 
Hall’s horse-trading exchange, known as the hearing on the Com- 
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mission’s tentative plan for the consolidation of railroads in the 
southeast, showed one thing at least. That was that the shippers 
in North Carolina represented in the commercial bodies of Wilm- 
ington, Greensboro, Winston-Salem, Fayetteville, and some other 
places, were not in agreement with President Mapother, of the 
Louisville & Nashville, that southern roads do not need lines 
north of Ohio. The North Carolinians believe it would be a fine 
thing for that part of the South if the Commission would permit 
the Norfolk & Western to get farther into the southeast than it 
is now. The “tar baby” commercial men did their best to step 
on the theory that roads in the southeast, necesarily, must have 
higher rates than carriers in the north and therefore, must not 
be connected with lines north of the dividing line lest such con- 
nection tend to break down the sacredly higher rate structure. 
Puget Sound commercial interests, by protesting, some time ago, 
against consolidations that would continue the Mississippi 1s 
the line where all transportation systems should break, also 
showed their dislike for a theory that calls for territories as for- 
eign in a transportation sense to each other as are some of the 
fifty-seven varieties of new nations in Europe. Attorney-examiner 
Disque, in a report proposed by him on the Intermediate Rate 
Association complaint, said the time had come for making rates 
without regard for the Mississippi and Missouri rivers. The 
average Ohioan and the average North Carolinian, probably, 
would be surprised to know they are not so far apart as they have 
thought. The North Carolina witnesses pointed out that if the 
Norfolk & Western were connected with the old Cape Fear & 
Yadkin Valley, Greensboro and Columbus would be not much 
farther apart than Columbus and Washington. As the routes 
now are laid out, the Ohioan must come east to Hagerstown, 
Md., at least, before he can get a good running start for western 
North Carolina, and the more used route is through Washington, 
something more than 200 miles north of the destination in the 
Piedmont section of North Carolina. 





Some Results of Consolidations.—A thought created by some 
of the testimony at the hearing held by Commissioner Hall was 
that distance certainly lent enchantment to the views of some 
of the witnesses. They felt sure conditions were better before 
than after the consolidations known as the Southern and the 
Alantic Coast Line. The thought is that, if the consolidations 
had not taken place, after the broadcast bankruptcies in the 
90’s, the conditicn of the’ communities dependent on the lines 
that went through judicial re-organizations followed by con- 
solidations, would be pitiful. The little lines existing at the time 
financial distress stalked over the country during and after 1893 
could not have contnued, even if the slates had been wiped 
cleaner than they were when Morgan and other financiers took 
the judicial junk and put it together into the beginnings of the 
present systems. Nearly every man who has thought on the 
subject cheerfully admit that mistakes were made and that, in 
some instances, the financiers took larger pay than was reason- 
able. Had they been able to prove to those whose money they 
were putting into the properties that they would be as success- 
ful as they have been, the terms might not have been so hard. 
But the way of the bankrupt, like that of the transgressor 
against moral law, seems to be hard. Hardly a man who has 
been fairly successful in his own business doubts his ability to 
take the business of a bankrupt and put it on its feet, if somebody 
else will kindly furnish the money, gratis, wherewith to perform 
the miracle. With his own money, would he make the experi- 
ment? And yet the public service is full of men who talk 
loud against those who risked their money, and made a dis- 
tinguished success, resulting in much money for those who took 
the risks. There are dozens of railroads in the country now 
that will be taken over from bankrupts and made to pay well. 
And, when they are successful, those who took the chance of los- 


ing will be roundly abused because they have made handsome 
profits. 2 : 





A Tariff Commission.—A squint toward the creation of a 
tariff commission based on the theory that the making of cus- 
toms duties is something that should be handled by men having 
time, opportunity, and desire to ascertain what rates of duty 
would equalize conditions between American producers, on the 
one hand, and foreign producers, on the other, is taken by a 
measure offered in the Senate by Senator Frelinghuysen in the 
form of an amendment to the pending tariff bill (H. R. 7456). 
The amendment creates a tariff commission composed of ten 
members, appointed “during good behavior” by the President, by 
and with the advice and consent of the Senate, to study the 
aguestion of the differences in conditions and say what rates 
should be imposed on imported articles. But the amendment is 
only a squint. The advisory character of the existing commis- 
sion is continued in the bill. That is to say, the ten men com- 
posing it, each receiving $12,000 a year and holding office for 
life, would constitute a body that could do no more than recom- 
mend the enactment of a bill imposing certain rates. It does 


not go so far as to say that all customs duties shall afford a 
reasonable protection for American producers and then appoint 
a commission to ascertain what rates would afford such reason- 
able production, which rates, when declared by the commission, 
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should be deemed as having been written into the statute, and APPROVE CO-OPERATIVE PLAN a 
collected at the ports. The New Jersey senator’s desire is ce 
for “scientific” tariff making—an aim that hundreds, if not thou- _ Twenty-one state commissions have approved the co-oper. 
sands, of law-makers in office ahead of him have professed to ative plan worked out jointly by committees representing the 
have. The courts sustained the act to regulate commerce, when Commission and the N.A.R.U.C. They are: Alabama, Arizona, a 
it was attacked as a delegation of legislative power, on the Arkansas, Georgia, Iowa, Minnesota, Mississippi, Missouri, Mont- 
theory that the legislative power was exerted when Congress 42a, Nebraska, New Jersey, New Mexico, North Dakota, Okla- 
said all railroads rates should be reasonable, non-discriminatory, homa, Pennsylvania, Tennessee, Texas, Virginia, West Vir- 
and non-prejudicial, and that ascertainment of the figures to 8sinia, Wisconsin, and Wyoming. ] 
represent such rates were mere administration of a rule laid _ Solicitor Benton said the co-operative plan was being tried c 
down by Congress, and not legislation. Such a rule and method, in the following instances: ‘ 
many men familiar with the act to regulate commerce and the Frye & Co. vs. Great Northern, I. C. C. No. 12158; joint hearing K 
jurisprudence built around it long have believed, could be put Seattle, Wash., July 3, 1922, I. ‘C. C., Oregon, and Washington D 
into effect as to customs. The New Jersey senator helped write a. ii Pmt ig = en — ans ~ “a C. a pitais: is 
: : A i already held a maha, Neb., I. C. C. an ebraska 
the pending tariff bill. In a speech on his goormpen oned oe commission. Southern Class Rate Investigation, I. C. C.. No. 13494; if 
his thought was to do away with a system, for which neither joint hearing now proceeding, I. C. C. and. Committee representing fl 
party. was responsible, in which a scientific finding of facts has Southeastern Commissions. Chamber of Commerce of Milwaukee ye 
not been regarded.as an essential in tariff.making. But noone, }% .° @ &,@ Ry. I, CC. No, 13516; joint hearing at St. Paul, 
8 oe d tariff ~ <n e Minnesota Commisgion; already held. estern Coal 1 
it is believed, familiar with the tariff commissions an Rate Case, I. C. C. No. 13538; joint hearing to be held at Denver: c 
commission talk for the last twenty years, will believe that even —_ Pg > a) Sa yo a — involving Ba lg ea 
; i ore e Missouri Commission, in ic at 
if the amendment were adopted, any change would be brought (omission has invited a joint conference following the hearing; a t] 
about in the making of tariffs. The thought of such men has cage involving class and_commodity rates in Idaho, in which a re- D 
been that if Congress were willing to leave the ascertainment of presentative of the I. C. C. will sit with the Idaho Commission. fi 
rates to expert investigators, the result would be a really se nee also been suggested, and will doubtless take place h 
’ in several other cases. 
scientific tariff, no matter whether the rule laid down by con- An interesting map is printed showing the territory tributary te 
gress was for a protective or a revenue only tariff. A. E. H. to Boston. This map is based upon an examination of the freight = 
rate ——- or by a careful study of the-~ actual a 
egg eg cet 2D N movements of traffic. 
CUMMINS INVESTIGATIO : The following statement relative to the shipping situation is al 
The Trafic World Washington Bureas qyoted from the conclusions to the report: 
L. F. Loree, president of the Delaware & Hudson, June 19, ie 
lt P * A study of the statistics contained in this report shows that 0! 
before the Senate interstate commerce committee, denied chargss Boston’s exnorts are insufficient to attract any considerable number f¢ 
recently made before that committee by W. Jett Lauck, repre- of regular lines to the port. Boston is now merely a port of call D 
senting the railway unions, that there is an interlocking com- ei marge As 4 a adengy sor — the woeusie, manana : 
: : : is harbor unload partial cargoes and proceed to 
bination that controls the management, financing and operation NewYork or southern ports with the remainder, or vice versa. 
of the principal railroads of the United States. _ New England is primarily a manufacturing district. In connec- 
“In general,” said Mr. Loree, “Mr. Lauck’s testimony ap- tion with her industries she imports raw materials, such as wool, 
pears to me to be misleading, to contain many errors of fact [oe reer idee ners, oot Produces no commodities of 
i ’ ‘ y ¥ i? ing in nglan 
and erroneous deductions, to be self-contradictory at many are confined chiefly to, high claes ag pes goods. a goods C 
in intrinsic evidence that it is ave a wide distribution in foreign trade _and must seek a port , 
points = pny iggre d As ge serious contribution to the having a multitude of shipping services. The shipping services, on 9 
not worthy to be considered as a : the other hand, must in general seek ports furnishing well-balanced u 
elucidation of any railway problem. cargoes, and particularly heavy cargo in abundance for dead-weight s 
Mr. Loree referred specifically to an exhibit filed by Mr. ae oe up full loads. e 
Lauck containing a list of 25 men, one of whom was Mr. Loree, More vessels may be attracted to Boston through the restoration s 
, a : of the through export traffic, and particularly the rapidly dying 7 
who are alleged to link together 99 class J railroads operating ¢.ain trade. Grain and flour are important to Boston’s success as 1} 
211,280 miles or 82 per cent of the nape eae eng tee o aeed a, port. nocumee they are the only heavy commodities normally avail- C 
tion systems. The men designated in the list, Mr. Lauck testi- able for shipment in large quantities to the European countries from 
“ i s : which Boston’s imports are largely received. ‘The restoration of the . 
fied, are, or have been, directors in the railroad corporations grain trade, however, is apparently dependent upon a change in the I 
named in. the exhibit. He said in part: rate situation which will place this port upon a more favorable (9) 
is. - 
I most emphatically deny peat Me - . getty. or eee eS we 7 
arty, to any combination or understanding of any sort, e C i "ies — . 
ae which tends or is intended to secure uniformity or concert in The entire mene of port reports covers about 35 volumes. ' 
managing, financing or operating the railways of the United States or Many of these are now in progress, and their publication will fol- : 
any group of such railways, unless the word “group” is understood to low rapidly. , 
méan a number of interrelated corporations, constituting one of the ir 
yawn separate and ere Sey ——. — —-. _— V 
frank and openly under the control of a single interest. a t, 
and aver have been, the agent or pe ey - any — — REPAIR OF BAD ORDER CARS Ff 
tio nderstanding. I do not know of the existence of any suc . : : 
cousbination or uiasstending, now or in the past, and I believe that The National Industrial Traffic League has received from 
nothing of the kind exists or ever has oaetes in ,these anes R. H. Aishton, president of the American Railway Association, fs 
States. If this deni s not as comprehensive and categorica i ‘ * : , A 2 
oan 5 4 AP T ghevia like to eve the language necessary to perfect ~ following reply to its letter concerning the repair of bad b 
it brought to my attention, for it is my purpose, once and for all, to Order cars (see Traffic World, June 17, p. 1368): Ct 
deny every statement, implication, suggestion and inuendo, contained . ; ; 8 
in the exhibit referred to and in the accompanying testimony or state- Your letter of June 12th with respect to bad order equipment has ; 
ment, except that the persons therein named are or have been offi- been referred to me at New York. ; i) 
cially connected with certain separate and independent railways or ..~ am very glad indeed to note the interest of the National Indu- al 
systems of railways. trial Traffic League in this important matter. I am glad to say that Ic 


Mr. Loree called attention to the fact that, under the transporta- 
tion act, every individual who is willing to hold more than one position 


very energetic action has been taken by the.board of directors and 
executives of all the railroads to increase car repairing forces, to add 


as either an officer or director of a railroad, must first obtain the 


; to the hours worked and to do everything possible to bring about a re 
express sanction of the Interstate Commerce Commission, while the 


reduction in the bad order equipment at such a time as will enable 


Clayton act also imposes further restrictions upon such railroad the railroads of the country to handle with a reasonable degree of . 
officials. : success the anticipated increase in business. ti 
“T call attention to this merely to show that if the exhibit filed Aside from coal, I believe the railroads are handling at the present fe 
by Mr. Lauck represents the facts today and if those facts are in time the heaviest car loading in their history for this season of the a 
anyway subject to criticism, the situation is fully within the control year. We are distinctly of the opinion that with the railroads bending f] 
of public authorities and no one can doubt that the constituted au- every effort to speed up the movement of the loaded and empty cals, 
thority desires fully to meet its obligations,’’ said Mr. Loree. the shippers in unloading and likewise loading cars at more nearly ny 
Regarding the charge made by Mr. Lauck that because of “banker- their capacity, that the railroads of the country will be able to handle tc 
management” the railroads have issued securities with par values in with very little cause of complaint a business equal to the maximum 0 
excess of the moneys realized and sold them for more than par, but’ ever heretofore handled. We will probably want to have something 
for smaller premiums than might have been obtained, Mr. Loree said: to say to you later about the heavier loading of equipment just as soon 
When a railway desires to issue new securities it must present the as we have arrived at a definite plan for carrying on a campaign to v 
facts to the proper authority, federal or state, or both, and if these bring. about heavier loading of cars. As you probably know, one of t] 
authorities grant the request, an order issues meticulously defining the greatest wastes in transportation to day is the failure to use 
the character and terms of the new issue, fixing the price or a mini- equipment to its capacity. . Sl 
mum price, and requiring regular and frequent reports as to the Ne ee ee eon mm 
margre as on ome anpenetrere. 7 tl 
ere is no basis for the charge that securities are improvi- OPERATI 
dently issued or that less is realized from their sale than should be NG. STATISTICS al 
realized. _ But, if the charge is inelated amen. it may well be that the In a summary of ratios of operation the Bureau of Railway é 
defense shou e le o the public authorities who possess the power ; -mi : i 
to regulate these matters. If the charge is warranted, these authori- Economics shows that car-miles per day averaged 21.3 in April, 
ties are, in this respect, inadequate for their duties or derelict in their ®S against 20.6 a year ago, and 24.4 in March, 1922. Tons per m 
performance. I do not concede they are vulnerable to either complaint. car averaged 24.4 in April, as against 26.9 a year ago, and 27.8 1¢ 
Following the appearance of Mr. Loree before the commit- in March, 1922. The per cent of loaded to total car-miles was mt 
tee Chairman Cummins announced that possibly S. Davies War- 65.7, as against 63.9 a year ago, and 64.9 in March, 1922. The Ii 
field would desire to put on some more witnesses before the percentage of unserviceable freight cars averaged 13.6 in April, a 
hearing should be declared closed. The Association of Railway as against 13.8 in March, and 12.3 in April, 1921. The per cent a] 
Executives will submit statistical studies to the committee of unserviceable locomotives averaged 23.3, as against 23.4 in ” 


bringing figures heretofore submitted up to date. March, and 23.9 in April, 1921. ti 
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RATES ON HORSES AND MULES 


In a report on I. and S. No. 1483, opinion No. 7675, 97 I. 
Cc. C. 97-102, written by Commissioner Cox, the Commission 
condemned the revision of rates on horses and mules from 
Kansas City and Wichita to New Orleans, Memphis and other 
points either in the southeast or on the border thereof, proposed 
in the suspended schedules, almost wholly on the ground that 
if they were permitted to become operative before revised rates 
from St. Louis, the latter would have an undue preference in 
charges into the southeast. St. Louis, according to the Com- 
mission’s report, is the largest horse and mule market in the 
country, but Kansas City and Wichita are active competitors. 

The suspended schedules were published in compliance with 
the Commission’s order in Wichita Board of Commerce vs. 
Director-General, 60 I. C. C., in which the Commission made 
findings that would require a revision of rates from the three 
horse and mule markets mentioned. The failure of the carriers 
to revise the rates from St. Louis coincidentally drew the dis- 
approval of the Commission. 

In disposing of this case the Commission modified its deci- 
sion in the Wichita Board of Commerce case to the extent of 
requiring the establishment of a $10 differential, Wichita over 
Kansas City, not only at Memphis, but at intermediate points 
of origin in Arkansas, the Commission holding that the reason 
for the differential at Memphis also applied at the Arkansas 
points. That reason was the difference in distance. 





WORK IN OUTSIDE SHOPS 


The Chicago & North Western, according to the view of the 
Commission, was fully justified in resorting to outside shops to 
obtain classified repairs for its locomotives in 1920. The situa- 
tion in respect of its motive power, at that time, the Commis- 
sion said, was such it was justified in going to the outside shops 
for locomotive repairs, even for the dispatch of 35 engines to the 
shops of the American Locomotive Company, although, apparent- 
ly, the costs in the outside shops were materially in excess of 
costs for similar work in its own shops. 

These conclusions as to the quality of the judgment shown 
in that year were expressed by the Commission in No. 12066, 
opinion No. 7683, 69 I. C. C. 148-5, the inquiry instituted by it 
into the organized labor charge or insinuation that the companies, 
which, in 1920, after the end of federal control, sent their loco- 
motives to outside shops for repairs, wasted their money. 

This holding of justification, in full, was made notwithstand- 
ing the fact that bills for repairs, not disputed by the North 
Western, were double what the. Commission’s inspectors esti- 
mated the cost would have been had the work been done in the 
North Western shops. 

In reaching its conclusion the Commission considered the 
facts about the relative condition of motive power immediately 
before and after federal control. Among the facts taken: into 
consideration were: That at the beginning of federal control 
8.79 per cent of the company’s locomotives, 1,991 in number, were 
out of service, awaiting classified and unclassified repairs; that 
at the end of federal control, when the company owned 2,045 
locomotives, 18.87 per cent were out of service for similar rea- 
sons; for much the greater part the indicated percentages rep- 
resented classified or very serious repairs; that since the making 
of class repairs to the end of 1917, the engines under considera- 
tion had delivered 57,554.939 locomotive miles, while during 
federal control they had delivered 91,517,245. locomotive miles, 
and that the possible delivery of locomotive miles had run down 
from 55,030,143 to 37,260,700. While the supply of locomotive 

miles left in the engines was running down from 55,000,000 plus 
to 37,000,000 plus, the volume of traffic increased 8 per ceni, 1920 
over 1919. 

Beginning with November, 1919, the report said, the North 
Western’s shops were undermanned. Despite persistent efforts 
the machinists and other shop employes could not be increased 
sufficiently to put.a full force of men to work. Even if enough 
men could have been obtained, the shops could have repaired 
the 386 out of service engines only at the rate of 92 per month 
at a time when progressive failure of motive power was indi- 
cated by every sign known to men handling the problem. 

The Railroad Administration, according to the report, recog- 
nized that fact in 1919, because it sent 20 engines to the Amer- 
ican Locomotive Company for class repairs, at an estimated 
cost, after inspection, of $16,859 per locomotive. In December, 
1919, ten more were sent to that company and in February, 
1920, the regional director proposed sending 10 more, with the 
approval of the corporate officers. As a matter of fact 15 were 
Sent. The additional engines were sent upon wired recommenda- 
tion of the locomotive company. It suggested that estimates 


would be prepared and submitted promptly, and that the com- 
pany had no reason to believe they would not be in line with 
the estimates covering the engines sent to it during federal 
control. When the bills were rendered, they were for an aver- 
age of $23,944 per locomotive. Between March and October, 1920, 
the North Western sent 35 more engines to the American shops, 
8 to the shops of the Manitowoc Shipbuilding Corporation and 
two to the shops of the Elgin, Joliet & Eastern. 

On the 35 sent to its shops the American rendered final 
bills on 10, averaging $27,534, and final bills for the remaining 
25, averaging $29,534. The repairs cn the two sent to the 
Joliet’s shops averaged $12,690, while those sent to the ship 
yard averaged $20,857. 

The Commission’s report said the North Western refused 
to pay the American’s bills on the 35 engines iast sent to it, 
deeming them excessive. The company thinks, because the 
American has refused to revise its bills, it is likely the matter 
can be adjusted only by litigation. 

Commissioner Hall dissented in this case, for the reason 
which he thought he had set forth sufficiently clear in connection 
with the Commission’s reports in the Pennsylvania, New York 
Central and other cases. Broadly speaking, the reason was that 
it was not the Commission’s business, even if the transportation 
act had said rates should be made to yield a given rate of return 
on the value of the property, efficiently and economically man- 
aged, to go about censoring and censuring the management. He 
said that statement in the statute, of the duty of a railroad 


management, was not a grant of power to the Commission to act 
as a general manager. 


BRICK ORDER MODIFIED 


The Commission has modified its order of April 4, 1922, in 
No. 10733, National Paving Brick Manufacturers’ Association et 
al. vs. Alabama & Vicksburg et al., so that it will. become effec- 
tive October 1, on 15 days’ notice, except as provided in its 
order of June 5, which postponed indefinitely the effective date 
of the order of April 4 in. so far as it affected the descriptions 
and rates on traffic to, from, and- between points in southeastern, 
territory. The Commission said that it would be understood 
that, pending the establishment of rates on brick and related 
articles as prescribed in its report on the above mentioned case 
for application in the eastern group, the carriers would treat 
the rates on those commodities the same as other commodities 
under the decision in reduced rates, 1922. 


I. C. C. JURISDICTION AS TO DAMAGE 


It is believed that the Comniission’s decision in No. 12250, 
William Danzer & Co., Inc., vs. Guif & Ship Island, opinion 
No. 7665, 69 I. C. C. 59-62 (Traffic World, June 17, p. 1343), is 
going to attract a good deal of attention. In that case the 
Commission applied the principles laid down by the Supreme 
Court of the United States in L. & N. vs. Ohio Valley Tie Co., 
242 U. S. 288, the chief one of which was that the Commission 
had concurrent jurisdiction with courts to find the amount of 
damages a shipper might suffer by reason of the violation of 
law, and award an amount sufficient to cover the damage. 

That Ohio Valley Tie case contained a summing up, by the 
court, of cases arising out of decisions of the Commission in 
which the measure of damages was in issue. 

In this case the Commission awarded damages amounting 
to $307.15 on one carload of lath, shipped from Lyman, Miss., 
to Wilkes-Barre, because that was the value of the lath, as 
found by it, at Hagerstown, Md., at the time it should have 
arrived, minus the freight from Lyman to Hagerstown. The 
Commission held that the lath had a market value of $475.45 
at Hagerstown in September and October, 1917, and that that 
was what the complainant would have received, minus the 
freight of $168.30, had the carload of lath been sent to Hagers- 
town with reasonable dispatch, in accordance with the instruc- 
tions of the complainant. 

The lath was: billed at Lyman, August 30, 1917, consigned 
to V. W. Long Lumber Company, Wilkes-Barre, Pa., routed 
“N. & W. and Hagerstown.” The same day the complainant 
purchased the car as a “speculative buy.” September 5, the com- 
plainant wrote to the Pennsylvania division freight agent at 
Harrisburg, Pa., and to the representatives of the Cumberland 
Valley at Chambersburg, Pa., and Hagerstown, Md., requesting 
that the car “be held in transit for diversion.” 'The complainant 
resold the car to the Lebanon Box Company because it needed 
lath and -bought: because the car in question was supposed to 
be in transit. 

The Guif-& Ship Island had trouble getting the lath started 
north, but ‘when, after 14 or 15 days of effort, it did get the car 
on its way, it was routed through Cincinnati and never got to 
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Hagerstown. The complainant’s vendee, when advised that the 
car was at Wilkes-Barre, canceled its order for it. The Penn- 
sylvania refused to bring the car to Hagerstown unless all 
charges were paid. The complainant refused and the car of 
lath was sold at auction for $200. Charges against the car 
amounted to $473.51, or more than it was supposed to be worth 
at Hagerstown. 

The carriers contended that the Commission was without 
jurisdiction to award damages for loss, damage, delay, or con- 
version. The Commission held otherwise, on the authority of 
the Ohio Valley Tie Company case. It said the car was mis- 
routed, and that misrouting, clearly, was a violation of the in- 
terstate commerce act. The complainant having elected to pros- 
ecute its claim before the Commission, the report said, it might 
award reparation for whatever resulted in consequence of the 
unlawful act. 


COMMISSION ORDERS 


Defendants’ petitions for rehearing in No. 11081, Roundup 
Coal Mining Company vs. Director-General, Big Fork & Inter- 
national Falls Railway Co., et al., have been denied and the 
original order in the case has been modified so as to become 
effective on August 2, 1922, instead of on July 18. 

The Commission has reopened No. 12605, Refinite Company 
vs. Director-General, and C. B. & Q. R. R., for further considera- 
tion. 

No. 12144, Midland Coal Company et al. vs. Midland Valley 
R. R. Co. 2t al., has been reopened for further consideration 
with respect to the order awarding reparation. 

The Hazel Atlas Glass Company has been permitted to in- 
tervene in No. 13702, Boren-Stewart Company vs. B. & O. et al. 

The Commission has granted the Railroad and Warehouse 
Commission of the State of Minnesota permission to intervene 
in No. 13839, Commercial Club of Fargo, North Dakota, vs. Ahna- 
pee & Western Railway Company et al. 

On consideration of the record in the case, Armour & Com- 
pany has been permitted to intervene in No. 13803, National 
Poultry Butter and Eggs Association et al. vs. Ann Arbor Rail- 
road Company et al. 

On application of counsel for the Great Northern Railway, 
the Commission has ordered that the depositions of Ralph Budd, 
W. P. Kenney, C. O. Jenks, G. R. Martin, D. J. Kerr, George H. 
Hess, V. P. Turnburke, A. L. Bergfeld and H. H. Brown of St. 
Paul, Minn., be taken before Frank J. Gould, a notary public, at 

_ St. Paul, June 26 at 10 A. M., with respect to matters and things 

' involved in Finance Docket No. 2172, in the matter of the ap- 
plication of the Wenatchee Southern Railway Company for 
permission to construct a new line of railway tracks from 
Wenatchee, Wash., to Beverly Junction, Wash. 


Defendant’s petiion for reargument of No. 11818 (and sub 
Nos. 1 to 18, inclusive), American Wholesale Lumber Asso- 
ciation vs. Director-General, Aberdeen & Rockfish, et al. has 
been denied. 


The Commercial Exchange of Philadelphia, Philadelphia 
Board of Trade, Philadelphia Bourse, The Philadelphia Maritime 
Exchange, Manufacturers’ Club of Philadelphia, Commercial 
Traffic Managers’ Association of Philadelphia, and The Phila- 
delphia Chamber of Commerce have been permitted to intervene 
in No. 13548 (Sub No. 1), Maritime Association of Boston Cham- 
ber of Commerce et al. vs. Ann Arbor et al., and 13548 (Sub No. 
2), same vs. Alabama Great Southern et al. 

On petition of the complainants the Commission has re- 
opened for further argument No. 11857, Iola Cement Mills Traf- 
fic Association et al. vs. Director-General, Cassville & Exeter, 
et al. 

The Commission has denied the petition of the Director- 
General for reconsideration or rehearing of No. 11650, Texar- 
kana Pipe Works vs. Director-General. 

The Commission, on petition of the complainants, has re- 
opened for further argument No. 11510, Tanners’ Council of the 
United States of America et al. vs. Director-General. 

The American Box Board Company was permitted to inter- 
vene in No. 13431, Michigan Paper Mills Traffic Association vs. 
Michigan Central et al. 

Upon request of the various complainants, the Commission 
has dismissed the following complaints: Nos. 13505, Taylor, 
Smith & Taylor Co. vs. Grand Trunk of Canada et al.; 13443, 
R. M. Weigandt, a sole proprietor, doing business as the West 
Side Fuel Co. vs. Director-General; 13812, Hercules Powder Co. 
vs. A. G. S. et al.; 13672, Farmers Elevator Co. vs. I. C.; 13599, 
Chicago Fire Brick Co. et al. vs. A. C. & Y. et al.; 13630, the 
McKinney Steel Co. vs. B. & O. et al.; 18575, Albany Perforated 
Wrapper Paper Co. vs. C. R. I. & P. et al.; 13422, Northern 
Indiana Sand & Gravel Co. vs. A. T. & S. F. et al.; 13358, the 
Lack Radford Elevator Co. et al. vs. Y. & M. V. et al.; 13492, 
Peoria Brick & Tile Co. vs. C. B. & Q. et al.; 13495, E. I. Du Pont 
De Nemours & Co. vs. Director-General, N. O. & N. E. et al.; 
13495 (Sub-No. 1), Same vs. I. C. et al.; 13495 (Sub-No. 2), 
Same vs. Director-General, I. C. et al.; and 13190, Prescott & 
Northwestern Railroad Co. vs. Director-General. 

Having received advice that the following complaints have 
been satisfied, the Commission has dismissed them: Nos. 
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13515, Golding Sons Co. vs. B. & L. E. et al.; 12676, Dow Chem- 
ical Co. vs. P. M. et al.; 18600, Parker Corn Co. vs. Western 
Maryland; 13772, Tomahawk Pulp & Paper Co. vs. Duluth & 
Iron Range et al., and 13772 (Sub-No. 1), Same vs. Same. 

The Commission has dismissed No. 13328, the Seneca Wire 
& Manufacturing Co. vs. Lake Erie & Western et al., for lack 
of prosecution. 

Application of the Missouri Pacific, the St. Louis-San Fran- 
cisco, and the Kansas City Southern for authority to continue 
in effect the present switching rates within the switching limits 
of Kansas City, Mo.-Kan., without reducing them in compliance 
with the Commission’s decision in Reduced Rates, 1922, was 
denied. 

Armour and Company were permitted to intervene in No. 
12482, Ogden Packing and Provision Co. vs. A. T. & S. F. et al. 

The Peoria Association of Commerce was permitted to in- 
tervene in No. 13671, Public Service Commission of Indiana et al. 
vs. A. T. & S. F. et al. 


ABANDONMENT OF D. & N. M. 


The Trafic World Washington Bureau 


On rehearing, the Commission has affirmed a finding, under 
date of July 15, 1921, that the present and future public con- 
venience and necessity permit the abandonment by the Duluth 
& Northern Minnesota Railway Company of its line of railroad 
extending from Knife River, Lake county, Minn., to Cascade, 
Cook county, Minn., a distance of 99.25 miles. The case was 
reopened on petition of the attorney-general of Minnesota. Com- 
missioners McChord, Cox and Lewis dissented. 

The Commission said that on rehearing the evidence was 
confined to proofs as to an offer submitted by the attorney- 
general of Minnesota on October 10, 1921, by the Minnesota 
Forest Products Company and its ability to furnish adequate 
tonnage to enable the road to operate, and to testimony of 
settlers showing their situation as the result of cessation of 
service. 

The timber company, owning about 185 million feet of saw 
timber and saw logs in Cook county, proposed to buy the line 
if the Commission’s certificate were revoked, and to operate 
the line as a common carrier. After discussing the offer of the 
company in detail and commenting on what appeared to it to 
be somewhat of a lack of interest on the part of the timber 
company to acquire the property, the Commission said nothing 
had been presented upon which it could conclude that the re- 
sults of operation would be any more favorable than it had 
anticipated in the original report. Further, the Commission 
could not see that its certificate stood in the way of the timber 
company acquiring the property. 

The jurisdiction of the Commission was attacked, but it 
ruled that under the decision of the Supreme Court in Texas vs. 
Eastern Texas R. R. Co. et al., it had authority to sanction 
abandonment as to interstate and foreign commerce. 

“We are further urged to construe these paragraphs (18 
to 22 of section 1) as requiring us to consider only the question 
of whether there is a public need for the service and to hold 
that the question of loss in operation is a matter which we 
cannot take into account at all,” said the Commission. “The 
argument is that the question of gain or loss is a matter en- 
tirely unrelated to public convenience and necessity, and that 
if we find, from the evidence, that there is any degree of public 
need for the service, we must, as a matter of law, deny the 
application. Such a construction, however, loses sight of the 
familiar doctrine of the courts that the very fact that a line 
of railroad does not pay the expense of running its trains is 
cogent evidence that public convenience and necessity does not 
require it to be kept in operation.” 

The Commission said it was not impressed with the argu- 
ment advanced. 

Chairman McChord, in his dissenting opinion, which was 
concurred in by Commissioner Cox, said he believed the out- 
standing certificate should be withdrawn in light of the facts 
developed on rehearing. He said the Commission should afford 
those interested the opportunity to maintain the line as a going 
concern. and that abandonment should be a last resort. He 
said a withdrawal from the field was not justified by the record. 


DENIES MICHIGAN NORTHERN APPLICATION 


On further hearing, the Commission has affirmed its col- 
- clusions in a former report (65 I. C. C., 480) that public con 
venience and necessity have not been shown to require construc 
tion by the Michigan Northern Railroad Company of a line of 
railroad in the counties of Ingham, Eaton, Clinton, Gratiot, Isa- 
bella and Midland, Michigan, between Lansing and Midland, 
Mich. The Commission held in the original report that the 
record did not warrant the building of the road. It said in the 
supplemental report that at the second hearing further evidence 
was offered both with regard to the needs of the territory which 
would be served and the probable financial results to be derived 
from the proposed line, but that on the whole record it was 
unable to conclude that the applicant’s case had been strength- 
ened by the additional proofs presented. 
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CHARGES ON IRON AND STEEL 


Condemnation of unloading and handling charges, on iron 
and steel articles, originating in Seattle, transferred from open- 
top cars directly into vessels by ship’s slings and exported from 
Seattle has been proposed by Examiner P. F. Gault in a report 
on No. 13171, Mutual Products Trading Co. vs. Oregon-Wash- 
ington Railroad & Navigation Co., on the ground of unreason- 
ableness. The report covers five sub-numbers brought against 
the same defendant by Frazar & Co., Mutual Products Trading 
Co., Azuma Brothers, Inc., Pacific Coast Steel Co. and Foster 
Glaspell. 

Charges of $1.80 per ton were assessed on the shipments 
in question, composed of 50 cents wharfage, 65 for handling 
and 65 cents for unloading. Under the definitions in the ap- 
plicable tariff, according to the examiners’ report, wharfage 
is the charge for the privilege of having the freight pass over 
the dock; the charge for handling is made for the service of 
handling freight from or to the ship’s sling, and the loading 
or unloading charge is that made for loading or unloading to 
or from the car to the dock or the dock warehouse, but not to 
or from the sling. 

In this case, the examiner said, there was only one opera- 
tion—that of putting the freight into the ship’s sling. The 
freight was not taken from the car to the dock. It went di- 
rectly from the car into the ship’s sling. The charge, it was 
testified, was agreed upon in an effort, during federal control, 
to arrive at uniform charges on the railroad, the private and 
the municipal or state docks. The handling and loading charge, 
as first agreed upon, was each to be 60 cents and the wharfage 
charge 50 cents. That was in September, 1919. Ninety days 
later the handling and loading charges were increased to 65 
cents. 

The carrier, at the trial of the cases, undertook to justify 
the charges by testimony as to cost of performing the service 
that was rendered, showing a cost of $3.11 per ton. The con- 
clusion, the examiner said, was without details essential to give 
it weight. He pointed out that the charges in the cases in ques- 
tion were the same as if the freight had been taken out of the 
cars, piled on the docks, and then taken to the ship’s sling, 
whereas the service performed was a direct loading into the 
car. The shipments in question were made.in March, April and 
May, 1920. They originated locally. Prior to September load- 
ing and handling charges were not assessed on local shipments 
for export handled as these were. 

A charge of $1.30 remained for application on transconti- 
nental export freight until April 20, 1922. On that day the 
charge was reduced to 60 cents, for direct loading, 50 cents for 
wharfage and 10 cents for checking. Both charges were ab- 
sorbed, either by the rail or water carrier. 


RATES ON POTATOES 


In a proposed report on No. 13226, Andrews Brothers et al. 
vs. Akron, Canton & Youngstown et al., Examiner Paul O. Car- 
ter said the Commission should hold rates on potatoes, from 
points in the lower peninsula of Michigan to destinations in 
trunk line, southeastern and central freight association terri- 
tories, on and east of the Illinois-Indiana line, are unduly preju- 
dicial to Michigan shippers, in comparison with rates from Wis- 
consin and Minnesota, to the same destinations. He said the 
evidence was insufficient to warrant an award of reparation. 

The report in that formal docket case also covers I. and S. 
No. 1384, rates on potatoes, from Minnesota, Wisconsin and the 
upper peninsula of Michigan to central and trunk line territories. 
Carter’s recommendation on that case was that the Commission 
Should hold the rates proposed in Boyd’s I. C. C. No. A1222 had 
been justifiéd and discontinue the proceedings. 

At the hearing on the formal docket case the allegation of 
unreasonableness was withdrawn and the case proceeded upon 
the allegations of undue prejudice and undue preference. Prior 
to the hearing the I. and S. case was created by the promulga- 
tion of Boyd’s tariff, proposing to raise rates from Minnesota, 
Wisconsin and the upper peninsula. Upon the protest of the 
Northern Potato Traffic Association the Boyd tariff was sus- 
orga and the two cases consolidated for hearing and disposi- 

on. 

The carriers admitted the present rates from Wisconsin and 
Minnesota discriminated against the Michigan shippers. Wit- 
hesses for the Michigan lines testified their revenue from pota- 
toes was less than the average of all traffic and that they could 
Not afford to reduce their rates to give their shippers equality 
With their competitors in Minnesota and Wisconsin. The Min- 
hesota and Wisconsin lines contended their rates were on a 
low basis, hence the proposals made in the Boyd tariff. The 
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Michigan shippers asked for differentials under Wisconsin and 
Minnesota, but said that if that could not be done, they would 
feel satisfied with the Boyd tariff raising the rates of their com- 
petitors. The examiner said that, owing to the grouping of rates 
from Minnesota and Wisconsin, it would be hard to establish 
differentials from Michigan shipping points because the latter 
are on a mileage basis. 

The examiner said the Commission should hold that the 
undue prejudice found by him would be removed by allowing the 
Boyd rates to become operative. 


WOODEN TANK MATERIAL 


In a report on No. 12437, Parkersburg Rig & Reel Co. vs. 
Director-General, A. T. & S. F., et al., Examiner M. G. de Que- 
vedo recommended a holding that rates on wooden tank material 
moving wholly or partly over the Santa Fe, from Tulsa, Okla., to 
destinations-in Kansas, were not unreasonable or otherwise un- 
lawful; that rates on mixed carloads of bull wheel arms, cants 
and pins or when mixed with lumber, moving wholly over the 
Santa Fe were unduly prejudicial to the extent they exceeded 
the contemporaneous rates on such commodities from Oklahoma 
City for similar distances. 

Quevedo said it had not been shown that the complainant 
suffered any damage by reason of the undue prejudice and as 
the cancellation of the lower rate from Oklahoma City had 
placed Tulsa on an equal basis with Oklahoma City on that 
traffic no order for the future was necessary. 

The examiner said the Commission should further find that 
the rates applicable on wooden tank staves and headings and 
bull wheel material, in straight or mixed carloads, over the 
Midland Valley and the Missouri Pacific were unreasonable to 
the extent they exceeded 21.5 cents; and that the rates on 
staves and headings, including necessary iron and steel parts, 
not to exceed in weight 20 per cent of the weight of the entire 
carload, were, prior to October 20, 1919, unreasonable to the 
extent they exceeded by more than 10 per cent the rates con- 
temporaneously maintained on lumber from and to the same 
points. As the present rates do not exceed those on lumber, the 
examiner said no order for the future was necessary. He rec- 
ommended reparation to the basis indicated on shipments mov- 
ing on rates he said should be held unreasonable. 


RATES ON STEEL WINDOW FRAMES 


In a report on No. 13256, David Lupton’s Sons Co. vs. P. R. 
R. et al., Examiner John A. McQuillan has recommended a hold- 
ing that charges at fifth class on steel frames, window and sash 
combined, in carloads, from Philadelphia to New York, were 
illegal but not unreasonable and that the collection of under- 
charges should be waived. 

The sizes of the frames were so unusual they had to be 
loaded in pocket and well cars. McQuillan examined the rules 
and descriptions upon which the complainant relied to prove 
its contention that the rates collected were unreasonable, and 
came to the conclusion that there were no provisions in the 
tariff which provided for frames of such unusual dimensions 
which were not boxed or crated. 

Included in the shipments were frames of ordinary sizes also 
unboxed or uncrated. McQuillan said in view of the fact that 
no rates were legally applicable on the main part of the ship- 
ments, the extra commodities should have been charged for at 
less than carload rates. He said, however, the fifth class rate 
collected appeared to have been reasonable on the mixture in 
question and therefore the collection of any undercharges on 


the extra commodities should be waived and the complaint be 
dismissed. 


RATES ON FROZEN MEAT 


Affirmation of the Commission’s prior holdings in the same 
case, Examiners H. C. Wilson and John A. McQuillan said should 
be made on No. 11012, Swift & Co. vs. Director-General, South- 
ern Pacific et al., as to rates on frozen meat from South San 
Francisco and Spokane to New York, Jersey City and Boston. 
The original finding was that the rates were unreasonable and 
that reparation should be made. That finding was in 60 I. C. C. 
1. The report also covers No. 12174, Swift & Co. vs. Director- 
General, Southern Pacific et al., and No. 12223, Armour & Co. vs. 
Director-General, Northern Pacific et al. In the original report 
the Commission held a rate of $2.471%4 applied on 22 carloads of 
frozen meat during September and October, 1917, shipped to the 
eastern ports for export to Europe was unreasonable to the extent 
it exceeded $2.00 per 100 pounds, minimum 34,000 pounds, and 
awarded reparation. 

Subsequent to the decision in that case hearings were held 
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in another Swift case and on a complaint by Armour & Company, 
in which rates of $2.47%, $2.55 and $3.19 were assessed on 176 
earloads of frozen meat shipped from Spokane to New York and 
Boston. Because the issues’in’ the later cases seemed to be the 
same the three were docketed for hearing and disposition on 
one record. 

In their report the examiners said the complainants’ real 
grievance was that the rates assailed were unreasonably high, 
and in support of that allegation they attaeked certain notes in 
the transcontinental tariff and restrictions in tariffs of the de 
livering lines, all of which were imposed to prevent congestion at 
the Atlantic ports. The examiners said inasmuch as the real 
grievance was the level of the rates it was not necessary to reach 
any preliminary conclusion as to the reasonableness of the rules 
which incidentally caused the assessment of the assailed rates. 
Accordingly, they said, the level of the rates and not why they 
were assessed would be given consideration. They said the 
Commission should affirm the prior finding that they were unrea- 
sonable to the extent they exceeded $2 prior to June 25, 1918, 
and $2.50 thereafter. They said reparation should be awarded 
to that basis. 


COTTON RULES AND REGULATIONS 


In a detailed report on No. 12750, Memphis Freight Bureau, 
for Abston, Wynne & Co. et al. vs. Missouri Pacific et al., which 
also covers two subnumbers, brought by the same complainant 
in behalf of other members, but only against the Director-Gen- 
eral, Examiner Harris Fleming recommended condemnation of 
carrier practice in respect of concentration and reconsignment 
of cotton at Memphis, in only one phase of the situation. He said 
the rules and regulations of the Missouri Pacific should be held 
unduly prejudicial to Memphis and unduly preferential of com- 
press points in Arkansas. But he said, while the Commission 
should order the removal of the undue prejudice, it should deny 
reparation. 

The complaints against the Director-General were chiefly for 
the purpose of claiming reparation on shipments moving between 
August 31 and December 15, 1919. The main complaint, as sum- 
marized by the examiner, was: 


That the rates into, through and out of Memphis on cotton 
originating at various points in Arkansas on the Missouri Pa- 
cific, and on the Chicago, Rock Island & Pacific and the St. Louis- 
Southwestern, concentrated at Memphis and reconsigned from that 
point to various interstate destinations, were and are unreasonable, 
unjustly discriminatory and unduly prejudicial to Memphis and the 
merchants, factors, shippers, and receivers of cotton at that point. 
This claim, in the main, is based on an alleged unduly preferential 
adjustment under which cotton shipped from and_ to the same 
points is accorded joint rates in connection with transit arrangements 
which permit concentration and reconsignment enroute at Earle and 
certain other Arkanssa compress points. Apparently, the complain 
is intended to include allegations. of similar violations of the act 
with respect to the rates on cotton from these same origin points, 
from points in Arkansas on the St. Louis-San Francisco, and from 
points in western Tennessee on the Illinois Central, the Louisville & 
Nashville, the Nashville, Chattanooga & St. Louis, and the Southern 
Railway, to New Orleans, La., when moving south of Memphis in 
connection with the Mississippi-Warrior River barge line, though 
joint rates are now in effect on that traffic and complainant’s griev- 
ance in connection with that situation appears to be predicated solely 
on the carriers’ failure to provide for concentration and reconsign- 
ment at Memphis in connection with such rates. With respect to the 
all-rail traffic, complainant asks that joint rates be established by 
way of Memphis; that the respective defendants originating the 
traffic be required to maintain such concentration and reconsignment 
arrangements at that point as are accorded at Earle and the other 
specified compress points in Arkansas; and that reparation be award- 
ed, on shipments which moved since September 1, 1920, ‘‘for the 
differences between the amounts charged and the through rates from 
points of origin to final destination.’’ With respect to the traffic in 
connection with the barge line it asks that the carriers parties to the 
joint rates be required to provide the necessary regulations permit- 
ting such concentration and reconsignment service at Memphis. 


The examiner said: 


The Commission should find (1) that the present rules and regula- 
tions of the Missouri Pacific governing the concentration and recon- 
signment of cotton originating. at and destined to points specified in 
that carrier’s tariff A4922, are, and for the future will be, unduly 
prejudicial to Memphis and unduly preferential of various other com- 
Press points shown in the said tariff in Arkansas, and especially of 
Earle; that so long as this defendant continues to apply concentra- 
tion and reconsignment rules and regulations substantially the same 
as those at present in effect at Earle and other compress points in 
Arkansas, it should provide rules and regulations permitting a like 
transit service at Memphis on cotton destined to points named in 
said tariff when originating at the following points on its lines in 
Arkansas; Knobel and stations on the line extending south from that 
point to and including the first station north of Forest City; stations 
intermediate between, but not including, Little Rock and Newport; 
stations between Bald Knob and Memphis; and stations between 
West Memphis and Marianna; (2) that the defendants’ rates, rules 
and regulations herein assailed were not and are not unreasonable or 
otherwise unduly prejudicial or unlawful; and (3) that the record 


affords no basis for an award of reparation on any of complainant’s 
shipments, 


MORE REPARATION PROPOSED 


Additional awards of reparation have been proposed by Ex- 
aminer Bronson Jewell on further hearing in No. 10287, Globe 
Elevator Company vs. Director-General, D. L. & W. et al. The 
original report was made in 55 I. C. C. 587. In that report the 
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Commission held unduly prejudicial to the complainant, the re- 
fusal of the Lackawanna, Lehigh Valley and the Buffalo-Roches- 
ter & Pittsburgh to absorb the switching charge of the Erie, at 
Buffalo, on transit grain or grain products to the same extent 
they absorbed the switching charges of the New York Central. | It 
awarded reparation on shipments of grain to destinations on de- 
fendants’ lines which could not have been reached at complain- 
ant’s option and without disregard of routing instructions given 
by or delivery requirements of its consignees, by other routes 
which would have avoided the switching charge. 

At the additional hearing the complainant made further 
proof as to shipments, but not complete proof. The examiner rec- 
ommended the making of another effort by the parties to come 
to an agreement as to the shipments falling within the limita- 
tions of the Commission’s award. He said the complainant sold 
its stuff delivered and that therefore the Commission should 
award reparation to the complainant. 


BUTTERMILK RATING 


Examiner C. I. Kephart has recommended the dismissal of 
No. 12717, Harding Cream Co. et al. vs. A. T. & S. F. et al., on a 
holding that class B rating on buttermilk, condensed or evap- 
orated, had not been shown to be or to have been unreasonable. 
The complainants asked for a class C rating so as to extend the 
market as a poultry food, or component in prepared foods. Kep- 
hart said the evidence was inadequate, especially in view of the 
fact the complainants had not asked the carriers for commodity 
rates, contenting themselves with application to the classification 


committee for a lower rating. The committee denied the ap- 
plication 





RATES ON FLAXSEED 


An order of dismissal has been recommended by Examiner 
John A. McQuillan in No. 13229, Spencer Kellogg & Sons, Inc., 
vs. Delaware, Lackawanna & Western et al., on a holding that 
rates on flaxseed, carloads, from New York harbor points to 
Buffalo are not unreasonable. 





RATES ON SULPHURIC ACID 


An award of reparation on a finding of unreasonable rates 
has been made by Examiner John A. McQuillan, in No. 13333, 
Hercules Powder Co. vs. N. Y. C., Director-General, et al., as to 
sulphuric acid, carloads, from Danville, Ill., to Ishpeming, Mich., 
in the period. between June 12 and August 26, 1918. McQuillan 
said the Commission. should find. the rates were unreasonable 


to the extent they exceeded 21 cents prior to June 25, 1918, and 
26.5 cents thereafter. 


CEREAL PRODUCTS.AND PANCAKE FLOUR 


An award of reparation on a finding of unreasonableness has 
been proposed by Examiner F. C. Hillyer in No. 13399, Centen- 
nial Mill Company vs. Director-General and Oregon-Washington 
R. R. & N. Co., on the ground that rate on a mixed carload of 
cereal products and pancake flour, from Spokane, Wash., to 
Baker, Ore., shipped in June, 1919, was unreasonable to the ex- 
tent it exceeded 31.5 cents. 





RATES ON PULPWOOD 


Examiner John H. Howell has recommended the dismissal 
of No. 13338, International Paper Co., Inc., vs. Director-General, 
New York Central, et al., on a holding that rates on pulpwood, 
from Racquette Lake and Eagle Bay, N. Y., to Corinth, N. Y., 
during federal control, were not unreasonable. The report also 
covers No. 13369, Same vs. Same. 


RATE ON QUARTZ ROCK 


Examiner John H. Howell, in a report on No. 13240, Maine 
Power Sales Co. vs. Director-General, as agent, has recommended 
a finding that the rate on quartz rock, from Danville Junction, 
Me., to Rumford Falls, Me., during federal controi, was unrea- 
sonable to the extent it exceeded 4 cents, to which basis he 
thinks reparation should be made. 





RATES ON. CORN 


An order of dismissal has been reeommended. by Examiner 
R. L. Shanafelt, in a report on No. 13015, Kellogg Toasted Corn 
Flake Company vs. Atchison, Topeka & Santa Fe et al., on the 
ground that rates on corn from Illinois points. to Battle Creek, 
Mich., were and are not unreasonable or otherwise unlawful. 


LUMBER, FLORIDA TO BALTIMORE, ETC. 


In a report on further hearing in No. 11132, Union Cypress 
Co. vs. Florida East Coast, Director-General, et al., Examiner 
Peter C. Paulson has recommended a reversal of the Commis- 
sion’s original findings in 58 I. C. C. and the dismissal of the 
case on the ground that the rates on lumber from Hopkins, 
Fla., to Baltimore, Utica, N. Y., and other points north of 
Baltimore, were not unreasonable in the period, June 25, 1918, 
and February 14, 1919, during which time combinations in which 
there had been more than one increase were in effect. In the 
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first decision the Commission held that the combinations were 
unreasonable to the extent that they exceeded the combination 
on Jacksonville, carrying only one increase. ‘Paulson thinks the 
reversal should be based on the Commission’s decision in Acme 
Cement Plaster Co. vs. Director-General, 62 I. C. C. 267. The 
complainant relied on the Commission’s decision in the Sligo 
Iron Store case, but Paulson thinks the Commission should not 
sustain the contention that the instant case was like the Sligo 
case. His view is that the reference by which the complainant 
undertook to hook up one of Washburn’s tariffs with tariffs for 
carriage beyond the rails of the Southern, Atlantic Coast Line 
and Seaboard Air Line did not come within the Commission’s 
rules for specific, clear, and unambiguous reference of one tariff 
to another. 


RATE ON SCRAP LEATHER 


‘Examiner John H. Howell has recommended the dismissal 
of No. 18460, Max Gorewitz vs. Pennsylvania Railroad Company 
et al., on a holding that the rate on scrap leather from Newark, 
N. J., to Norfolk, Va., was and is not unreasonable. The rate 
under attack was 20.5 cents and was that applicable to scraps 


of leather fit only for use as fertilizer material, and on other 
fertilizer materials. 


RATES ON ORE 


A holding of unreasonableness and an award of reparation 
have been advised by Examiner F. C. Hillyer in a report on 
No. 13421, T. J. Murray vs. Director-General, Great Northern 
et al., as to rates on two carloads of ore shipped from Okano- 
gan, Wash., to Bradley, Ida., in December, 1919. Hillyer said 
the rates should be held unreasonable to the extent that the 
one on the first shipment exceeded $4 per ton and the second 
$4.20, to which basis, he said, reparation should be made. The 
existing rates, he said, were the $4 and $4.20 rates increased 
in accordance with the permission in Ex Parte 74. Therefore, 
he said, no order for the future was necessary. 


RATE ON ROUGH RICE 


In a report on No. 12746, Beaumont Chamber of Commerce 
vs. Director-General, Beaumont, Sour Lake & Western et al., 
Examiner Fred N. Oliver recommended a finding of unreason- 
ableness and an award of reparation, as to rough rice, from vari- 
ous points in Louisiana to Beaumont, as to shipments between 
February 27, 1917, and January 10, 1920. The examiner said the 
Commission should hold the rates unreasonable to the extent 
they exceeded the scale prescribed by it in Lake Charles Milling 
Co. vs. A. & N., 63 I. C. C. 18, with an increase of 25 per cent, 
for application to shipments after June 25, 1918. 


RATES ON GRAVEL AND SAND 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner M. G. de Quevedo in No. 
12480, Davison & Namack Foundry Co. vs. P. R. R., Director- 
General et al., as to rates on gravel and sand, from Millville and 
Clayville, N. J., to Ballston Spa, N. Y. They exceeded the 
aggregate of intermediates from and after June 7, 1917. .At the 
time of the movement the aggregate of rates to and from 
Schenectady were as follows: $2.80 until June 25, 1918; $3.20 
until August 26, 1920; and $4.74 thereafter. Quevedo said the 
fact that the through rate was blanketed to a number of points 
was not enough in and of itself sufficient to rebut the pre- 
sumption that joint rates exceeding the aggregate of the in- 
termediates were unreasonable. 


CEMENT FROM MARTINS CREEK, PA. 


Examiner John A. McQuillan, in a report on No. 13329, Alpha 
Portland Cement Co. vs. P. R. R., and parts of fourth section 
application No. 1625, has recommended a finding that rates on 
cement from Martins Creek, Pa., to points on the Pennsylvania 
between Riegelsville and Stelton, N. J., are not unreasonable 
or unduly prejudicial. 

The examiner said the Commission should deny fourth sec- 
tion relief because the rates in effect to Stelton and other 
points on the route thereto violate the equidistant part of the 
fourth section and the Commission has no authority to grant 
relief as to such rates. 


RATES ON SALT 


Examiner Myron Witters has recommended the dismissal 
of No. 13108, T. Walter Hardy vs. Director-General, and Missouri 
Pacific, on the ground that the rates on salt, shipped during fed- 
eral control, from St. Louis to De Soto and other points on the 
Missouri Pacific between St. Louis and Cape Girardeau were not 
unreasonable. He said certain shipments had been overcharged 
and that refunds should be directed. The prayer for reparation 
was based on the fact that rates to Cape Girardeau were lower 
than to intermediate points. Witters said the Commission had 
hever construed the federal control law as subjecting intrastate 
rates to the provisions of the fourth section of the act to regu- 
late commerce. He said it was not necessary to decide the ques- 
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tion whether the fourth section controlled intrastate shipments 


because there was no evidence that the complainant had been 
damaged. 


RATE ON STEEL RAILS 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been recommended by Examiner 
Myron Witters, in a report on No. 12226, Mid-Continent Equip- 
ment & Machinery Co. vs. Mobile & Ohio et al., as to the rate 
on one carload of new steel rails, for use in a coal mine, the 
shipment moving from Memphis to Sparta, IIll., in September, 
1920. A combination of 33.5 cents was collected, on the theory 
that because the rails were not to be used on a steam or electric 
railroad they were “rails N. O. I. B. N.”. The examiner called at- 
tention to the fact that the Commission repeatedly has refused 
to sanction rates dependent upon the use to which the article 
was to be put. He said the proper rate to have been used was 
the class C rate of 17 cents, Memphis to St. Louis, applicable 
over a route of the Mobile & Ohio on which Sparta is inter- 
mediate. Reparation, he said, should be ordered to that basis, 
and the carriers required to establish that rate for the future. 


ILLEGAL DEMURRAGE AND PENALTY 


A holding that the demurrage and penalty charges were 
illegally assessed has been recommended by Examiner Harris 
Fleming, in a report on No. 13512, American Lumber & Export 
Co. vs. Director-General, and Louisville & Nashville. The charges 
were assessed on a carload of lumber shipped from Sylacauga, Ala., 
held at Nashville, and reconsigned to Bowling Green, Ky. The ship- 
ment moved in February, 1920. The carrier failed to notify the 
complainant at Birmingham, as had been its practice, until a con- 
siderable number of days after arrival. The charges were im- 
posed for the time the car was held at Nashville, prior to the 
serving of notice of arrival. 


PEANUT AND SOYA BEAN OIL 


A finding that rates on peanut oil and soya bean oil, from 
Undercliff, N. J., to Chicago, Cleveland and Columbus, O., East 
Chicago and Milwaukee were unreasonable, between August 4, 
1919, and October 28, 1920, has ben made by Examiner John H. 
Howell, in a report on No. 13335, Spencer Kellogg & Sons, Inc., 
vs. Director-General, New York Central et al. Fifth class was 
imposed. The examiner said the rates should be held unrea- 
sonable to the extent they exceeded sixth class and that repara- 
tion should be made to that basis. 


RATE ON COPRA 


In a report on No. 13282, Spencer Kellogg & Sons, Inc., vs. 
Director-General, as agent, Examiner John H. Howell recom- 
mended a holding that the rate on copra, from Port Norfolk, Va., 
to Undercliff, N. J., in November, 1919, was unreasonable to 
the extent it exceeded the subsequently established sixth class 
rate of 22 cents. Fifth class rate of 25.5 was collected. 


REVENUE FREIGHT LOADING 


Loading of revenue freight in the week ended June 10 totaled 
846,002 cars, the highest point reached this year with the ex- 
ception of the week ended March 25, when the total was 846,- 
035, according to the weekly report of the car service division 
of the American Railway Association. In the corresponding 
weeks of 1921 and 1920 the loadings totaled 787,283 and 930,976 
cars, respectively. 

Had coal loading in the week ended June 10 been the same 
as in the corresponding week of 1920, the loadings would have 
totaled approximately 942,000 cars, or 12,000 more than in the 
corresponding: week of 1920, when the total of 930,976 was 
reached. In other words, were it not for the coal strike, reve- 
nue freight loading would be approaching the peak now. In 
the week ended October 15, 1920, the revenue freight loading 
reached 1,018,539 cars, the highest point in the history of the 
roads. 

While the loading in the week ended June 10 was approxi- 
mately the same as that in the week ended March 25, the ex- 
isting conditions were entirely different. The loading in the 
week ended March 25 reflected the increased coal loading due 
to the fact that the coal miners’ strike was scheduled to begin 
April 1, while the loading in the week ended June 10 reflected 
the reduced coal loading due to the strike. 

The increase in the week ended June 10 over the preceding 
week was 85,357 cars, but that was due in large part to the fact 
that the loading of the preceding week was reduced on account 
of observance of Memorial Day. 

Coal loading reached the highest point since the strike be- 
gan in the week ended June 10, the total number of cars being 
94,824, as compared with 86,626 in the preceding week; 91,370 
in the week ended May 27; 81,967 in the week ended May 20, and 
79,170 in the week ended May 13. 

Miscellaneous freight loading reached 315,285 cars in the 
week ended June 10. 
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Loading by districts in the week ended June 10 and in the 
corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 8,996 and 7,194; 
live stock, 3,132 and 3,271; coal, 7,666 and 44,374; coke, 1,463 
and 1,031; forest products, 5,835 and 6,262; ore, 3,854 and 2,245; 
merchandise, L. C. L., 70,834 and 58,625; miscellaneous, 89,925. 
and 71,646; total, 1922, 191,205; 1921, 194,648; 1920, 223,389. 

Allegheny district: Grain and grain products, 2,715 and 
2,454; live stock, 2,471 and 3,355; coal, 16,708 and 51,684; coke, 
4,620 and 2,371; forest products, 3,114 and 2,969; ore, 6,966 and 
6,973; merchandise, L. C. L., 51,662 and 44,280; miscellaneous, 
72,713 and 52,094; total, 1922, 160,969; 1921, 166,180; 1920, 199,644. 

Pocahontas district: Grain and grain products, 217 and 181; 
live stock, 158 and 153; coal, 31,002 and 24,687; coke, 238 and 
160; forest products, 1,441 and 1,287; ore, 27 and 26; merchan- 
dise, L. C. L., 6,465 and 5,120; miscellaneous, 4,173 and 3,469; 
total, 1922, 43,721; 1921, 35,083; 1920, 32,036. 

Southern district: Grain and grain producis, 3,532 and 3,- 
292; live stock, 2,407 and 2,349; coal, 25,830 and 18,359; coke, 
779 and 445; forest products, 19,563 and 14,570; ore, 1,195 and 
648; merchandise, L. C. L., 38,090 and 35,620; miscellaneous, 
41,163 and 34,769; total, 1922, 132,559; 1921, 110,152; 1920, 126,439. 

Northwestern district: Grain and grain products, 10,418 and 
11,460; live stock, 8,404 and 7,323; coal, 6,942 and 5,362; coke, 
1,536 and 627; forest products, 17,893 and 13,869; or, 32,512 and 
18,582; merchandise, L. C. L., 31,096 and 27,222; miscellaneous, 
38,477 and 31,345; total, 1922, 147,278; 1921, 115,790; 1920, 158,651. 

Central Western district: Grain and grain products, 9,944 
and 11,333; live stock, 10,856 and 9,931; coal, 4,215 and 13,262; 
coke, 217 and 136; forest products, 6,467 and 5,912; ore, 1,702 
and 710; merchandise L. C. L., 34,114 and 30,099 miscellaneous, 
43,085 and 36,309; total, 1922, 110,600; 1921, 107,692; 1920, 128,646. 

Southwestern district: Grain and grain products, 4,213 and 
4,926; live stock, 2,337 and 2,589; coal, 2,461 and 4,170; coke, 
155 and 114; forest products, 8,045 and 6,160; ore, 616 and 725; 
merchandise L. C. L., 16,144 and 15,619; miscellaneous, 25,699 
and 23,435; total, 1922, 59,670; 1921, 57,738; 1920, 62,171. 

Total, all roads: Grain and grain products, 40,035 and 40,940; 
live stock, 29,765 and 28,971; coal, 94,824 and 161,898; coke, 9,008 
and 4,884; forest products, 62,358 and 51,029; ore 46,372 and 
29,909; merchandise, L. C. L., 248,405 and 216,585; miscellaneous, 
315,235 and 253,067; total, 1922, 846,002; 1921, 787,283; 1920, 
930,976. 


ORDER AND LOCATION OF CARS 


Out of 2,273,924 freight cars on line as of June 1, 340,822, or 
15 per cent, were in bad order, as against 14.7 per cent on May 
15, according to the semi-monthly bulletin of the car service 
division of the American Railway Association. Of the total in 
bad order, 71,210 were in need of light repairs and 269,612 in 
need of heavy repairs. 

Box cars in bad order numbered 162,641; refrigerators, 
8,529; gondolas, 142,834; stock, 10,832; flat, 12,927. 

The per cent of home cars on home roads was 70.2 as of 


June 1. By classes of equipment the percentages were as fol- 
lows: Box, 58.8; refrigerator, 71.2; gondola, 78.8; stock, 84.8; 
flat, 78. 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of June 1 showed the following: Eastern 
district, 98, as against 98.4 a year ago; Allegheny district, 103, 
as against 101 a year ago; Pocahontas district, 94.5, as against 
90.8 a year ago; Southern district, 98, as against 96.9 a year 
ago; Western district, 97.4, as against 97.3 a year ago; all dis- 
tricts, 98.6, as against 98 a year ago; Canadian roads, 91.2, as 
against 95.9 a year ago; Mexican roads, 105.4. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order in 
the period June 1 to 8 was 284,189 as compared with 305,198 in 
the preceding period. The shortage was 1,752 cars. 

The surplus was made up as follows: Box, 60,842; ventilated 
box, 2,569; auto and furniture, 1,750; total box, 65,161; flat, 4,577; 
gondola, 82,914; hopper, 97,917; total all coal, 180,831; coke, 4,899; 
S. D. stock, 12,103; D. D. stock, 984; refrigerator, 9,135; tank, 
500; miscellaneous, 5,999. 

The shortage was made up of 1,243 box, 75 flat, 428 coal, 5 
refrigerator and 1 miscellaneous. 


OPERATING STATISTICS 


Freight and passenger service operating statistics compiled 
by the Bureau of Statistics of the Commission from 165 re- 
ports of freight statistics representing 181 roads and from 162 
reports of passenger statistics representing 178 roads, switch- 
ing and terminal companies not included, show that net ton- 
miles in April totaled 24,723,000,000 as against 25,591,000,000 in 
April, 1921, and 113,216,000,000 in the four months ended with 
April as against 107,198,000,000 in the same period of 1921. 

The average number of freight cars on line daily was 
2,407,709 in April as against 2,412,430 in April, 1921. 

Coal consumption in freight road service amounted to 
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5,195,135 net tons in April, and 5,236,037 net tons in April, 1921, 
and 24,115,904 net tons in the four months ended with April 
as against 23,998,543 net tons in the same period of 1921. 

In the passenger road service coal consumption totaled 
2,411,796 net tons in April as against 2,536,134 net tons in April 
1921, and 10,270,210 net tons in the four months ended with 
April as against 10,764,374 net tons in the same period of 1921, 


LUMBER SHIPMENTS 


“With production less than shipments, and shipments ex. 
ceeded by orders,” says the weekly report of the National Lumber 
Manufacturers’ Association, “the activity in the lumber indus. 
try continues almost unabated. For the 23 weeks of 1922, end- 
ing June 10, according to telegraphic reports received today, 
production was 1,116,560,573 or more than 30 per cent greater 
than for the same period last year; shipments increased 1,125, 
213,190 and accumulated orders were 1,505,747,137 feet more. 
Although the Northern Pine Mfrs. Ass’n was not reporting in 
1921 the added reports do not materially affect the comparison. 

“For the week ending June 10 there was a slight falling off 
in the figures as compared with the preceding week, partly 
due to waiting for promised freight reductions and to the failure 
of the Western Pine Mfrs Ass’n and scattering mills to report 
on time. The number of reporting mills for the week was 384, 
as against a revised total of 401 for the preceding week. Pro. 
duction decreased 43,754,833 feet; orders 40,854,860; and ship. 
ments, 45,471,497. At that, production was 98 per cent of nor- 
mal production; shipments, 101 per cent and orders, 100 per 
cent of normal production for the five of the larger associa- 
tions stating normal production. Stated relatively, production 
of the eight associations reporting was 2.4 per cent below ship- 
ments, and shipments were 8.5 less than orders. Production, 


shipments and orders were all much heavier than in the equi- 
valent week of 1921.” 


NET OPERATING INCOME 


The Bureau of Railway Economics has prepared a statistical 
statement showing that the Class 1 roads and large switching 
and terminal companies had a return of 4.36 per cent in net rail- 
way operating income in the four months ended with April. The 
‘per cent of return was computed on the tentative valuation of 
$18,900,000,000 fixed by the Commission, adjusted to apply to 
Class 1 roads and to include the net amount of additions from 
January 1, 1920, to September 30, 1921; and also allocated to the 
several months on the basis of monthly variations in railway 


operating income, so as to reflect seasonal fluctuations in traffic 
and earnings. 


PAYMENTS TO CARRIERS 


_Under section 209 (guaranty) the Commission has certified 
that $4,494.77 is payable to the Mississippi Eastern and $131,055.93 
to the New Orleans Great Northern. Under section 204 (reim- 
bursement of deficit) it has certified that $29,590.87 is due the 
South San Francisco Belt. 


The Commission has certified that $196,175.57 is due the 
South Buffalo Railway Company under section 204, and $723, 
982.56 is due the Chicago & Eastern Illinois in final settlement 
of the guaranty. When the amount certified is paid, the C. & 
EK. I. will have received $2,223,982.56 under the guaranty. 

The Commission has certified that $3,733,520.55 is due the 
Chicago & North Western in final settlement of the guaranty. 
The Commission found that the total necessary to make the 
guaranty good to the carrier was $16,533,520.55, of which all has 
been paid except the amount now certified as due. 


Under section 204 (reimbursement of deficit) the Commis- 
sion certified that $26,194.36 is due the Blytheville, Leachville 
& Arkansas Southern. 

The Railroad Administration announced this week it had 
effected final settlements by the payment of $145,000 to the Wig- 
gins Ferry Company, and $60,000 to the Terminal Railroad Asso- 
ciation of St. Louis, and by the payment to the Director-General 
of $205,000 by the St. Louis Merchants Bridge Terminal Railway 
Company, $1,100 by the Little Kanawha Railroad Company and 
$495 by the Belington & Northern Railroad Company. These 
settlements cover all disputed items and balance of compensa- 


tion due for the use of the properties during the 26 months of 
federal control. 


TRANSCONTINENTAL BUREAU INVESTIGATION 

Hearings in the investigation of the Transcontinental Freight 
Bureau ordered several months ago by the Commission in re 
sponse to the resolution offered by Senator Pittman and adopted 
by the Senate may be announced in the near future by the 
Commission. Inquiry as to what had happened to the investiga 
tion revealed that nothing had been done since the order was 
issued. It was said that the time and place of hearings, how 
ever, probably would be announced shortly. 


June 


the 1 
Chair 
mem} 
publi: 
the ¢ 
union 
quote 
the | 
railr¢ 
mino 
of tl 
writt 
withe 
tiona 
rejoi 


the n 
chara 


majo. 
dispo 
to be 
whicl 
Depa 
overl 
ness 

disse 
tion, 


that 
tries. 


dt 
in th 
” 


is so 
that 
empl 


to r 
the | 
the 1 


issue 
a de 
tofo1 
tions 
is tc 
effec 


just 
sary 
unde 
the 
mar 
wag 
mus 
to ¢ 
stril 
the 
that 
stru 
app 


any 
to j 


whi 
mis 
con 
sug 


str 
tha 


tha 
cisi 
bas 


its 





1921, 
April 


Otaled 
April, 

| with 

1921, 


tS ex- 
umber 
indus- 
2, end- 
today, 
Teater 
1,125,- 
more, 
ing in 
arison. 
ing off 
partly 
failure 
report 
as 384, 
. Pro- 
1 ship- 
of nor- 
00 per 
ssocia- 
luction 
v ship- 
uction, 
2 equi- 


tistical 
itching 
et rail- 
1. The 
tion of 
ply to 
s from 
to the 
‘ailway 
traffic 


artified 
4055.93 

(reim- 
ue the 


ue the 
| $723, 
lement 
eC. & 


lue the 
aranty. 
ke the 
all has 


ommis- 
ichville 


it had 
ie Wig- 
1 Asso- 
teneral 
tailway 
ny and 
These 
apensa- 
nths of 


Freight 
in re 
idopted 
by the 
vestiga- 
er was 
s, how- 





June 24, 1922 


LABOR BOARD MINORITY SCORED 


In a scathing rejoinder to the minority opinion of two of 
the labor members of the Railroad Labor Board, written .by 
Chairman Hooper and concurred in by the other two public 
members and the three railroad members of the board, made 
public June 17, A. O. Wharton and Albert Phillips, who signed 
the dissent, were accused of inciting the members of railroad 
unions to strike. The dissent is alleged to be a mass of mis- 
quotations and distortions of the language of the decision in 
the decision reducing the wages of miscellaneous classes of 
railroad workers (see The Traffic World, p. 1865), and the 
minority members are charged with deliberate misinterpretation 
of that language. It is further charged that the dissent was 
written largely by union leaders and adopted by the two signers 
without careful consideration of its content. The most sensa- 
tional of the charges were contained in the first part of the 
rejoinder, as follows: 


It is not incumbent upon the six members of the board to follow 
the minority into a partisan controversy which partakes more of the 
characteristics of impassioned advocacy than of calm adjudication. 

In so far as the dissenting opinion distorts the sentiments of the 
majority, misquotes their language and reflects upon their desire and 
disposition to do justice, we will refrain from comment. We prefer 
to believe that these improprieties crept into that part of the document 
which was drafted by the employes in the headquarters of the Railway 
Department of the American Federation of Labor, and that they were 
overlooked by the dissenting members. As an example of the loose- 
ness with which the statements of the decision were handled in the 
dissenting opinion, reference might be made to the following quota- 
tion from the dissent: 

“In this decision, as in the preceding ones, the board announces 
that ‘in its opinion’ wages are still above those paid in outside indus- 
tries.’’ 

As a matter of fact, the statement in question is not contained 
in this decision. ; 

There is one feature of the dissenting argument, however, which 
is so unusual that it should not be passed over without notice, and 
that is the portion wherein the two dissenting members advise the 
employes to strike against the decision of the board. 


Minority Urges Strike 


It is quite natural for the representatives of labor on the board 
to resist all reductions in wages. This course is in harmony with 
the policy of the organizations, and it was pursued in connection with 
the reductions in the year 1921 as well as those of the present year. 

It is something new, however, for labor members of the board to 
issue incendiary arguments to employes in favor of striking against 
a decision of the board. The giving of advice of this kind has here- 
tofore been left to outsiders, who were not under the official obliga- 
tions imposed by the transportation act, the main purpose of which 
is to prevent railway strikes and protect the public from their dire 
effects. One of the passages referred to is as follows: 

“The transportation act aimed to substitute for the strike such 
just and reasonable wages as would render resort to a strike unneeces- 
sary. If this tribunal created to determine such wages admits that 
under existing circumstances it cannot fulfil this function, obviously 
the employes must use such power as they have to influence the labor 
market which is henceforth to be the determining factor in their 
wages,”’ 

That is to say, if the board makes such admission, the employes 
must strike. 

Then the dissenting members proceed to remove the “if’’ and 
to assert that the board has made the admission which renders a 
strike necessary. After quoting a statement from the decision of 
the majority, which was separated from the context for the purpose, 
the dissenting opinion proceeds as follows: 

“Such statement is an admission on the part of the majority 
that they have been unable to separate themselves from the partisan 
struggle long enough to perform the function for which they were 
appointed, and consequently it tends to absolve the employes from 
any limitations which the existence of a judicial board was intended 
to impose.’’ 

Not only do the minority step down from the judicial position 
which they occupy to advise a strike, but they obviously distort and 
misconstrue the language of the majority in order to provide the 
condition which they pronounce a justification. 

This is not the only place in the dissenting opinion where the 
suggestion is made to the employes to strike. 

As a matter of fact, the entire dissenting opinion constitutes a 
Strained and exaggerated effort to inflame the employes by the belief 
that they have been grossly outraged by this decision. 

A fair statement of the facts will convince any distinterested man 
that no injustice has been done to these employes by the present di- 
cision, and that the decrease in their wages is conservative and is 
based upon the law and the evidence. 


Once Accepted “Relevant Circumstances” 


_ Among the inconsistencies pointed out by the majority in 
its rejoinder was the objection of the two labor members to 
certain language regarding relevant circumstances. It was 
pointed out by the chairman that in the recent decision that 


language had been quoted verbatim from Decision No. 2, the 
Wage increase decision of July, 1920, and that at that time the 
labor members of the board fully concurred in the statements 
they now object to. 

__ “It would therefore appear,” Mr. Hooper and his colleagues 
infer, “that the relevant circumstances mentioned were to be 
considered by the present dissenting members in relation only 
to wage increases but not decreases.” 

Touching the minority’s objection to the use of 1917 as a 
basis on which to compute the increased purchasing power of 
the wages of railroad workers, the rejoinder maintains figures 
were compiled in the board’s department of statistics, at the 
request of the minority, using 1915 as a base. They were not 
used in the dissent, however, and, as reproduced in the re- 
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joinder, show the same result as did the tables used in the 
decision—namely, that under the new decision, the wages of 
the classes affected will still retain a greater purchasing power 
than that had in the years mentioned. 

Notice was taken, in the rejoinder, of the fact that the 
minority had abandoned its budget of $2,636.97 for each family, 
and had substituted therefor a somewhat lower figure, $2,133. 
The latter figure is better than the former only in degree, the 
rejoinder said, and the railroads could no more afford to pay 
it than the larger sum. In this connection Chairman Hooper’s 
document said: 


The dissenting members seem to have temporarily abandoned their 
budget of $2,636.97. In the decision in this case, it was shown that 
this budget of $2,636.97, if given to every family impartially, would 
require a sum of twenty-five billion dollars in excess of the total 
income of all the individuals and industries in the United States. 

The budget of $2,133 now relied upon is open to the same fatal 
criticism. : ' 

If the country’s 25,000,000 families were guaranteed an income of 
$2,133, the total income of the entire country would be exceeded by 
the sum of $13,225,000,000. , ‘ 

In the face of this absurdity, page after page of the dissenting 
opinion is devoted to an attack on the board’s decision on the 
ground that the wages fixed for some of the employes do not reach 
the amount of this mythical, visionary budget. The advanced pur- 
chasing power of the railway employe’s wage, the relative great 
increase of that wage, the improved social and economic condtion of 
the employes are all ignored, and a vitriolic denunciation of the 
board’s decision is indulged it because every individual employe is 
not granted this impossible sum of money. 

Let us see what would be the result of adopting either of these 
budget theories on the railroads and requiring that no employe should 
receive less than $2,133 according to one contention, or less than 
$2,636.97 according to the other. The following table throws light 
on this question: 


1921. 

I RI TA MINN gc csiew a ye'caresave is-4-19 Sareinin ei oin ieee acerecw a eee oom $5,509,035,259 
Increase in aggregate pay of employes if minimum wage 

of $2,636.97 were paid on basis of Decision No. 147.... 1,834,778,865 
Increase in aggregate pay of employes if minimum wage 

of $2,133 were paid on the basis of Decision No. 147... 1,063,081,640 
The net income of the roads for two other years prior to the war 
was as follows: 


Silane AVIA wae te aiahin Bre araete erewieia leavers $673,611,198 
eres ae a 697,185,309 


It is quite obvious that the net income of the roads for the years 
named, and, it may be added, for any other year in history, would 
have been consumed by the recognition of either of the above budgets, 
and the carriers would have shown a loss of hundreds of millions of 
dollars each year. This shortage would have had to be paid by some 
form of taxation on the public, presumably, freight rates, which would 
peg added to the burdens of every individual in the country, rich 
and poor. 


Economic Laws Discussed 


In this connection it is interesting to note that the dissenting 
opinion finds fault with the majority decision, because it states that 
“it is idle to contend that labor can be completely freed from the 
economic laws which likewise affect the earnings of capital.’’ 

The soundness of this axiomatic proposition is right well exempli- 
fied by the theory of the minority above discussed that no wage can 
be made _ so high as to constitute an unbearable burden on an in- 
dustry. Because those concurring in the decision recognize the exist- 
ence of some of the old-fashioned economic laws quite familiar to 
the ordinary business man, those dissenting affect to believe that the 
majority place the consideration of profits above the welfare of the 
workers. This is a gratuitous assumption. This board has never 
taken the position that the claims of the employes for a just and 
reasonable wage must await the prior demands for increased profits, 
nor does it take such position in this decision. It is a waste of time 
to make detailed defense to all these overdrawn and imaginative 
assertions. 

It is well enough to remember, however, that the time will never 
come in this or any other country, when the ordinary rules of common 
sense and business, call them economic laws, if you wish, can be 
absolutely ignored in the conduct of any industry. The latest instance 
in which these laws have been thrown overboard and replaced by 
fine-spun socialistic theories, both in railway and other industries, is 
found in Russia, and the result there is not one that this country 
desires to emulate. 

The minority are sowing some of the tiny seeds that have germi- 
nated and blossomed into industrial anarchy in Russia, when they 
make such statements as this: ‘‘They (the economic laws) are simply 
a description of the way in which business and industry has worked 
to date, and it has worked out very badly for human life.’’ 

It will be readily conceded that our social and industrial system 
has not invariably produced perfect results, but, upon the whole, it 
has demonstrated its superiority to every experimental substitute 
that has been offered. And the fact must not be overlooked that this 
great industrial republic has rewarded labor with its largest degree 
of liberty, prosperity and happiness. It is well not to hold its minor 
imperfections so close to the eye as to obscure its benefits. 


LABOR LEADERS EXPLAIN ATTITUDE 


The extent to which the labor organizations have been re- 
specting the Railroad Labor Board and its decisions was indi- 
cated by a letter, addressed to the board, through its chairman, 
Ben W. Hooper, by the executives of the organizations now 
taking a strike vote. This letter said the completion of the 
present series of decisions was being waited for before the 
unions advised the board of their attitude. The claim was made 
that the board had failed to meet the requirements of the trans- 
portation act and that, therefore, its findings could not have the 
weight of lawful decisions upon the men. The most telling 
paragraph was near the close of the letter, in which it was said 
that should the members of these unions turn in a strike vote, 
the leaders would “sanction their action.” The letter was as 
follows: 


We have been awaiting the completion of the series of recent 
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decisions which you announced were forthcoming before making formal 
acknowledgment and advising you of our attitude. ; 

The last decision has just received our consideration. In it you 
state openly that pressure of circumstances was such that you were 
unable to determine reasonable wages. You go even further in stating 
that the establishment of just wages for railway workers must await 
the complete satisfaction of ownership in the matter of rehabilitation 
and profits. : a 

In this decision you state, as further basis of your action, the 
theory that labor cannot be completely freed from the economic laws 
which likewise affect the earnings of capital. Clearly this means noth- 
ing more or less than the treatment of labor as a commodity whose 
value fluctuates according to the demand or supply of labor. 

Your decisions are related to the period when intense employment 
has so increased the supply and diminished the demand for labor that 
wage rates were at an artificially low level. Consequently, your open 
permission to management to pay higher wages ‘‘whenever the so- 
called labor market compels” unleases the law of supply and demand, 
making an end to the orderly wage structure which has been developed 
in recent years as a stabilizing force of the industry. 

Railroad employes must once again look to such influence as they 
can wield in the labor market for escape from the unjust wage which 
you have sanctioned. - 

In adopting these two principles as the basis for your decision you 
failed to take into consideration the principle that even the lowest 
paid railroad.employes, such as section men and laborers, should 
receive at least a living wage. : 

As a consequence, your decisions degrade these classes of 
employes below a level of bare animal subsistence, and reduce the 
earning capacity of the employes below a standard of healthful and 
decent living. 

Your acceptance of the first claim of profits, your conforming to 
the commodity theory of wages, your rejection of the principle that 
the lowest paid worker must receive at least enough to sustain his 
family, render your decisions a clear violation of the labor provisions 
of the transportation act. 

You state in your most recent decision that you have not violated 
human standards. We are unable to reconcile this statement with 
your action in basing the rates of pay provided for in all your decisions 
upon a minimum rate of 23 cents an hour, $1.84 a day, or $563 a year. 
Human standards cannot be adequately sustained on such a basis of 
compensation, 

Railroad labor costs have constantly declined during recent years. 
High operation costs are due to the delinquencies of financial control. 
If the capital needs of the railroads were financed by the public and 
they were operated in the public interests, freight rates could be 
greatly reduced and wages to employes increased to the point where 
‘living’ and saving standards of life could be maintained. 

The reasoning which you advance to support these wage reducing 
decisions is manifestly unjust. If accepted it would obviously mean 
that the labor provisions of the transportation act were a fraud per- 
petrated upon labor. : 

We hold, therefore, without reservation, that the board has made 
a blunder in interpreting the intent of the transportation act—a 
blunder so serious as to threaten the welfare of hundreds of thousands 
of railway employes and their families. We cannot believe that you 
would deliberately violate human standards of living and expose the 
board to the charge of infanticide by rendering wage decisions which 
increase the infant death rate by making it impossible for certain 
groups of railway employes to earn sufficient amount to provide proper 
food and living conditions for their children. 

And yet this fundamental error in the interpretation of the law 
has been made in your decisions and we are confronted with the 
inequitable results. 

As the matter now stands, there is no provision in the law pro- 
viding for an appeal of any kind against a decision of your body, how- 
ever mistaken or unfair it may be. When, therefore, there occurs a 
miscarriage of justice of such colossal and permanent injury to rail- 
way labor as your decisions will bring about, the only means of remedy 
which the injured parties have is to reject your decisions. 

This procedure is perfectly legal. While it should only be used 
as a last resort, our membership may decide it to be fully justified by 
your denial of elementary and long established rights and by the 
seriousness of the situation which you have created. 

Your decisions have been submitted to a strike vote of our mem- 
bers and we are awaiting the results of their action. Should our 
members decide not to accept you decision, or, in other words, to 
strike, we shall sanction their action, and advise you accordingly. 

We have, therefore, exhausted every possible way to secure a rem- 
edy for the unjust conditions which have resulted from the refusal of 
the railroads to comply with the law, and from the failure of the 
Labor Board to safeguard and guarantee us our rights under the law. 

The letter is signed by officials of ten international rail 
organizations, as follows: William H. Johnston, of the ma- 
chinists; J. A. Franklin, boilermakers; J. W. Kline, blacksmiths; 
J. J. Hynes, sheet metal workers; J. H. Noonan, electrical work- 
ers; Martin F. Ryan, railway car men; E. F. Glable, maintenance 
of way men; E. H. Fitzgerald, clerks and freight handlers; 
Timothy Healy, stationary firemen and oilers; D. W. Holt, signal 
men; John Scott, secretary, and B. M. Jewell, chairman, of the 


railway department of the Federation of Labor. 
Hooper Replies to Labor Leaders 


Under date of June 20, Chairman Hooper of the Railroad 
Labor Board replied to executives of the railroad labor organiza- 
tions now taking a strike vote, in the following letter, addressed 
to B. M. Jewell, president of the Railway Employes’ Department 
of the American Federation of Labor: 


Your communication of the 17th inst., in which the presidents 
of the eleven organizations composing your department also joined, 
has been duly received and most carefully considered. 

Your letter is to the effect that certain decisions of the Railroad 
Labor Board have been submitted to a strike vote of the members of 
your several organizations and that, in the event the vote is affirma- 
tive, the strike will be sanctioned by you and your associate officials. 

It might seem that your communication calls for no official re- 
sponse. Personally, however, I have always felt a willingness to go 
beyond the strict limits of my official authority in the interest of 
railway peace, when this could be done without the sacrifice of any 
principle or the commission of any official impropriety. 

Inasmuch as a vote in favor of a strike by the men is not to be 
a mere formality, but is to be followed by a strike order from the 
organization heads, I deem it a duty to make reply to your letter. 

It is to be presumed that you do not desire that the members of 
your organizations shall vote for a proposition that contains such 
possibilities of loss and detriment to themselves, upon a misunder- 
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standing of the action and attitude of this board. It is a fact, how- 
ever, that your letter does manifest a strikingly distorted conception 
of what the board has done and why it did it. 


In the most concise manner possible and without the repetition 


of much detail, let me call attention to a few statements in your letter, 

1. Your statement that the board’s last decision ‘‘states openly 
that pressure of circumstances was such that the board was unable to 
determine just and reasonable wages’’ is not correct. The decision 
contains no such statement and none that can be fairly so construed, 

The decision recites at length the abnormal economic and indus- 
trial conditions of the post-war period, and then says: 

“Surrounded by such abnormal conditions, the Labor Board 
has not been permitted to deal with the question of what con- 
stitutes just and reasonable wages and working conditions 
in the same undisturbed and uncomplicated manner as would 
have been possible in normal times.” 
his simple recognition of difficulties experienced by the whole 

world should not be twisted into an interprettion designed to mislead 
the men whose interests are most directly involved. 

2. Your statement that this board says that ‘‘the establishment 
of just wages for railway workers must await the complete satisfac- 
tion of ownership in the matter of rehabilitation and profits’”’ is an 
inexcusable perversion of both the language and meaning of what the 
board in fact said. A strike of railway employes, involving their 
wages, their employment and their welfare, based upon such mis- 
leading statements of this board’s sentiments and declarations would 
be unjust to the men and to the public. 

3. The statement in the board’s decision ‘‘that labor cannot be 
completely freed from the economic laws which likewise affect the 
earnings of capital’ is so obviously sound that it will not be ques- 
tioned anywhere this side of the kingdom of the bolsheviki. And 
yet, you mention this as an occasion of offence. 

Your construction of this as meaning ‘“‘the treatment of labor as 
a commodity” is strained, especially so, in view of the fact that the 
board, in the same paragraph, said: 

“It should be said that the Labor Board has never adopted 
the theory that human labor is a commodity, to be bought 
and sold upon the market, and, consequently, to be reduced to 
a wages during periods of depression and unemploy- 
ment.’’ 

4. Your statement that the board ‘‘failed to take into consideration 
the principle that even the lowest paid railway employes, such as 
section men and laborers, should receive at least a living wage,’ is 
utterly baseless. 

Your continual isolation and accentuation of the fact that a 
minimum rate of 23 cents an hour, $1.84 a day, was established for 
section men, is entirely misleading. because it overlooks or suppresses 
so manv connected facts. among which are the following: 

The rate for section men ranges from 23 to 35 cents per hour. 

2. A comparatively small number of them receive 23 cents per 
hour. A vast majority of them receive the higher rates. This is 
shown hw the fact that the average rate per hour is 32.7 cents. 

3. The 23 cent rate is found on a comparatively small number 
of divisions on a few roads in the south and southwest. It is not 
even found on the Southern and Illinois Central which cut completely 
through the south. 

4. Where this minimum rate is found, the cost of living is usually 
low, and the men, in many instances, are furnished free living quar- 
ters. 

5. In 1915, this class of labor received an average hourly rate 
of 15 cents, and in 1917, an average hourly rate of 19.3. 

6. The hourly rate of this class of employes has therefore in- 
creased under the present decision 69.4 per cent over 1917, and 118 
per cent over 1915. 

7. Based upon the cost of living, the purchasing power of the 
hourly wage of section men under the present decision is 44.5 per 


a than it was in 1917, and 37.3 per cent greater than 
in 5 


8. If it be said that the 10 hour day prevailed in 1915, and the 
8 hour day now, it may likewise be said that the man either gets 
the benefit of the extra two hours for his own purposes or, in many 
instances, he will not be permitted to work the two hours, since 
punitive overtime has been abolished for this class of employes 
for the ninth and tenth hour. 


9. Even comparing the present 8 hour wage with the 10 hour 
wage of 1915, the purchasing power of the new wage is 9.8 per cent 
greater than that of 1915. and the man has, on top of this, the gift 
of two hours’ time for other activities. 


10. It must also be clearly understood that the 23 cent rate 
will exist only in a territory where the Railroad Administration after 
careful investigation, found a justification for and did establish a 
lesser rate than paid the same classes in the balance of the country, 
which condition has not been disturbed by decision of this Board. 

In view of these facts, not a one of which you can yourself 
dispute, there is no ground for the fierce assaults which you make 
upon the action of the board in this matter. 


For your information, I will say that I recently made some 
limited investigation, personally and on the ground, of the wages 
of common labor in one southern state, and I found the new rate 
for section men appreciably higher than the rates being paid to 
similar labor in other employments. 

It may also be noted just here that the average pay of section 
foremen under the new decision is 119.7 per cent higher than it was 
in 1915, and that the purchasing power of the section foreman’s wage 
is 38.3 per cent greater than it was in 1915. His average hourly rate 
in 1915 was 23.3 cents. and, under the new decision, it is 51.2 cents. 

You do not enter into any discussion of the wages fixed by the 
board for other classes of employes, but I reiterate here the state- 
ment demonstrated in the decisions of the board that the purchasing 
power of these rates is very considerably larger than it was in 
1917, just before Federal control, or than it was in the year you 
prefer to use as a base, 1915. 

Surely the leaders of these railway labor organizations can not 
expect to win the approval of the people of the United States by 4 
rigid, unyielding resistance to the inevitable process of re-adjust- 
ment which has been in progress for the past year. If the public 
is satisfied that the railway employes have been even more than fairly 
dealt with, by comparison with similar labor and in view of the 
conditions surrounding their work, there will be no demand that 
they shall be treated as absolutely immune from the operation of 
the economic processes through which everybody else must pass. 

The fact cannot be overlooked that the policy of the leaders 
of the employes seems to be to accept no reduction, however slight. 
For example, a strike vote is being submitted to the stationary en- 
gineers, firemen and oilers, whose wage under the new decision 
shows an enormous increase over the compensation they received be- 
fore the war. Notwithstanding the increased cost of living, the in- 
crease in the pay of these employes has been so great as to re- 
sult in the following percentage of increase in the purchasing power 
of their wages under the present decision over 1915: 
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Stationary engineers 


Er er rrr 42.1% 
TERRIERS FOOW OUST oc cccccecsteecseevsnesceer es 42.1% 
Boiler room water tenders..........ccccccccceses 25% 

Cal BARROEE, DOUSE’ VOOR. oc 0.6 <cic's e65:0.0 0 0inins be.0:0 25.9% 


The increase of their actual daily wage under the new decision 
over 1915 ranges from 100 per cent to 169.9 per cent. And yet there 
is submitted to them a strike ballot. 

It is scarcely worth while to multiply these examples of the 
real meaning and effect of the board’s decision of which you complain. 

Let me say, before concluding, that the members of your organi- 
zation have no occasion to reflect upon their official representatives 
in connection with the conduct of these wage disputes before our 
board. The employes have been ably and loyally represented, and, 
in my humble judgment, have secured results that should be satis- 
factory to them. With the degree of friendly interest that I feel in 
these organizations and with the recognition that I accord to their 
great service to their membership, I am hopeful that they will 
surely prove disastrous to the organizations and unfortunate to 
the men composing them. It is regrettable that such a step is contem- 
plated at a time when the country is just entering upon an era 
of more stable industrial conditions, that gives promise of an en- 
larged degree of prosperity to railway employes. 


BILL FOR OPEN SHOP 


Representative Madden, of Illinois, by request of a repre- 
sentative of colored railway employes, has introduced a bill 
(H. R. 12065) to amend section 307 of the transportation act 
by adding the following: 

All provisions in contracts’ heretofore or hereafter made restrict- 
ing, limiting, or any way interfering with the rmepts o1 o1 
road company to employ any person in any capacity are hereby 
declared to be interferences in interstate commerce and void, and 
any such provisions in any such contracts shall not be recognized 
or enforced by the United States Railroad Labor Board or any 
court in which the controversy may arise. i 

Sec. 2. That ali rules and working conditions heretofore or 
hereafter adopted concerning employes of any and all railroads 
shall be the same in each craft of each railroad employer, whether 
the employes are individually or collectively employed. 


The bill is designed to prevent discrimination against col- 
ored persons seeking employment on the railroads and appar- 
ently also would provide for an “open shop.” 





CLERKS NOT TO VOTE ON STRIKE 


If the clerks join the shop crafts and the maintenance men 
in their proposed strike, it will be by action of individual roads, 
not by a general strike vote. This was the import of a state- 
ment made by E. H. Fitzgerald, president of the Brotherhood 
of Railroad and Steamship Clerks, Freight Handlers, Express 
and Station Employes, in Cincinnati, June 16, shortly after 
the issuance of the Labor Board’s decision cutting the wages 
of the members of that organization by amounts ranging from 
2 to 6 cents an hour was made public. 

Mr. Fitzgerald pointed out that the clerks had agreements 
with a number of roads, in which it was stipulated that the 
wages found reasonable by the board would be accepted by 
both sides. 


PETITIONS FOR REHEARING, ETC. 


Rehearing and reargument in No. 11050, Stewart Furnace 
Co. vs. P. R. R. et al., have been asked by the complainant. 

The Director-General, in answering complainant’s petition 
for reargument of No. 10405, Southport Mill, Ltd., vs. Director- 
General, has filed a cross petition asking the Commission to 
further consider the record with respect to the Ex Parte 80 
principle. 

Representing that it has an interest in the proceedings, the 
Western Union Telegraph Company has asked permission to in- 
tervene in valuation docket No. 5. in the matter of the tentative 
valuation of the property of the Winston-Salem Southbound 
Railway, and valuation docket No. 240, in the matter of the 
tentative valuation of the property of the Oregon Trunk Railway. 

The defendants in No. 12535, Fairmont Creamery Company 
vs. Director-General, A. T. & S. F. et al., and No. 12535, Sub- 
No. 1, Hastings Gas Company et al. vs. A. T. & S. F. Ry. et al., 
have petitioned the Commission to grant a rehearing in these 
cases. 

The Fort Wayne Rolling Mill Corporation, complainants in 
Docket Nos. 12427 and 12425, have petitioned the Commission 
to grant a reargument in both cases. 

The Commission has been asked by the Director-General to 
Teopen for further hearing No. 10602, Procter & Gamble Com- 
pany vs. Director-General et al., and No. 10829, Southport Mill 
(Limited) vs. Director-General et al. 

A reargument and further consideration have been asked by 
the Director-General in No. 12334, Freeman Grain Company vs. 
Director-General et al. 

The defendants in No. 12663, Midland Linseed Products 
Company vs. Director-General of Railroads et al., have petitioned 
the Commission to reopen the proceeding and grant a reargu- 
ment and rehearing. 


N. Y. N. H. & H. BONDS 
The New York, New Haven & Hartford has applied to the 
Commission for authority to issue $5,900,000 of first and refund- 
ig mortgage 6 per cent bonds, to be deposited with the Sec- 
retary of the Treasury as part collateral for loans from the 
severnment totaling $7,500,000, 





TRAFFIC WORLD 





1413 






SOUTHEASTERN CLASS RATE INQUIRY 


(Special correspondence from Atlanta, Ga.) 


Detailed testimony on local adjustments was heard June 14 
and 15 at the southeastern class rate inquiry, with the witnesses 
of fourteen railroads serving the southeastern territory on the 
stand. 

Among the railroad witnesses heard on local adjustments 
Wednesday were: Ralph Brown, assistant general freight agent 
of the Southern Railway; J. C. Kirk and W. L. Nichol, assistant 
freight traffic managers of the N. C. & St. L.; and R. G. Hodgkin, 
assistant general freight agent of the Atlantic Coast Line. They 
spoke on phases of the local adjustments proposed for their par- 
ticular railroads. 

The Illinois Central local adjustments were discussed the 
morning of June 15 by A. F. Cox of Chicago, special accountant 
for the I. C., and F. H. Law and W. L. Reeves, assistant general 
freight agents for Chicago and Memphis, respectively. A. P. 
Humburg, commerce attorney for the Illinois Central, conducted 
their examinations. 

The feature of the Illinois Central presentation was the cost 
studies presented by Mr. Cox, showing average terminal ex- 
penses for a three-day period (February 9, 10 and 11, 1921) to 
be 32.24 cents a hundred pounds on the less-than-carload traffic, 
regardless of classification of the traffic. The figure did not 
include any road haul service representing terminal cost solely. 
The witness admitted that the cost might not be quite as much 
now as it was when the test was conducted, but said the figure 
was submitted in support of the contentions that all the rail- 
roads had made in their local adjustment testimony—that L. 
C. L. traffic cannot be handled at terminals at a cost less than 
30 cents a hundred pounds. 

The lilinois Central witnesses covered in somewhat more 
detailed way the subject discussed by Joseph Hattendorf, who 
testified May 30 as to rates between Ohio crossings and Mis- 
sissippi Valley territory, and emphasized the latter’s point that 
neither the carriers nor the shippers in the Mississippi Valley 
territory. wanted the present adjustment (fixed in I. and S. 1303) 
disturbed. 

The Yazoo & Mississippi Valley Railroad was discussed 
jointly with the Illinois Central. 

The Gulf & Ship Island Railroad and the Gulf, Mobile & 
Northern presented their local adjustments June 15 through 
W. B. Cook, general freight agent of the former, and M. M. 
Richie, general freight agent for the latter. 

Practically all the witnesses in the local adjustment testi- 
mony bore down on the points first made by Mr. Barham in 
justifying the adjustments between stations. They stressed the 
terminal costs, and the high risk in handling L. C. L. goods, and 
said that slight increases to cover losses at present sustained 
in handling such traffic would not have any noticeable effect 
on the shipper and consumer. 

Testimony on local adjustments was continued June 16. 

C. D. Chancellor, assistant general freight agent for the 
Central of Georgia Railway, explained the local adjustments pro- 
posed for that railroad. 


R. H. Eberly, assistant general freight agent for the Sea- 
board Air Line, discussed the local adjustments proposed for 
the line he represented. 


C. D. Quinn, assistant general freight agent of the Louis- 
ville & Nashville, discussed the L. & N. local adjustments, his 
testimony being broken off late in the afternoon by adjournment, 
to be continued the following day. 


The three witnesses covered in detail proposals that had 
been presented in general by other witnesses who discussed 
rates between common points at earlier sessions. In the cases 
which they presented the local rates were shown to be based 
upon the rates between the larger points. The witnesses argued 
that in no cases were the proposals unfair or discriminatory, 
but that they were consistent with the general adjustment and 
that the increases proposed were fully justified, and balanced 
by the decreases proposed. 

The rates proposed from Atlanta to the Ohio River cross- 
ings; Atlanta to the Virginia cities, Roanoke and Lynchburg, 
and Atlanta to the Gulf ports, 160, was the figurative measuring 
stick for the local adjustments of the three railroads whose 
representatives testified on June 16. 

Roy Pope, assistant general freight agent, testifying for the 
Atlanta, Birmingham & Atantic Railway, and A. G. Browder, 
assistant general freight agent, tetifying for the Atlanta & 
West Point Railway, were among the last witnesses on the sub- 
ject of local adjustments proposed for the southeast, at the 
southeastern class rate inquiry. 


Among the railroads that presented witnesses as to local 
adjustments July 13 to 17 were the Atlantic Coast Line, the 
Central of Georgia, the Louisville & Nashville, the Nashville, 
Chattanooga & St. Louis, the Seaboard Air Line, the Southern, 
the Illinois Central, the Yazoo & Mississippi Valley, the Mobile 
& Ohio, the Gulf & Ship Island, and the Gulf, Mobile & Northern. 

There was a comparatively small attendance during the 
hearing on local adjustments, but when J. A. Streyer, of Atlanta, 
traffic manager of the American Short Line Railroad Association, 
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took the stand to testify on the adjustments proposed for the 
southeastern short lines, the room was filled again. 

Mr. Streyer said in his preamble that there were now 206 
short line railroads in the southeast, with a mileage of a little 
over 7,000 miles, or one-fifth of the combined mileage of the 
trunk lines. He said that he technically was representing 159 of 
these lines, with a mileage of 6,000. 

He said these lines served varied territory and that most of 
the lines were originating or delivery carriers and were de- 
pendent on the resources of their immediate territory. He called 
attention to the fact that in a large portion of the southeast, the 
principal product originated was cotton, and that recent ravages 
of the boll weevil had greatly diminished tonnage on this product. 

The short lines do not compete with other lines of railroad, 
he said, and were not built to do so. 

The witness then discussed some of the history of the short 
lines, expressing an opinion that the lines were more prosperous 
in the period of 1900 to 1910 than they had been in the last 
decade. He said that they were getting along fairly well until 
federal control came on; then, he said, the Railroad Administra- 
tion gave the impression that the trunk lines were all that were 
necessary to help win the war, and the short lines “were left 
to paddle their own canoe.” In the reconstruction period, he 
added, the short lines were, consequently, seriously threatened 
with the junk pile on a wholesale scale. 

“However,” said he, “I will make this broad assertion, that 
if today the short line railroads in the south were wiped out 
with one sweep, some of our trunk line friends would before long 
be applying for receivership, as these feeders are an indispensa- 
ble adjunct to the trunk lines of the south.” 

The number of short lines in the southern states in the 
southern classification territory, with their mileage, was given 
by Mr. Streyer as follows: 


Number 





State. railroads. Miles. 
II, = car ab ipne sav casas Aceh iwi Oia wh these Olea > eee Bot 19 627.28 
, . Siidicle ehcigtea tie Yee ta Ad Rae ere wt ee reaw Teen 23 1079.4 
Na dias aie fel otra a Sele gluse aah ie 6 RRS ee CE: Ula oid Haale Ore 4] 2094.43 
a oe. axing ahyi'g aha. Pie GAGE: OKANO ET aid DWN ayaa pe wnatelae™ 13 333.32 
I i oir asa 2 als mito ibd lee manne a adie ere 44 1287.31 
I, 2S are.c 2.5 wp. pregcdine iw cee sce eau euwese ee aut 22 592.51 
hd aa is atin goeerrexei ther Spree Siecle aaa aN alareleereacE es 15 431.47 
re en ee Teo ee *24 394.28 

*Four of these are in Official Classification territory and the rest 


in Southern Classification territory. 


He said that there were only three or four short lines in Vir- 
ginia, with a total mileage of about 175, and that there the 
mileage of the short lines in Louisiana totalled about 90 miles. 
He said he presented the figures in order to show that the short 
lines of the southeast, which were about one-fourth of the short 
lines of the nation, were of some moment. In this connection he 
quoted The Traffic World of July 9, 1921, as follows: 

Class 1 roads usually are regarded as representing at least 90 
per cent of the transportation business of the country. It is certain 
they have by far the greater part of the revenue, yet in the first 
quarter of this year they carried only 217,967,619 tons of revenue 
freight as originators of the traffic. They received the rest of the 
total of 410,818,363 tons from their connections. 

He said that these lines could continue under the conditions 
under which they have operated for the last two years. “Of 
course,” said he, “I realize it is possible that some of them 
have to go, but unless the majority of them are preserved, it 
will take years for the country they traverse to recover.” 

He cited instances in which the importance of the short 
lines was stressed, saying that in many cases the state railroad 
commissions have evidenced tendencies to deal more liberally 
with the short lines. 

Getting down to his main point—the adjustment proposed 
for the short lines—Mr, Streyer said it was only about two weeks 
ago that the basis to be suygested was decided on. 

He announced that on behalf of the short lines he was 
proposing a uniform scale for the lines in Georgia, North and 
South Carolina, Mississippi, Tennessee and that portion of Vir- 
ginia and Louisiana in southern classification territory. 

“The basis I am authorized to present,” he said, “is as fol- 
lows: Lines with only one junction point—i. e., stub end lines— 
rates to be made over the proposed trunk line rates to and from 
the junctions, using the scale of rates which the short lines of 
Georgia submitted to the Railroad Commission of Georgia; lines 
having more than one junction point, rates to be made over 
the lowest rated trunk line junction point, provided rates so 
made shall not create fourth section violations, one local station 
against another local station located between the two nearest 
junctions. This will have the effect of eliminating fourth sec- 
tion violations as to local stations in any one group.” 


The witness presented detailed exhibits, including a financial 
statement setting forth the conditions among the short lines. 
He sought to prove by this statement that short lines in Ken- 
tucky, Tennessee and South Carolina were the only ones in the 
southeast which showed a net profit. Those in other states, he 
said, showed losses into the millions. 

J. M. Dalton, assistant general freight agent of the Norfolk- 
Southern Railroad, took the stand at the afternoon session to 
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testify on local adjustments proposed along the railroad he rep- 
resents. 

Testimony on the southern angle of the rates proposed by 
the carriers between Central Freight Association Territory and 
the southeast occupied the final session of the carriers’ presen- 
tation June 20. The witnesses were B. G. Brown and J. W. 
Perrin, who discussed the rates into the Carolinas, and D. M, 
Goodwyn, of the Louisville and Nashville, who wound up the 
testimony of the carriers with a discussion of the rates between 
C. F. A. territory and southeastern territory. 


The testimony of the three witnesses in general was an 
elaboration of certain details brought out in the statements of 
L, E. Oliphant, representative of the C. F. A. lines. 


Mr. Brown’s and Mr. Perrin’s testimony was considered by 
some to be a refutation of the charges made by Commissioner 
A. J. Maxwell, of North Carolina, when he withdrew from the 
inquiry two weeks ago, although neither witness made any 
reference to Mr. Maxwell or stated that their testimony had a 
bearing on Mr. Maxwell’s allegation, 


The Carolina witnesses dealt mainly with the proposed C. F. 
A. adjustment, showing that there have been many substantial 
reductions proposed to the Carolinas, and showing how the 
proposed rates to the Carolinas have been borne down by the 
influence of the Virginia cities. He claimed that the rates to 
the Carolinas proposed in the adjustment are lower than those 
for corresponding mileages in all other sections of the south- 
east, and that the carriers made greater concessions in adjust- 
ing the rates to the Carolinas than in the case of any other 
part of the southeastern division. 


At the completion of their testimony, E. T. Willcox, speak- 
ing for and on behalf of the Seaboard Air Line railway, re- 
quested the Interstate Commerce Commission to give continued 
fourth section relief in the case of Tampa, Fla., saying that 
such was essential to the interests of his railway and of 
Florida. 

D. M. Goodwyn rose immediately and:-stated on behalf of all 
the southern carriers excepting the Seaboard Air Line that he 
wished the Commission to deny this request, since the carriers 
did not believe that an exception should be made in the case 
of Tampa. 


Mr. Goodwyn then took the stand as a witness, beginning 
his testimony with an answer to a question recently put by 
Commissioner Eastman as to the relation between class rates 
and commodity rates, He declared that the commodity rates 
had practically no percentage relationship to actual class rates, 
and that where such relationships were noticed, they were acci- 
dental. He submitted an exhibit showing comparisons between 
Atlanta and Knoxville and other representative points. At the 
request of Commissioner Eastman, he agreed to make a wider 
range of exhibits illustrative of this comparison. 

The witness reviewed points in rate history having a bear- 
ing on the proposed adjustment between C. F. A. territory and 
southeastern territory preliminary to his discussion on the 
southern point of view in this adjustment. 


He said he wanted to make it especially clear that, al- 
though the southern carriers approve the substitution of through 
joint class rates between C. F. A. territory and southeastern 
territory, less than the Ohio River combination, that this ap- 
proval constituted in no sense a commitment to an opinion that 
the combination basis was improper. 


“What is your objection to through rates?” asked Commis- 
sioner Eastman. 

“T don’t think I expressed any objection, Mr. Commissioner,” 
replied Mr. Goodwyn, “I merely wanted to emphasize the fact 
that we don’t believe the combination basis is wrong. I per 
sonally believe in combination rates except when there seems 
to be a proper necessity for a through rate basis, I cannot see 
why two fair and reasonable combinations should not be con- 
sidered a fair total. I don’t believe in combination compulsory, 
however.” 


“Then why do you propose for southeastern territory 
through joint rates?” pursued the Commissioner. 

“Because observance of fourth section principles and com- 
petition force us to.” 

In reply to another query the witness stated that in all of 
his extensive experience he could not recall a single freight 
rate he has ever made which was based upon cost alone. 

“T not only did not know the cost, but if I had known it! 
would not have known how to apply the information in making 
the rates,” he said. 

The witness added as another reason for the through rates 
that he did not believe the carriers would be permitted to 
change existing through rates and substitute therefore combi 
nation rates. 

Mr. Goodwyn traced the.formation of the proposed adjust: 
ment from C. F. A. to southeastern territory, explaining how 
the Chicago to Atlanta rate, on which a large portion of the 
proposed adjustment is based, came about. He asserted that 
the measure of the rates was not any lower than the conditions 
require. He called attention to the great reductions proposed 
in the adjustment, just as did Mr, Oliphant, pointing out thal 
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they were very heavy even to points that hitherto have had 
depressed rates. 

He stated that the southern lines substantially agreed with 
the proposals made by Mr, Oliphant. 

“We do not agree with Mr. Oliphant in one point,” he said. 
“That is, that the rates proposed are not made with relation 
to the Ohio River rates. In 98 per cent of the cases they re- 
flect the rates from the Ohio. This is most significant. How- 
ever, we do not disagree with our Central Freight Association 
brethren as regards the measure of the rates.” 

The witness then took up the subject of uniform classifi- 
cation, outlining the moves that have been made to obtain a 
uniform classification in Official, Western, and Southern classi- 
fication territories. He expressed an opinion that work on a 
policy as to unification should proceed as rapidly as possible, 
and that it was now being considered by the Consolidated 
Classification Committee. 

In this connection he said he did not see how any rate 
or scale or percentage relationship proposed in this investiga- 
tion tended toward greater universal uniformity, but that the 
proposals certainly did not stand in the way of uniformity 
measures that might be attempted in the future. 

He said that the proposed class relationship brought uni- 
formity to southern territory and that it had enabled the car- 
riers to propose a system that would not bring loss to the car- 
riers nor higher rates to the public. 

He stated that he thought twelve classes would be better 
than ten for the south, and that at least five should be used 
for L. C. L. trafiic. 

“We feel that in this revision we have gone just about as 
far as we can go,” he said. “We are asking a large number of 
readjustments, but none of them are unreasonable, and we 
think it would be unjust to make any other changes than those 
we have proposed, We are asking our patrons to bear with 
us and support us in this. 

“The proposed adjustment will result as a whole in less 
revenue for the carriers than at present. This fact has been 
amply demonstrated by other witnesses here. 

“The level of the rates made by the Commission should not 
be made ten per cent lower, and we urge the Commission not to 
reduce the rates lower than we propose, because the proposed 
level, we think, represents at least a ten per cent reduction 
under the rates of December 30, 1921. 

“If the revenue tests should show that the proposed level 
is twelve per cent lower, it will be all right with the carriers. 
However, if it should turn out to be about eight or nine per 
cent lower, we don’t think the Commission should alter them.” 

Mr. Goodwyn closed with a tribute to Commissioner East- 
man, Examiners Wagner and Wilson and the committee of state 
commissioners for the courtesies and consideration extended 
the carriers during the long hearing. 

“If we have not been successful in our case it has been our 
fault and not the fault of you gentlemen,” he said. 


Mr. Goodwyn announced that the southeastern fourth sec- 
tion committee would soon reconvene in order to proceed with 
a recheck and revision of the commodity rates of the southeast 
and that it would invite the commercial interests to exchange 
ideas with it regarding a new system of commodity rates. 

The investigation then adjourned until July 12, the date 
set for the cross examination of carrier witnesses. There is 


no indication of how much time the cross examination will 
consume. 


It is estimated that more than a million words went into 
the record of the direct examination of the carriers. A total of 
932 exhibits were presented by them. 


PLANS FOR CROSS EXAMINATION 


The Commission has sent the following notice to parties 
of record in No. 13494, Southern Class Rate Investigation: 


In connection with the cross examination of the carriers’ wit- 
hesses, which will begin on July 12 in Atlanta, shippers’ counsel of 
record in the above entitled proceeding should advise Commissioner 
Rastman by July 1, 1922, which of the carriers’ witnesses they wish to 
Cross examine. The carriers will not be required to have available 
any witnesses whose presence has not been so requested, in the ab- 
sence of special circumstances justifying a different course. Witnesses 
Will be cross examined in the order in which they testified. 


N. Y. C. EQUIPMENT CERTIFICATES 


__ An application asking authority to assume obligations and 
liabilties in respect of not exceeding $27,645,000 of New York 
Central Lines Equipment Trust of 1922 5 per cent equipment 
trust gold certificates has been filed with the Commission by 
the New York Central, Michigan Central, C. C. C. & St. L, 
Cincinnati Northern, Pittsburgh & Lake Erie, and the Pitts- 
burgh, McKeesport & Youghiogheny. Equipment estimated to 
Cost $36,944,072.50 will be purchased. The companies propose 
to buy 18,000 freight cars of various types and 75 switchers. 
Negotiations have been begun for the sale of the certificates to 
J.P. Morgan & Co. The applicants said they expected to sell 
at an average price of not less than 95.495 of par. 
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RAILROAD CONSOLIDATION HEARING 


The Trafic World Washington Bureau 


In concluding his testimony in the railroad consolidation 
proceedings at the afternoon session of June 15, President Mark- 
ham of the Illinois Central pointed out, as an additional reason 
why the Seaboard Air Line should not be included in a system 
with the Illinois Central, that where they do come into contact 
they are competitors, and where they do not they have no 
business to transact in the nature of bridge transfers—that is 
to say, the Central of Georgia branch of the Illinois Central, in 
Georgia, competes sharply with a part of the Seaboard Air Line, 
but the Illinois Central proper does not send traffic to the Cen- 
tral of Georgia which the Seaboard could haul beyond; nor does 
the Seaboard bring anything to ihe Central of Georgia for fur- 
ther transportation by the Illinois Central. 

As to the Gulf & Ship Island and the Gulf, Mobile & North- 
ern, Mr. Markham said they could be incorporated into a sys- 
tem with the Illinois Central without doing violence to logic. 
But he did not go so far as to say that the Illinois Central was 
the only one to which they might logically be assigned. 

Charles R. Capps, vice-president of the Seaboard Air Line, 
read into the record statistics as to the consist, volume and 
flow of traffic, the capitalization and other facts obtainable from 
the annual reports of the carriers to the Commission, similar 
to those furnished by Mr. Markham for the Illinois Central. 

The Seaboard, according to Mr. Capps and Forney Johnston, 
its attorney, before the former had got to that point in his 
testimony, said they thought it should be continued as an inde- 
pendent system or made the backbone of a system. It has no 
desire to become a part of the Illinois Central. Commissioner 
Hall pointed out that unless the Seaboard indicated what roads 
should be in the system of which it should be the backbone, it 
might be left in an embarrassing situation. He said that after 
the Commission had adopted a plan showing what disposition 
should be made of the Seaboard, the consolidation could not 
include anything other than had been set forth in the plan. 
Therefore, he suggested, the Seaboard ought to make sugges- 
tions as to what should be done. 

Two positive recommendations were made by Mr. Cappa 
before this colloquy took place. He said the Richmond, Fred- 
ericksburg & Potomac and the Florida East Coast lines should 
be kept independent and neutral. The first constitutes the con- 
nection between the northern and southern roads at Potomac 
Yards. It is owned by the state of Virginia and five railroads, 
the Pennsylvania on the northern and the southern roads serv- 
ing Richmond and Washington. The Florida East Coast, he 
said, brings traffic to its connections at Jacksonville with im- 
partiality. If it were turned over to a combination of Louisville 
& Nashville-Atlantic Coast Line, the Seaboard Air Line would 
lose all the business the Florida East Coast now turns over to 
it, he said. Last year the value of that business was $1,386,- 
000. In normal years, he said, it would be about $1,750,000. It 
was inconceivable to him that the Florida East Coast, if put 
into a combination with the Atlantic Coast Line, the Seaboard’s 
most direct rival, would be allowed to give any business to the 
Seaboard. 

He could see no profit in a union with the Illinois Central 


because they serve different territories between which there is 
little exchange of traffic. 


In further discussion of objections to the Commission’s plan 
for putting the Seaboard into system No. 12, Mr. Capps said that 
if the Commission gave the Atlanta, Birmingham & Atlantic to 
the Atlantic Coast Line and the Georgia Southern & Florida to 
the Southern, as proposed, each of those competitors of the Sea- 
board would have two lines into Jacksonville, where the Florida 
East Coast brings fruits and vegetables, for further haulage by 
whatever carriers shippers designate, thereby giving the At- 
lantic Coast Line and the Southern an edge over the Seaboard. 
Prior. to that time he had said the Illinois Central, also proposed 
for system No. 12, would have no business to turn over to the 
Seaboard. Linking his various assertions together made Mr. 
Capps’ objections equivalent to a saying that if the plan were 
adopted, it would leave the Seaboard without a way to get to the 
Potomac River except over the rails of a rival, without any in- 
dependent line from which it could obtain Florida business, and 
without any tonnage from the Illinois Central. 

“But the route of the Atlantic Coast Line to Jacksonville is 
very circuitous,” suggested Professor Ripley. 

“That’s true, but if the consolidation were made as sug- 
gested, the Atlantic Coast Line would have two routes into Jack- 
sonville. The same would be true with regard to the Southern. 
The Seaboard, however, would not have any,” said Mr. Capps. 

Most of Mr. Capps’ testimony at the morning session of June 
16 was devoted to history, compilations of traffic and revenue 
statistics and material of that kind, to form a record upon which 
the Commission could base a judgment as to the quality of its 
tentative plan, the latter based upon the plan of Professor Ripley. 

While Mr. Capps was still on the stand Fordney Johnston, 
attorney for the Seaboard, brought up the phase of the subject 
to which Commissioner Hall had referred the preceding day, 
namely, the paucity of the record that was being made by the 
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Seaboard when it failed or declined to say what should be done 
when it had said that such and such should not be done. He 
particularly referred to the suggestion of Mr. Hall that if the 
record was not made more complete the Commission, in revis- 
ing its plans, might do something that would make it impossible 
for the Seaboard to go forward with a scheme for consolidation 
its officers might have in mind. That limitation, Mr. Hall said, 
would come about from the fact that the law says that when 
the Commission had approved a plan, neither the Seaboard nor 
any other carrier could make any acquisitions not in accordance 
therewith. Mr. Johnston seemed to be of the impression that 
Commissioner Hall’s words implied that after the Commission 
had completed this hearing the situation would become as un- 
changeable as the laws of the Medes and Persians were supposed 
to be. He said the Seaboard was not able, at this time, to go 
into details of what it thought should be done. ‘To him it seemed 
obvious that no railroad, at this time, would be in a position, or 
inclined if it was in position, to tell the Commission and other 
railroads about its hopes and aspirations. Even as to things it 
was ready to suggest, he said, there were details to work out. 
For that reason he suggested the record should be held open so 
that the companies concerned could come in with either formal 
or even informal suggestions for the guidance of the Commission. 
Commissioner Hall assured him that there was to be no such 
rigidity as the inference drawn from his remarks that Mr. John- 
ston had suggested as possible. He said undoubtedly there would 
be many more hearings but that unless carriers made alterna- 
tive suggestions, the Commission would not have much of a 
record upon which to base a revision of its tentative plan. 


Mr. Johnston also directed attention to the fact that many 
railroads mentioned in the Commission’s tentative plan were 
not represented. He made that assertion in connection with an 
observation that seemed to indicate that the inability of the 
Seaboard to go into details was due in part to the absence of 
short lines which it was proposed to put into system No. 12. 
The idea created by his observations along that line was the 
Seaboard felt it would be impolitic to indicate what short lines 
or branches of other system lines should be connected with the 
Seaboard in a system in which it should be the backbone, be- 
cause, in the future, if and when the Seaboard made any move 
to acquire such properties, their owners would know the views 
of the Seaboard and the further fact that the Commission had 
approved a plan providing for their incorporation into a Sea- 
board system. Usually, Mr. Johnston suggested, the man who 
is thinking of or would like to buy the property of another does 
not tell him he considers it absolutely essential that the prop- 
erty in question should be added to a specified other property. 

Approval of what the Commission proposed in its tentative 
consolidation plan when it linked together the Atlantic Coast 
Line, the Louisville & Nashville, the Nashville, Chattanooga & 
St. Louis, the Charleston & Western Carolina, the Carolina, 
Clinchfield & Ohio, and some small lines not specifically men- 
tioned in testimony, was given by W. R. Cole, president of the 
Nashville, Chattanooga & St. Louis and W. L. Mapother, presi- 
dent of the Louisville & Nashville, at the afternoon session of 
June 16 and the following day. Their approval was put in be- 
tween testimony of a contrary character concerning other lines. 
Mr. Mapother, in addition, said he would not object to the in- 
clusion of the Chicago, Indianapolis & Louisville, in which the 
Louisville & Nashville has a joint interest with the Southern, 
in a system with the Baltimore & Ohio. His idea, expressed 
in answer to questions by Professor Ripley, was that the Com- 
mission might wisely stop the southeastern systems at the Ohio 
River. It was not necessary, in his estimation, for southeastern 
lines to have an entrance into Chicago. The Louisville & Nash- 
ville, he said, had not acquired what it owns in the Monon with 
any idea that entrance into Chicago was absolutely essential or 
anything of that kind. 

Henry Walters, chairman of the board of the Atlantic Coast 
Line and the Louisville & Nashville, the latter the owner of a 
controlling interest in the Nashville, Chattanooga & St. Louis, 
was present while the testimony of approval of the plan, which, 
if carried out, would result in the consolidation of the properties 
now controlled by the same interest. He, however, did not take 
the stand. Mr. Cole was not so free as Mr. Mapother in his ex- 
pressions of approval. His remarks were confined to the com- 
pany of which he is the president. His thought, when questions 
were asked about policies, was that they should be answered 
by men more competent, he said, than he. On questioning by 
Professor Ripley he included the Charleston & Western Caro- 
lina within the scope of his approval. Mr. Walters is also chair- 
man of the board of directors of that road. 

Mr. Mapother also approved the proposal to put the Carolina, 
Clinchfield & Ohio into that A. C. L.-L. & N. system, saying that 
he thought its inclusion proper and highly desirable, if any 
plan of consolidation were carried out. It could be connected 
with the Louisville & Nashville by the construction of only 
twelve miles of new track, he said. Such a plan, said he, the 
Louisville & Nashville had had long in mind. He said its inclusion 
would give eastern Kentucky an outlet to the seaboard. 

Professor Ripley, obviously having in mind the things that 
had been said about the Atlanta, Birmingham & Atlantic, asked 
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Mr. Mapother what should be done with it if the Illinois Cep. 
tral and the Seaboard were not consolidated. 

“Tt ought to be serapped,” was the answer. 

George R. Loyall, speaking for the Norfolk Southern, op. 
posed the inclusion of that road in a system with any of its 
competitors. He said the owners of the road considered it haq 
a function to perform and its consolidation with any of the 
north and south roads would eliminate some competition, he said, 
Therefore, it was his idea the Norfolk Southern should be left 
alone. Its principal competitor, he said, was the Atlantic Coast 
Line. It might be considered a feeder for the Southern, but it 
was also in competition with that road. He was not prepared, 
he said, to say where the Norfolk Southern should go if it was 
not to be left independent. 

J. L. Edwards, assistant to the receiver of the Atlania, Bir. 
mingham & Atlantic, submitted data as to traffic, finances, and 
such things, in accordance with the desire of the Commission, 
generally without reading. Obviously, in answer to expressions 
of hopelessness respecting that road, he read figures to show that 
the population of that part of Georgia which is being served 
by the road is growing faster than any other part. 

Scott M. Loftin, general counsel for the Florida East Coast, 
called as witnesses for that property W. G. Brown, roadway en- 
gineer, and T. W. Pomar, its comptroller, to submit statistics in 
accordance with the wish of the Commission. They expressed 
no opinions. That road is in the hands of trustees and those 
operating it think they should not express any opinions because 
the trust period will end in a year. 


Larz Jones, president of the Alabama & Vicksburg and the 
Vicksburg, Shreveport & Pacific, objected to the inclusion of those 
roads in any system. He said they constituted the shortest line 
between the southwest and the southeast and were not interested 
in the Mississippi River as a dividing line between territories 
as were the lines having terminals at that stream. His advice 
to the Commission was to leave that embryo system alone and 
allow it to develop along the lines on which it was started. 


George B. Elliott, general counsel for the Atlantic Coast Line, 
said the attitude of that railroad company was that if the Com- 
mission adhered to its tentative plan with regard to the three 
systems for the south, then the plan respecting system No. 11, 
the one that links up the roads in which Henry Walters is the 
dominating figure, was all right. The grouping, in the main, 
Mr. Elliott said, was satisfactory and was what might have been 
suggested. He said that if the Richmond, Fredericksburg & 
Potomac were assigned to any road, it should be given to the 
Atlantic Coast Line. He said the Atlantic Coast Line would be 
willing to accept the right to take over the Norfolk Southern. 
The proposed assignment of the Carolina, Clinchfield & Ohio, the 
witness said, was proper because it would give the Atlantic 
Coast Line coal on its own rails and also open a route from 
eastern Kentucky to the Atlantic seaboard. Mr. Mapother, in 
commenting on the proposed inclusion of the Carolina, Clinch- 
field & Ohio, also mentioned that feature of the matter. 

Mr. Elliott said the Atlantic Coast Line’s business in south- 
ern Georgia and into and out of Florida was largely over the 
Central of Georgia. He said that if the Central of Georgia 
were given to the Seaboard Air Line, the Atlanta, Birmingham 
& Atlantic would be of value to the -Atlantic Coast Line in get- 
ting into Jacksonville. 


H. H. Dean, chief stockholder in the Gainesville Midland, 
and a prominent figure in the organization activities of the short 
lines, presented statistics as required. He said that if his road 
was not to be made a part of a system embracing either the 
Illinois Central or the Louisville & Nashville, he objected to 
being given to either the Seaboard or the Southern. His little 
road, he said, resulted in competition for the Southern and the 
Seaboard, hence his objection to inclusion with either. 

Progress was made at a faster rate June 17 than the preced- 
ing days because witnesses were content to put into the record 
without reading the statistical data they had assembled in re 
sponse to the Commission’s suggestions. Owing to the saving of 
time resulting from that way of making up the record, Com- 
missioner Hall was able to dispose of all the witnesses ready 
for June 17 before the hour of adjournment arrived. 


The Southern Railway, which was the least prepared, when 
the Commission began its hearings on its tentative plan for the 
consolidation of railroads, came forward June 19 with the most 
elaborate presentation of data that had been put before the Com 
mission up to that time. It put into the record maps to illustrate 
nearly every kind of fact for which the Commission had asked. 
The whole of the morning session was consumed by L. E. Jef- 
fries, vice-president and general counsel, in presenting eighty 
odd exhibits, and even then he was not through. 

Nominally A. H. Plant, the auditor of the road, was the 
witness, at the morning session. Mr. Jeffries, however, thought 
it desirable to explain the purpose of the exhibits and thereby 
lay a foundation for the oral supplementary matter Mr. Plant 
put in later in the day. One of the novel features of the maps 
was areas shown, out of scale, the area out of scale being indt 
cated by the outlines of the ordinary hand magnifying s!ass. 
By means of such maps, junctions, connections and terminl 
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could be shown in relation to each other, and also in such detail 
as to make an additional map to show the detail unnecessary. 

Prior to the consideration of the plan respecting the South- 
ern it was understood the Southern was satisfied, generally speak- 
ing, With the Commissian’s tentative plan showing the Commis- 
sion’s thought that the Southern should become the backbone 
of one of the three big systems proposed for the southeast. The 
elaborateness of the maps and other data was taken as confirm- 
ing that understanding, before either Mr. Plant or Mr. Jeffries 
came to that part of the hearing where an expression of opinion 
would have seemed appropriate. 

Attorney-General Frank Roberson of Mississippi injected 
some life into the record that was being made by the officials 
of the Southern late in the afternoon session of June 19 by 
presenting a proposal which would have the effect, if adopted, 
of putting the Burlington or the Chicago & Eastern Illinois into 
competition, in Mississippi, with the Illinos Central and break 
up what he said was the monopoly of transportation in that state 
now held by the Southern and Illinois Central. The Southern, 
under the Roberson plan, would be deprived of practically every- 
thing in Mississippi except its line into New Orleans. 

Samuel A. Witherspoon, special counsel in what is known 
as the Southern merger case, now pending in the courts of 
Mississippi under the anti-trust laws of that state, was the 
witness in behalf of the Mississippi proposal. The plan was 
put forward, the attorney-general indicated, on the theory that 
“you can’t beat something with nothing;” and that it would 
not be helpful to the federal body for the state authorities to 
tell it if they were opposed to a plan which provided for the 
retention, by the Southern and the Illinois. Central, of prac- 
tically all they have now and the addition to them of consid- 
erable parts of other railroads. 

The Witherspoon plan was to create a system composed 
of the Seaboard Air Line, the Nashville, Chattanooga & St. 
Louis, the Mobile & Ohio and the C. & E. I. or the Burlington. 
The creation of that system, it was admitted, would disrupt 
some of the other systems somewhat, but the Mississippians 
said their need for competitive lines in their state was so great 
that the benefit to be derived would more than balance some of 
the trouble that would be caused by a necessary recasting of 
the plans thus far made. 

Before offering his alternative plan, Mr. Roberson said he 
was uncertain whether to direct the question he had in mind 
to Mr. Plant, the witness, or Mr. Jeffries, but he decided he 
would ask Mr. Plant whether the Commission should cut the 
Alabama & Vicksburg-Vicksburg, Shreveport & Pacific system 
at the Mississippi River. Mr. Plant said he had been handling 
figures so long he really did not have any opinion to express. 

Mr. Jeffries, when asked by Examiner Healy, who continued 
the hearing after hours so as to give the Mississippians an op- 
portunity to get their side of the case started, asked Mr. Jeffries 
for the opinion of the Southern on the proposed plan of the 
Commission, but Mr. Jeffries said there were no opinions to be 
offered. 

In continuation of Mississippi’s alternative proposal for the 
consolidation of railroads, S. A. Witherspoon read into the rec- 
ord a short statement about the litigation the state is carrying on 
for the dissolution of the Southern system in Mississippi. Com- 
missioner Hall permitted the statement to go on until the main 
facts had been incorpurated into the record, but when Mr. 
Witherspoon began telling about what he called the secret acqui- 
sition of the Alabama & Vicksburg and the New Orleans & 
North Eastern by J. P. Morgan & Co. he suggested that per- 
haps that was not relevant. He also asked Mr. Witherspoon 
whether he was testifying as to facts within his own knowledge. 

Mr. Witherspoon said he had acquired what he was telling from 
his examination of Fairfax Harrison and other witnesses in the 
¢ase in which Mr. Witherspoon is the state’s special counsel. 


“Mr. Harrison could be called as a witness,” suggested Mr. 
Hall. The suggestions made by Mr. Hall caused Mr. Witherspoon 
lo omit the rest of the data he had assembled from the record in 
the Mississippi court. He said he was trying to emphasize the 
point that all east and west lines in Mississippi, except the Mem- 
Dhis-Birmingham division of the Frisco, which cuts into the state 
for a short distance, were controlled by the Southern, and that 
fairness to the state at least one of such east and west lines 
should be taken out of any consolidated system the Commission 
might devise so as to put competition into the state. 

The witness devoted a large amount of his testimony to the 
use the Southern makes of the Mobile & Ohio, his contention be- 
ing that that road is being used to develop the port of New 
Orleans, instead of the port of Mobile, the southern terminus of 
the Mobile & Ohio, also that annually it contributes $250,000 to 
the development of the larger port, being compelled by the South- 
em to join with the New Orleans & North Eastern in the em- 
Dloyment of a foreign freight agent to solicit business for exporta- 
tion through New Orleans instead of through Mobile. 

._ Another point made by Mr. Witherspoon was that the Mo- 
bile & Ohio and the Cincinnati, New Orleans & Texas Pacific, 
also controlled by the Southern, were natural competitors. He 
bointed out that in 1907 they began dividing territory, as be- 
(Ween themselves, north of the Ohio River in which they would 
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not solicit business. West of a line between Chicago and Evans- 
ville, he said, the Queen & Crescent was not to solicit any busi- 
ness. East of the line between Cincinnati and Detroit the Mo- 
bile & Ohio was not to do any soliciting. The territory between 
those lines was a neutral strip in which both were left free to 
solicit. The two natural competitors, Mr. Witherspoon said, 
could not bring themselves to observe that agreement. Each 
organized or helped to organize a fast freight dispatch line to 
operate in the restricted territories. Notwithstanding their in- 
ability to keep out all competition, he said, they were in mon- 
opolistic control in eastern Mississippi, which the state thought 
inimical to its interests and contrary to its laws. He went so 
far as to assert that the Southern was trying even to acquire the 
Meridian & Memphis, twenty-nine miles long, known locally as 
the Mud & Misery, so as to get rid of even the semblance of an 
outsider in that territory. 

The reasons assigned by the Southern for the acquisition of 
the Mobile & Ohio, the witness declared, had disappeared. One 
was that the city of Cincinnati would not renew the lease of 
the Cincinnati Southern to the Queen & Crescent. The other 
was that its entry into New Orleans was not assured unless it 
controlled the Queen & Crescent and the New Orleans & North 
Eastern. 

Jesse F. Jones, seemingly closely associated with Attorney- 
General Roberson and Mr. Witherspoon in the presentation of 
their views, proposed an amendment to the Witherspoon plan. 
He did it, he said, in behalf of the municipalities of Clarksdale 
and Belzoni. He suggested that the Delta Southern be added 
to the Atlantic Coast Line L. and N. system so as to put 
that system into the Yazoo delta. That road is part of the 
Southern. 

Hearings on the Commission’s plan for consolidating the 
railroads in the southeast into three big systems came to an end 
at the afternoon session, June 20. North Carolina interests were 
the last to be heard. Under the leadership of Corporation Com- 
missioner A. J. Maxwell they not only objected to the inclusion of 
the Durham and the Winston-Salem pranches of the Norfolk 
& Western in southern systems, but went farther. They advo- 
cated allocation of the old Cape Fear & Yadkin Valley, now 
divided between the Southern and the Atlantic Coast Line, to 
the Norfolk & Western so the latter, instead of being thrown 
out of the southeastern territory, would be put more firmly 
into it. They deplored the cutting up of that old Cape Fear & 
Yadkin Valley between the Southern and the Atlantic Coast Line 
as one of the most disastrous things, in a commercial sense, that 
had ever happened to the old north state. 

Before Mr. Maxwell called his witnesses to the stand, Mr. 
Jones of Belzoni, Miss., completed his plan for putting the Louis- 
ville & Nashville into the Yazoo delta by ousting the Southern, 
the first step in which he said would be taking the Delta Southern 
away from the Southern. The taking of that road would not be 
enough. He said all that east and west line of the Southern, 
clear over to the point where it touched the Atlanta & West 
Point, should be taken from it and given to the Atlantic Coast 
Line—Louisville & Nashville system. That would take from the 
Southern what was once known as the Southern in Mississippi, 
but is now known as the Columbus & Greenville, a property in 
the hands of a receiver. 


The North Carolina witnesses were W. G. Wamble, secretary 
of the North Carolina commission; Burke Hobgood, secretary 
of the Durham Chamber of Commerce; J. L. Graham, traffic 
manager for the R. J. Reynolds Tobacco Company; C. G. Yates, 
traffic manager for the Vick Chemical Co.; James D. McNeil, 
a civil war veteran whose grandfather promoted the Cape Fear 
& Yadkin Valley, an official of the city of Fayetteville; R. A. 
Parsely, a lumber merchant at Wilmington and speaking for the 
Chamber of Commerce of that city; J. H. Cowan, mayor of Wil- 
mington and formerly collecter of customs there; and E. B. 
Jeffress, president of the Greensboro Chamber of Commerce and 
owner of the Greensboro Daily News. 


They supplied the customary data and then argued that 
it would be a shame to throw such an energetic, well managed, 
vigorous and compact system as the Norfolk & Western out of 
the state to give its branches to two such overgrown and not 
overly energetic systems as the Commission proposed. They 
said the public interest would be promoted by bringing competi- 
tion into the state especially inasmuch as the hope and efforts 
of North Carolina had been turned toward the creation of a line 
to the trans-Ohio territory to which the Norfolk & Western now 
operates and in which its influence, they said, should be increased 
by assigning to it the Toledo & Ohio Central so the new system 
would extend from Toledo, O., to Wilmington. That thought 
was phrased by Mr. Graham who, with Mr. Yates, presented 
statistics from the point of view of shippers who believe they 
are entitled to shorter lines to the territory between the Buffalo- 
Pittsburgh line and Chicago than they now have. Assignment 
of the old Cape Fear & Yadkin Valley. they said, after its re- 
storation by re-uniting it at Sanford, N. C., where it was cut 
asunder, would do that thing, besides injecting into the state 
an element that would cause the Atlantic Coast Line to improve 
its service. Mr. McNeil, a captain in the Confederate army, said 
the Cape Fear & Yadkin Valley, to which the communities and 
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citizens of North Carolina had contributed hundreds of thousands 
from which they never had any return, was built to serve as a 
link in a railroad from the Ohio river to Wilmington. 

In answer to questions by Mr. Hall, Mr. Maxwell said that 
so far as he could see at this time, all North Carolina or any 
North Carolina railroad had to say, had to be put into the record 
at this hearing and no other would be needed. He said, of 
course, he did not want it understood that he was saying no 
further hearings would be needed. It was conceivable to him, 
he said, that something might come up upon which either North 
Carolina or some of the short line railroads might desire to be 
heard, but he said he did not know of anything at this time. 

Commissioner Hall then announced that the hearing would 
be adjourned to such time as the Commission might appoint 
for the taking of further testimony, if more was to be taken. 


RAILROAD ELEVATORS 


The Trafic World Washington Bureau 


In a report to Congress on Terminal Grain Marketing, which 
is Volume III of its report on the Grain Trade, the Federal 
Trade Commission recommends “the operation of public terminal 
elevators by railroad companies.” 

The Trade Commission says that “grain merchandising on 
the part of operators of licensed public elevators appears to be 
contrary to sound principles of public warehousing, leading to 
dissatisfaction on the part of growers and millers, and to ill 
feeling throughout the grain trade.” This situation, according 
to the Trade Commission, “gives to the large elevator mer- 
chandisers practical control of deliverable grain at the terminal 
markets, facilitates the manipulation of futures, and has doubt- 
less been at times responsible for the failure of the cash and 
future market to move in harmony.” It is recommended that 
the railroads be required to operate elevators for the con- 
venience of their shippers. The restoration of a normal situ- 
ation as regards the use of public storage in the grain trade 
would, the Trade Commission asserts, be so generally bene- 
ficial to the trade and to the public as to justify such legis- 


Ition. Discussing the recommendation, the Trade Commission 
said: 


It may be objected to proposed remedies that the operation of 
public warehouses by the Railroads in such manner or at such 
storage rates as would restore the possibility of the utilization of 
public storage by cash grain handlers generally would involve a loss 
to the railroads. This is not a conclusive objection and may not 
really apply in the case of railroad operations. Railroad elevators 
are at present, and in the past have been leased to their operators 
at rentals often nominal and frequently insufficient to afford an 
adequate return on the investment. Furthermore, it is not al all 
impossible that railroad elevators could be operated profitably at 
interior terminals if the storage rates were made sufficiently low 
to enable cash handlers generally to employ these facilities in com- 
petition with private elevator merchandisers. Adequate profit from 
a purely storage and transfer elevator is chiefly a question of volume 
of business. If rates were sufficiently low to enable dealers without 
elevators to use these facilities, there should be a vast increase in 
the quantity stored by grain handlers and a great increase in the 
degree of utilization of capacity, such as to mean possibly a direct 
profit as well as other indirect advantages to the railroads owning 
the elevators. 








N. Y. C. & ST. L-L. E. W. CONTRACT 


The Trafic World Washington Bureau 


Substitution of regulations of the Commission for the pro- 
visions of section 10 of the Clayton anti-trust act was urged 
June 19 before Examiner Ray W. Clarke by W. A. Colston, vice- 
president of the New York, Chicago & St. Louis and the Lake 
Erie & Western, in support of the joint application of those two 
roads seeking approval of a contract between themselves fro- 
viding for the exchange of materials, supplies and labor, and the 
purchase or acquisition of materials and supplies on joint ac- 
count. 

Tne application of the two roads was filed under paragraph 
(2) of section 5 of the interstate commerce act. Mr. Colston, 
explaining his theory upon which he believes the Commission 
can take jurisdiction of the application under the part of the 
law specified, said the Commission had authority under the 
paragraph in question to authorize and approve the acquisition 
by one carrier of control of another carrier to an indicated ex- 
tent which he outlined as follows: 1. Under a lease; 2. By 
purchase of stock; 3. In any other manner not involving the 
consolidation of such carriers into a single system for owner- 
ship and operation. 

“The present application,” said Mr. Colston, “falls within 
the third group, i. e., it does not contemplate control by lease, 
nor purchase of stock, but it seeks acquisition of control by each 
carrier of the supplies, materials and facilities of the other car- 
rier to the extent necessary to provide for: efficient and economical 
operation of the railroads of the two companies. The chief 
purpose is to relieve the carriers of section 10 of the Clayton 
anti-trust act and from all other restraints, stave or federal.” 

Mr. Colston said he was willing that the Commission should 
make the terms of the agreement more strict than they had been 
drawn but that he believed the law gave the Commission the 
power to approve such an agreement. 
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Cases Recently Decided by State and Federal Courts 
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CARRIAGE OF LIVE STOCK 


Shipper Cannot Charge Carrier for Negligence in Care of Stock 
Shipped Which He Undertook to Assume: 

(Appellate Court of Indiana, Division No. 2.) Under a live 
stock shipping contract which provided the shipper should load 
and care for stock at his sole risk and expense, though delayed 
in transit, where he has failed so to do, he cannot charge the 
carrier with negligence in so doing in an action to recover for 
damage to the shipment.—Herran vs. Chicago & E. R. Co. et al., 
135 N. E. Rep. 253. 

Knowledge by Carrier of Noncompliance of Shipper with Pro- 
vision Requiring Shipper to Load and Care for Stock Held 
Not a Waiver: 

Under a live stock shipping contract which provided the 
shipper should load and care for stock at his sole risk and ex- 
pense, though delayed in transit, the fact that the carrier or 
its agent knew the shipper would not or did not comply with this 
provision cannot modify or waive the terms of the contract, as 
the carrier assumed no duty except of actual transportation.— 
Ibid. 

Investigation and Rejection of Claim Without Objection to Non. 
compliance with Provision As to Time to Present Claim 
Held Not a Waiver Thereof: 

Investigation and rejection by a carrier of a shipper’s claim 
for damages to stock shipped without objecting to its want of 
verification did not waive an express provision in the contract 
that no claim for damages should be paid, unless made in writ- 
ing, verified by affidavit of the shipper or his agent, and deliv- 
ered at the carrier’s office within five days after removal of the 
stock from the cars.—Ibid. 


Modification of Uniform Contract for Interstate Shipment or 
Waiver in Interest of Any One Shipper Held a Discrimina- 
tion Void As Against Public Policy: 

A uniform contract, with special provisions because of the 
lower rate charged on an interstate shipment of live stock, being 
authorized by the Interstate Commerce Commission, any modifi- 
cation or waiver in the interest of any one shipper constitutes a 
discrimination, void as against public policy.—Ibid. 

Evidence Held Not to Show Death of Hog Was Due to Human 
Agency: 

(Supreme Court of Iowa.) Evidence held not to show that 
the death of hog in transportation was due to human agency.— 
Doty vs. Wells Fargo & Co. Express, 188 N. W. Rep. 37. 
Evidence As to Cause of Death of Hog in Transit Held Not to 

Warrant Submission of Cause to Jury: 

Where evidence shows that the cause of death of hog in 
transportation was purely a matter of conjecture, save for expert 
testimony as to sprinkling water on the floor of car, and as to 
manner of feeding and watering it, it was held that these mat- 
ters were matters of speculation, and the court was not war- 
ranted in submitting the cause to the jury.—Ibid. 


Mere Proof of Death of Animal, After Delivery by Carrier and 
Before End of Transportation, Held Not to Establish Lia- 
bility: 

Mere proof that an animal, consigned for shipment, died 
after delivery to the carrier and before the end of the transporta- 
tion, was not sufficient to establish liability, but the evidence 
must go further and show that the loss was due to human 
agency.— Ibid. 

Rule as to Carrier’s Liability for Loss and Damage to Goods in 
Transit Held to Apply to Live Stock: 

The rule that a carrier is liable as insurer, for loss and dam- 
age to goods while in its hands for transportation, but is not 
liable, in absence of negligence, for loss or damage from natural 
causes or inherent weakness or vice in the subject of shipment, 
applies to a shipment of live stock.—Ibid. 


Loss Due to Human Agency Must Be Established, and Carrier 
Must Then Show it Did Not Result from Negligence, or 
Was Due to Relay, Etc.: 

To recover against carrier for loss, it must be established, 
by a fair preponderance, that the loss was due to human agency, 
and the carrier to escape liability must then show that it did 
not result from its negligence, or that it was due only to delay 
or causes within the common-law exemption or a valid particular 
limitation.—Ibid. 

BILLS OF LADING 


“Bill of Lading” Defined: 

(Supreme Court, Trial Term, Ulster County.) A “bill of 
lading” is an agreement betwen a shipper and a ‘carrier for 4 
consideration to deliver goods at a certain place to a specified 
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consignee.—Swift vs. Davis, Director-General of Railroads and 
Agent, 193 N. Y. Supp. 848. 
Bill of Lading Is Not Absolute in Its Negotiability, But Remains 

Subject to Equities Revealed by Evidence: 

A bill of lading stands for the goods, but is not, like a bill 
of exchange or a promissory note, absolute in its negotiability, 
put remains always subject to have the equities of its transfer 
revealed by evidence and its potentiality as between them de- 
pends on the parties’ intention.—Ibid. 

Consignor Retaining Control of Bill of Lading Retains Title: 

If the consignor retains control of the bill of lading, the 
jus disponendi, the title remains in the consignor to dispose of 
in accordance with his will.—lIbid. 

Effect of Sending Bill of Lading to Agent as Affecting Carrier’s 

Liability for Misdelivery Stated: 

Though there was no transfer of the property, but a transfer 
of the bill of lading by sending it to an agent, it may be inferred 
as affecting the carrier’s liability for misdelivery or conversion 
on a delivery to the agent on surrender of the bill of lading 
that the purpose of such transfer with the jus disponendi was 
to secure payment.—Ibid. : 


Bills of Lading Held Transferable by Delivery, so that Carrier 
Might Deliver Goods to Agent Holding Same: 

Where, on an interstate shipment, straight bills of lading 
were not marked “nonnegotiable,”’ or “not negotiable,” to eradi- 
cate. negotiability pursuant to U. S. Comp. St., sec. 8604a et 
seq., and the carrier on their surrender delivered the goods to 
consignor’s agent, who receipted therefor in his own name, Car- 
mack amendment to interstate commerce act, sec. 20 (U. S. 
Com. St., sec. 8604a), and act Cong. Aug. 29, 1916, sec. 29 (U.S. 
Comp. St., sec. 86040), must be applied, and hence bills were 
transferred by delivery to the agent as the statute provides, so 
that the carrier was justified in the delivery of the goods to the 
agent.—Ibid. 

Carrier Held Justified in Delivering Goods to Consignor’s Agent 
on Presentation of Bills of Lading, Though Latter Perpe- 
trated Crime in Obtaining Possession Thereof: 

A carrier was justified in delivering goods to the consignor’s 
agent, though he obtained possession of the bills of lading by a 
false order for goods, intending to appropriate them to his own 
use, and as in perpetrating a crime obtained no title to the 
bills by delivery, since the consignor is estopped by the use 
made of the bills, because possession thereof was not against 
his will, and as one of two innocent parties suffering a loss he 
enabled the fraud to be committed.—Ibid. 


Factor Consignee in Straight Bill of Lading with Draft Attached, 
to Whom Shipment Delivered Without Presentation, Held 
to Have No Right to Sell and Apply Proceeds After Notice 
of Transfer: 

(Circuit Court of Appeals, Second Circuit.) Where con- 
signor in straight bill of lading for interstate shipment obtained 
loan on security of shipment, and delivered to bank its draft 
drawn on factor consignee for the amount of the loan, the legal 
title to the bill of lading passed to the bank, and though the 
carrier properly delivered the shipment to the consignee with- 
out presentation of the bill of lading, such consignee, after it had 
notice that the bill of lading and draft accompanying it had been 
transferred to the bank, had no right to make a sale and apply 
the proceeds on the indebtedness due it by the consignor with- 
out paying the draft, under act Cong. Aug. 29, 1916, c. 415, 
see. 2, 3, 29, and 32 (Comp. St., sec. 8604a, 8604b, 8604pp). 
—George F. Hinrichs, Inc., vs. Standard Trust & Savings Bank, 
279 Fed. Rep. 382. 


Presentation of Bill of Lading with Draft Attached Sufficient 
Notice of Right of Holder: 


Where straight bill of lading of interstate shipment and 
draft were discounted with a bank, presentation to factor con- 
signee of the draft with bill of lading attached was sufficient 
notice to the consignee of the rights of the bank to be paid out 
of a sale of the shipment, under act Cong. Aug. 29, 1916, c. 415, 
sec. 2, 3, 29, 32, (Comp. St., sec. 8604a, 8604b, 86040, 8604pp). 
—Ibid. 


SILVERTON LINE ABANDONMENT 


The Silverton Railway Co. has been authorized by the Com- 
mission to abandon, as to interstate and foreign commerce, its 
Narrow-gauge line of railroad from Silverton to Joker Tunnel, 
Colo., to distance of 15.5 miles. The line was constructed in 1887 
and 1888 for the purpose of serving certain mining industries 
i the Red Mountain mining district. The company asserted it 
had operated the line at a loss for the last 12 or 15 years in the 
hope that conditions in the district would improve, but that those 
hopes had not been realized. The Commission said the record 
did not afford any assurance as to when, if ever, sufficient traf- 
fic could be developed to pay operating expenses. The Public 
Utilities Commission of Colorado asked dismissal of the proceed- 
ing on the ground that the Commission did not have jurisdiction, 
but this contention was overruled, the decision of the Supreme 
Court in the Texas vs. Eastern Texas case being cited in sup- 
Port of the Commission’s finding. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
l (Digests taken from Reporters and Digests of National Reporter 
r System, Published by West Publishing Co., St. Paul, Minn. 
4 Copyright by West Publishing Co.) 
* cm 


Jettison of Part of Cargo Is “Peril of the Seas”: 

(Circuit Court of Appeals, Third Circuit.) The necessary 
jettison of a part of the cargo to save the ship and the rest of 
the cargo from imminent danger is one of the perils of the seas, 
within a clause of the bill of lading excepting liability for such 
perils—The Mary F. Barrett, 279 Fed. Rep. 329. 

Essentials for General Average Contribution Stated: 

The three requirements to make jettison of part of cargo a 
proper basis on which to claim general average contribution 
are a common imminent peril, a voluntary sacrifice, and a suc- 
cessful termination, and the right to such contribution does not 
depend upon any question of negligence, but is established by 
the law itself.-—Ibid. 

Master Is Agent of Cargo Owner in Jettisoning Part of It: 

The master of a ship which is in imminent peril is the agent, 
not only of the ship, but of the owners of the cargo, with author- 
ity to decide what part of the cargo should be jettisoned and 
to give the owners’ consent to such jettisoning, so as to establish 
the voluntary sacrifice by the owner, which is one of the essen- 
tials to a right to general average contribution.—Ibid. 

Saved Cargo Is Liable to General Average for Jettison Neces- 
sitated by Negligent Navigation: 
The portion of the cargo which was saved by jettison of the 

rest is liable for general average contribution to that portion of 

the cargo lost, even though the jettison was made necessary by 
the negligent navigation of the vessel.—Ibid. 

Negligent Navigation Does Not Impose on Vessel Liability of 
Saved Cargo for General Average; “Responsible:” 

The fact that the imminent peril which necessitated the 
jettison of part of the cargo was occasioned by the negligent 
navigation of the vessel does not entitle the saved cargo to 
have transferred to the vessel its liability to the lost cargo for 
general average contribution, since, within Harter act, sec. 3 
(Comp. St., sec. 8031), providing that a vessel shall not be re- 
sponsible for errors in navigation, the term “responsible” means 
answerable, legally or morally, for the discharge of a duty, trust, 
or other obligation, accountable, and to charge the vessel with 
liability for such general average contribution would make it 
responsible for what the Harter act stated it should not be held 
responsible.—Ibid. 

To Make Negligent Navigation a Defense to Contribution in 
General Average by the Saved Cargo Would Destroy Mas- 
ter’s Impartiality: 

A rule that, if the imminent peril which necessitated the 
Jettison of part of the cargo resulted from negligent navigation, 
the liability of the saved cargo to the lost cargo for general 
average contribution should be transferred to the vessel, would 
destroy the impartiality of the master in determining the neces- 
sity of jettisoning part of the cargo and the selection of the 
portion to be jettisoned.—lIbid. 

Share of Master in Vessel Is Liable for Errors in Navigation: 
A share in a vessel owned by the master is liable to the 

cargo for jettison of a portion thereof, made necessary by the 

master’s errors in navigation.—Ibid. 

Charter Carries Implied Warranty of Seaworthiness: 

(Circuit Court of Appeals, Third Circuit.) A charter car- 
ries an implied warranty of seaworthiness, unless limited by 
the terms of the charter party.—The John Twohy, Cummins et 
al. vs. T. M. Duche & Sons, Limited, 279 Fed. Rep. 343. 

Burden of Proof on Shipowner to Prove Seaworthiness and 
that Loss Was by Perils of the Sea: 

In a suit for damage to cargo, the burden rests on the ship- 
owner to prove seaworthiness of the vessel at the beginning of 
the voyage and also to sustain the defense that the damage was 
caused by perils of the sea, within the exception of the charter 
party or bill of lading.—Ibid. 

Excessive Leaking of Ship Warrants Inference of Unseaworthi- 
ness: 

Where damage to cargo was caused by excessive leakage of 
the ship, evidence that she did not encounter unusual weather 
conditions, in the absence of other explanations, warrants the 
inference that she was unseaworthy at the beginning of the voy- 
age.—Ibid. 

Bill of Lading Prima Facie Evidence of Quantity Received: 
A bill of lading is prima facie, but not conclusive, evidence 

of the quantity received, and in a suit for short delivery the 

burden rests on the ship to satisfy the court that she delivered 
all that was received.—lIbid. 
Ship Held Liable for Short Delivery of Cargo: 

Evidence held insufficient to show incorrectness of a bill 
of lading as to quantity, set up as a defense to a suit for short 
delivery.—Ibid. 
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SUBSIDY BILL POSTPONED 


The Trafic World Washington Bureau 


Confident that the ship subsidy bill will be “unfailing in its 
appeal to the sober judgment of the American people,” President 
Harding acquiesced this week in the proposal of House leaders 
to defer action on the bill until the members of the House return 
from home to consider the tariff bill. 

President Harding, in his conference with newspapermen 
June 20, gave permission to the press to quote him as to his be- 
lief that the American people would back the subsidy bill. 

With that conviction in mind, it was said, the President 
willingly agreed to temporary postponement of consideration of 
the bill in order that the members might go to their constit- 
uents and learn their viewpoint. It was said that the Presi- 
dent was pleased with the suggestion carried to him last week 
by Chairman Campbell of the rules committee regarding post- 
ponement, because the government did not wish to force legis- 
lation that was not acceptable to the people, and the postpone 
ment would enable the congressmen to get in touch with the 
people on the subject. 

It was emphasized, however, that, in agreeing to the post- 
ponement, the President did not change his position with re- 
gard to demanding action at this session of Congress. It is 
the White House view that it is of vital importance to have the 
ship subsidy question settled at the present session. 

The House plans to begin three-day recesses about July 1 
for a month or six weeks, or at least until the Senate passes 
the tariff bill and that measure is ready for conference. The 
effect of the proposed recesses is an adjournment of the House, 
because no business will be transacted while they are in progress. 
In the meantime the House members will go home and sound 
out their constituents on the subsidy and other questions. If 
a majority should return with the idea that their constituents 
do not want a subsidy, it is evident that the President would have 
a more difficult job than ever to get the House to take up the bill 
before the fall elections. On the other hand if sentiment appears 
to be in favor of the legislation, the bill in all probability will 
be taken up without delay after the recesses. 


The White House has been silent on the situation developed 
by the admission of Chairman Lasker that liquor is sold on 
Shipping Board vessels. 


Harding’s Letter to Mondell 


The President’s views on the situation were formally ex- 
pressed in the following letter to Representative Mondell, Re- 
publican House leader, made public late June 20: 


You have been advised by those who have discussed the matter 
with me in personal interview that I am in complete accord with 
the opinion of leaders among the majority_in the House that the 
final consideration of the Merchant Marine Bill in the House, might 
well be postponed until approximately such time as House Members 
will be called in active attendance to send the tariff bill to con- 
ference. I am writing to give formal confirmation, and to express 
the satisfaction with which I contemplate having this measure taken 
directly by members to their constituencies for such reaction as will 
enable them to translate the deliberate preference of the country into 
a national policy fixed by law. 

If it were practical to secure final action on a measure of such 
importance in the sixty actual working days of the short term of 
Congress, I would gladly postpone action until after the general 
elections, and ask a renewed expression of the people at the _ polls. 

Unfortunately for such a program, the national interests will not 
admit of such postponement, and I should feel myself remiss in a 
public duty if I did not ask a decision before the present session is 
finally ended. 

There was an expression of the popular mind in 1920. The party 
now charged with responsibility spoke in no uncertain terms about 
the “promotion and maintenance of an American Merchant Marine.” 
The question was not made paramount, but the pledge was cove- 
nanted, and it was well understood, because the people knew in a 
very general way that vast tonnage in shipping was a government 
possession as the result of war activities, and a practical govern- 
ment must turn this one war asset to permanent, peace-time ad- 
vantage. Literally we have a Merchant Marine, poorly balanced, 
because the war construction was emergency construction, building 
anything and everything we could, at any cost, without serious 
thought of its possibilities in the sea service of peace. Moreover, 
it is largely government-owned, operated at a loss to the government 
treasury. In spite of every drive toward economy, in spite of sus- 
pended service and the cancellation of contracts for operation in 
the government’s behalf, in spite of radical reformation in the gov- 
ernment’s shipping activities, and suspended lines much sought by 
American commercial interests, the plain, blunt truth is that gov- 
ernment shipping has cost the treasury more than a fifty million 
dollars loss during the fiscal year now closing. This does not include 
depreciation or deterioration, running into millions more, and we 
have a practical problem which can not be ignored by either the 
executive or legislative branch of the government, or by the American 
people, of every section, who must supply the treasury funds. 

Perhaps this venture in government pursuit of what ought to 
be a private business would be looked upon with complacency if we 
were making even a slight degree of progress toward a permanent 
and efficient merchant marine. But we are not succeeding. The 
vital element of private initiative and genius for business success 
is lacking and our inefficient activities are discouraging and dis- 
heartenng the few who have sought to establish shipping lines on 
private account. There is no fault to be charged to the Shipping 
Board as it is now organized. Losses aggregating sixteen saillions 
a month have been reduced to substantially one-fourth that sum. 
The remainder is not a criticism of what had developed out of war 
service and war construction. Our first thought then was national 
survival. There was war inflation and the excesses in commerce in 
the immediate aftermath. Then there came to shipping a slump 
beyond all comparison with other activities. Our ships costing three 
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billions suddenly became worth only a fraction thereof, and there 
was no market in which to sell at any price. Profitable operation 
turned to shocking deficits, and only drastic curtailment of activities 
saved us from the astounding losses which were ensuing when the 
present board was organized. 

We have, therefore, two outstanding problems which must be 
met, in the solution of which Congress must share the responsibility 
and regarding which there can be but one opinion when our peopie 
are acquainted with the facts. One is the handling of our shipping 
assets to the highest advantage, without continued loss to the public 
treasury. The other is the establishment of an efficient Merchant 
Marine, when opportunity is beckoning as never before, as an agency 
of commerce and an avenue to influence in peace, and an indispensable 
element of defense if we are again involved in war. No argument 
is needed on the last essential other than the reminder that we builded 
our vast tonnage as a war necessity, and no one thought to complain 
of the excessive cost or the ultimate accounting. 

The question is not to be prejudiced by the old and worn-out 
cry against subsidy. If there is insistent use of a term so long em- 
ployed to awaken a public hostility, let it be known that we are 
subsidizing today by paying losses aggregating fifty millinos a year, 
for inadequate service of no permanence while the pending meas- 
ure contemplates no such outlay, and is paid only for specified service 
which is the base of a Merchant Marine fit to compete with the 
maritime powers of the world. Moreover, the term subsidy, implying 
bestowal upon special interests, can no longer be applied to a public 
service where the aid is extended only until a normal earning is de. 
veloped, and must be returned after the earnings reach a ten per 
cent return on actual investment, certified under government audits, 
All this the pending measure provides. 

The larger question is that of national policy in availing our- 
selves of our tonnage and the present opportunity to establish a 
great American Merchant Marine. If we are to think of only a self- 
contained republic, aloof from the world, perhaps we may go on 
depending upon our competitors for our carriers by sea. But such 
a course challenges every aspiration and narrows our vision. No 
nation ever has mantained enduring prominence or abiding good 
fortune except in proportion to its eminence on the seas. It is 
the unvarying story of national power and influence throughout all 
civilization. The rare development of our own land in a century and 
a half of national life is no contradiction, because we were boundless 
in our untouched resources until now, and even with them, we felt 
the impetus of our sea-carrying power until steam and oil super- 
seded the sails which whitened the seas. 

_ In the new order of the world we shall no longer be self-con- 
tained, but in shipping we must become self-reliant. We ask no favors, 
but we do believe in Ameircan genius and capacity under equal op- 
portunity. It does not become us to go on paying shipping tolls to 
the world, when our righteous purposes in trade are better pro- 


— by serving ourselves in making our tenders in the marts of the 
world. 


At the risk of excessive length, let me point out what I believe 

to be a well-screened source of opposition to an outstanding and 
confident American course in this matter. No well developed mari- 
time power of the old world is craving the development of our ship- 
ping. We can not complain there at. I confess an admiration for 
the national spirit which always thinks of the interests of the 
home-land first. I crave its manifestation here at home in solving 
this problem. Other nations know the value of sea-carrying as an 
adjunct of trade, and the individual discouragement abroad to our 
worthy aims—a discouragement aften insidiously disseminated here— 
ought to argue an American interest no longer to be ignored. 
_ I have not attempted to argue the merits of the pending bill 
in detail. I do hope to have members convey to agricultural, mining 
and industrial constituencies the relation of future shipping and 
foreign trade to the maintained good fortunes in their pursuits, and 
stress the fact that now, if ever, with ships ready for cargoes and 
crews, our people must take their place on the seas, or surrender 
every such aspiration, and liquidate, at whatever price is necessary 
the assets at our command. Even if we mistakenly assent to liqui- 
date, I am well persuaded that the favoring policy contemplated in 
this bill will save hundreds of millions in that liquidation. The 
rightful course concerns our immediate good fortune, and has in- 
finitely more to do with the fortunes and the prestige of the greater 
republic which is ever in the making. 

Frankly, I feel deeply the responsibility. I think it a national 
calamity to fail in the waiting opportunity. I can not but believe 
the American people will be in accord. If they appraise the immediate 
problem in the continuation of losing millions through our present 
operations, and sense the situation as it relates to the American fu- 
ture, I believe congressmen will return from the contact with the 
people at home, confident that the Merchant Marine bill is no less 
appealing than relief to agriculture in distress, or to railroads is 
their necessity. It is not in my mind to appeal in behalf of a special 
interest in America. I confidently believe that if you and your as- 
sociates will take the problem to the people at home you will en- 
counter a very favorable reaction on a patriotic interest which con- 


cerns all America, conspicuously today, and of greater consequence 
to our future. 


Debate in Congress 


Submission to the House this week of the President’s letter 
on the ship subsidy bill by Representative Mondell resulted in 
— for and against the administration’s merchant marine 

ill. 

Representative Byrnes of South Carolina, opening the at- 
tack, declared that the President would have to do more than 
he had done in the letter “before he can cause such a change of 
the views of the people of this country as will reverse the aitti- 
tude of the members of the House on the ship subsidy question.” 
He charged that the Shipping Board had an advertising fund of 
$1,715,000 and asked whether the members knew that when they 
voted that fund “that the Shipping Board, under the direction 
of the gentleman who is influencing the attitude of the President 
in this matter, Mr. Lasker, was going to spend that fund in 
advertising in foreign newspapers the fact that alcoholic liquors 
were for sale on ships flying the American flag, while failing 
to do so in the newspapers ofthe United States, thus deceiving 
the people of the country as to what was actually occurring 00 
board the ships of the United States government.” He said 
he hoped the members who voted for the fund would tell thelr 
constituents about that situation. 

Relative to advertising the sale of liquor on Shipping Board 
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vessels in the foreign press, Chairman Lasker said recently 
he had had that stopped when it was brought to his attention. 

Complimenting the President on his letter, Mr. Mondell said 
he had not anticipated that “it was going to strike so deep or 
so seriously interfere with the peace of mind on the Democratic 
side as it seems to have done.” 

Mr. Mondell criticized the remarks of Mr. Byrnes as inac- 
curate and cited as an illustration a statement by the latter that 
the Republicans had guaranteed returns to the railroads. He 
charged “wanton waste and extravagance” in the operation of 
the merchant fleet under the Democratic administration. He 
declared that the Republicans would see to it that American 
ships were not driven from the seas and that “our flag floats 
from merchant ships in all the seven seas and wherever men 
carry on trade and commerce.” 

Representative Mann, of Illinois, said the greatest question 
pefore the people today was whether we should abandon our 
merchant marine or attempt to maintain a merchant marine, 
and if so, upon what terms. He said Congress should give 
the people legislation that would provide “that when war comes 
again we shall not be called upon again to spend wastefully 
three or four billions of dollars in attempting to provide for 
transportation which is not ready until the war is over.” He 
advised the members not to pay too much attention to the 
gentlemen “seeking to point out flyspecks.” 

In response to attacks by Democratic members, Mr. Mondell 
said he was not speaking of criminal prosecution with reference 
to the past waste and extravagance in the management of the 
Shipping Board but that he was talking about “willful, wicked 
waste, most of it carried on under the orders of the Administra- 
tion, and therefore not punishable as a crime.” 


Ship Subsidy and Liquor 


A proposal that action on the ship subsidy bill be postponed 
until the Senate has acted on the tariff bill was submitted to 
President Harding June 17 by Chairman Campbell, of the House 
committee on rules, after a conference between members of the 
rules committee and the Republican steering committee. It was 
expected that the outcome of the situation would be that there 
would be no effort to force action on the bill for the next month 
or six weeks. Some saw in the move to postpone action the 
first step toward deferring consideration of the bill until the 
next session of Congress. 

The charges relative to the sale of intoxicating liquor on 
Shipping Board vessels and the admission of Chairman Lasker 
that liquor was being sold on those vessels put in the hands of 
the Republican leaders in Congress who were lukewarm on the 
subsidy bill a strong argument for deferring consideration at 
least until the storm created by the liquor charges had died 
down a bit. Forcing a vote on the bill in the next week or so, 
it was pointed out, would add to the storm and possibly result in 
defeat of the administration subsidy program. 

Announcement was made by Chairman Campbell that the 
rules committee would not take up this week consideration of a 
tule for the ship subsidy bill as practically requested by Presi- 
dent Harding in his letter to the chairman which was made pub- 
lic last week. Chairman Greene, of the House committee on 
merchant marine and fisheries, however, introduced a resolution 
providing for a rule under which the bill might be handled when 
it was taken up. Under the Greene proposal, there would be 10 
hours of general debate and then consideration of the bill under 
the five-minute rule. It would also provide that no provisions of 
the bill or amendments offered by the merchant marine com- 
mittee could be made subject to points of order to protect pro- 
visions in the bill over which committees other than the mer- 
chant marine committee have jurisdiction. 


Treasury Department Ruling 


The Treasury Department has issued T. D. 3350, relating to 
the transportation of liquor in bond through American territory, 
pursuant to an opinion of Acting Attorney-General Nebeker, 
dated February 4, 1921, affirmed by Attorney-General Daughtery, 
June 30, 1921, and the decision of the Supreme Court in Grogan 
— and the Anchor Line vs. Aldridge, rendered May 15, 

Two of the material paragraphs of the decision follow: 


. it is unlawful to transport liquor for beverage purposes, including 
im transit shipment from one foreign country to the same or another 
foreign country, in or through American territory, either by land or 
water, and even though the liquor be not landed in this country, and 
Such liquor, so transported in or through American territory, will be 
subject to seizure, and the persons transporting it subject to prosecu- 
tion. No permit for such transportation can be issued. 

_ Liquors properly listed as sea-stores and liquors shown by the 
' Ipping papers and vessel’s manifest to be and actually destined to a 
oreign country and going forward on the same vessel as that on 
Which they arrived, are excepted from the provisions of this section 
and will be subject only to customs regulations. 


Other parts of the decision relate to shipment of liquor for 
hon-beverage purposes on permit. 

Officials of the prohibition unit of the Treasury Department 
construed the decision as permitting vessels to sell liquor out- 
side the three-mile limit and to possess liquor inside the three- 
mile limit when properly listed as sea-stores. It was said the 
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decision had been prepared before the controversy over sale of 
liquor on Shipping Board vessels arose. The decision showed 
that it was approved by Secretary Mellon June 15, however. It 
was made public late June 16. 

Representative Edmonds, of Pennsylvania, who had an im- 
portant part in the drafting of the ship subsidy bill, introduced 
a bill June 17 to prevent the entering into ports of the United 
States of vessels on which intoxicating liquors are sold. The 
bill provides that “no merchant vessel, whether foreign or do- 
mestic, shall enter waters within the territorial jurisdiction of 
the United States, its territories or possessions, during any voy- 
age, if the person in charge of such vessel has sold, given away, 
or otherwise furnished intoxicating liquors for beverage pur- 
poses, or has suffered, allowed, or permitted intoxicating liquors 
to be sold, given away, or furnished upon such vessel during 
such voyage or during the last voyage prior thereto upon which 
the vessel touched at a port of the United States, its territories 
or possessions.” The bill provides a penalty of $10,000 for viola- 
tion thereof. 

It is understood that the bill will not be pressed for passage 
unless an amendment to the subsidy bill forbidding sale of liquor 
on American ships is urged. 

The board of temperance, prohibition and public morals of 
the Methodist Episcopal Church issued statement reproducing 
a letter under date of November 18, 1921, written by D. E. 
Brundage, then advertising manager of the Emergency Fleet 
Corporation, in which he said he had never known of liquor 
being sold on Shipping Board vessels, but that he did know 
that “the sale of liquor on these vessels would be absolutely con- 
trary to the policy of the Shipping Board and the instructions 
that the Shipping Board has given the operators.” Chairman 
Lasker said in his letter to Adolphus Busch III that he had ob- 
tained the opinion of his general counsel in July, 1921, as to the 
legality of selling liquor on Shipping Board vessels. 

“I notice that Mr. Lasker of the Shipping Board says you 
cannot run a ship without liquor,’ said Senator Caraway in a 
speech discussing the Busch charges and the Lasker reply. “I 
should like to remind him that you cannot run a blind tiger 
without liquor either. 

“It is a shameful violation of the law to permit this open, 
flagrant running of saloons under the guise of running ships. I 
hope that before there is brought before the Congress for its 
consideration a ship subsidy bill these men will be dissuaded 
from asking us to vote away $100,000,000 a year to enable peo- 
ple to run saloons.” 


Shipping Board Propaganda 


Senator King, of Utah, criticized Shipping Board officials 
for “carrying on a vigorous propaganda to force public opinion 
to put through the bill formulated by Mr. Lasker and his aids 
and associates.” 

“T think it has become a public scandal the manner in which 
some executive officials spend their time in writing, in crusading, 
in engaging in various activities throughout the country to drive 
through policies which some executive department or agency 
desires and which will increase their authority, augment their 
power, and multiply the number of federal employes,” said the 
senator. “Mr. Lasker is now engaged in the pleasing task of 
writing articles in favor of a ship subsidy, and we are told that 
others connected with the Shipping Board are giving some of 
their time to the task of converting the American people to the 
beauties of a ship subsidy. Who appointed them and paid them 
to carry on a propaganda in favor of a policy to which a large 
number of the American people are opposed? Mr. Lasker was 
not appointed to the position which he occupies in order to be 
a missionary in favor of a ship-subsidy scheme which will further 
tax the American people. I respectfully submit that he is sub- 
ject to criticism because of his partisan efforts and persistent 
zeal to secure a ship subsidy of millions of dollars annually.” 

Representative Cooper, of Ohio, declared the sale of liquor 
on Shipping Board vessels justified the charge that “Uncle Sam” 
is engaged in bootlegging. 

“No one will deny that the lawbreaker and the bootlegger 
in our own land will be encouraged to carry on his work by 
reason of the policy of the Shipping Board,” said he, “for it places 
the government in the position of admitting its inability or un- 
willingness to enforce its own laws. Our government cannot 
afford to permit this condition to continue, and the Shipping 
Board has no more right to permit liquor to be sold on govern- 
ment-owned ships operated under the American flag than the 
moonshiner and bootlegger at home has to dispense his poison 
bootleg whiskey and raisin jack. The law of our land should 
follow our flag wherever it goes, whether on land or sea.” 


After a trip over the week-end on the Mayflower with Presi- 
dent Harding, Attorney-General Daugherty and several others, 
A. D. Lasker, chairman of the Shipping Board, said June 19 
he had nothing further to say on the subject of liquor sales 
on Shipping Board vessels. When asked with regard to the 
ship subsidy legislative situation, he said, “Ask Congress.” 

Chairman Lasker spoke for two hours June 19 before the 
Ohio Republican delegation in Congress, explaining why the 
ship subsidy bill should pass. On the following day he delivered 
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a similar address before the Pennsylvania and New Jersey Re- 
publican delegations. He said he had been invited to speak 
before the delegations because they wished light on the subject. 
It is expected other congressional delegations will hear Mr. 
Lasker. 

Coming back to the liquor question—which Mr. Lasker ap- 
parently had no wish to discuss—he said the board would accept 
the Edmonds bill forbidding the sale of liquor on foreign as 
well as on American vessels. 

“We are obeying the law and will continue to do so,” said 
Mr. Lasker. 

The prohibition commissioner has asked the Attorney-Gen- 
eral for a ruling on whether the eighteenth amendment and the 
Volstead act prohibit the sale of liquor on American ships. 


CHARGES AGAINST SHIPPING BOARD 
The Trafic World Washington Bureau 


A charge that the Shipping Board discriminates, unlawfully, 
between shippers in the settlement of loss and damage claims, 
has been made by H. F. Gittings of San Francisco, a traffic man- 
ager for shippers. In a letter addressed to Chairman Lasker, 
dated June 15, he made the allegation that the board, in settling 
claims of damage by reason of shortage, had paid some shippers 
the invoice value of the lost freight while paying at least one 
shipper only the bill of lading liability of $100 a package. 

More startling than the allegation of unlawful discrimina- 
tion was the charge that Commissioner Meyer Lissner, in a 
letter to Senator Shortridge, dated December 29, 1921, said the 
payment in excess of the $100 a package bill of lading liability 
were “policy payments”’—that is, payments made to retain the 
good will of the claimants, which was the theory on which 
railroad managers, in other days, paid rebates to large tonnage 
or otherwise influential shippers. 

This discrimination, Gittings claimed in his letter to Chair- 
man Lasker, was in violation of paragraph 4 of section 14 of 
the merchant marine act of 1920, quoted by Mr. Gittings, for this 
purpose as being “that no common carrier by water shall, di- 
rectly or indirectly, * * *, make any unfair or unjustly dis- 
criminatory contract with any shipper based on * * * or un- 
justly discriminate against any shipper in the matter of * * #* 
the adjustment and settlement of claims.” 

Being convinced of the chairman’s ability intelligently to 
interpret the merchant marine act and of his desire to accord 
all shippers equal rights on Shipping Board boats, Mr. Gittings 
said he would review the facts in the cases in which Gittings 
was asking for settlement of a claim on invoice value, instead 
of on the $100 a package limitation in the bill of lading. 

The cases reviewed by him were the claim of the H. W. 
Baker Linen Company, arising August 4, 1920, through the dis- 
appearance of one case of linen from a shipment moving on the 
Shipping Board vessel Waterbury; Eloesser-Heynemann Com- 
pany of San Francisco; and Cohn-Goldwater & Co. of Los An- 
geles. 


In the first case the board paid $100, on account, Gittings 
claims, and in full, the board claims. On the other two claims 
the board paid in full, notwithstanding the fact that the bill 
of lading, in each case, carried the limitation of $100 a package, 

According to the Gittings’ letter, the Eloesser-Heynemann 
claim was paid, in full, November 3, 1921, and the Cohn-Gold- 
water & Co. claim, April 28, 1922. 


According to Mr. Gittings, when the claim was presented 
the Shipping Board advised the claimant that its liability was 
limited to $100; that it would pay no more than the $100; but 
that if any change in policy were made all shippers would be 
treated alike. 

The Baker Linen people accepted payment of $100 on ac- 
count. Their receipt was written “on account” and the agent 
of the Shipping Board, according to the allegations of Mr. Git- 
tings, acknowledged the understanding that the Baker people 
would not be prejudiced by the fact they accepted $100 as a 
partial payment of a claim amounting to nearly $1,000. 


But now, according to Gittings, the board is claiming that 
acceptance of that payment amounted to a settlement in full. 
From that, the complaining traffic man contends, “the board’s 
position is that where no $100 settlement was accepted, full 
invoice value could be paid, but if the claimant had given ear 
to the board’s advice and accepted $100 in partial settlement, 
he was barred from further recovery. Do you get the perverted 
reasoning and manifest unfairness of this decision and its pat- 
ent discrimination in favor of one shipper as against another? 
In other words, the shipper who relied on the correctness of 
the United States government agents’ statement that he could 
collect only $100 is barred, while the shipper who doubted tena- 
bility of the board’s position is later taken care of. Can you 
imagine the frame of mind of the business man who is con- 
fronted with such a situation?” 

Continuing his relation of facts and argument to Mr. Lasker, 
Mr. Gittings said: “The only hint we have as to the board’s 
reason for this discrimination is contained in a rather amazing 
letter from Commissioner Meyer Lissner to United States Sen- 
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ator Shortridge, December 29, 1921, stating: ‘They (Shipping 
Board agents) were instructed that on a few old claims which 
were still outstanding and on which no previous settlement had 
been made, to adjust same on basis of invoice value. Such 
shipments, of course, in excess of the $100 were policy pay. 
ments.’ ” 

The question whether the board had a right to make any 
settlements in disregard of the bill of lading stipulation as to 
value was not discussed in the correspondence. Mr. Ogden, 
the director of insurance of the board, in a letter quoted by 
Mr. Gittings, told a claimant he could have paid a higher rate 
and obtained the benefit of full liability. In: answer to that 
Mr. Gittings cited another settlement, in full, on the invoice 
value, in which the bill of lading was stamped “value $1,300,” 
but on which the regular $100 limited liability rate was paid. 
He cited that case to show that while the rates paid were sup- 
posed to be limited liability rates, they were in fact the only 
rates collected by the agents of the board. 

Chairman Lasker, in a letter to Gittings, asked him to with. 
draw a letter in which Gittings had advised his principals in 
the east to eschew Shipping Board vessels. Mr. Gittings said 
he could not see his way clear to do that while the Shipping 
Board was refusing to pay numerous claims, by using the bill 
of lading limitation as a shield, and paying the claims of other 
shippers in full. 


SHIP.SUBSIDY BILL 
The Trafic World Washington Bureau 


Insertion of the words “unjust discrimination between ports 
of the United States on commerce accustomed to move through 
such ports, or in,” in paragraph (d) of section 607 of the ship 
subsidy bill (see Traffic World, June 17), which amends section 
28 of the Jones act, was approved by the House committee on 
merchant marine and fisheries just before the bill (H.R. 12021) 
was favorably reported. The change makes the paragraph read 
as follows: 


““(d) Whenever the board and the commission are both of opinion, 
and certify, that putting into effect or keeping in effect the provisions 
of this section will result in unjust discrimination between ports of 
the United States on commerce accustomed to move through such 
ports, or in materially changing the channels of transportation within 
the United States, or in unduly congesting one or more of the ports 
of the United States, the commission shall, by order, suspend the 
operation of said provisions until such time as it and the board reach 
a contrary conclusion in the premises, whereupon such suspension 
shall, by order, be terminated by the commisison upon thirty days’ 
notice as hereinbefore provided for the termination of other sus- 
pensions.’ 


The other sections of the bill as printed in The Traffic 
World were not changed. 

In its report on the bill the committee reviewed the hear- 
ings on the measure. It declared that little time should be 
spent in arguing for the “imperative necessity in war as well 
as in peace of an established and well-balanced merchant ma- 
rine,’ and that “those impractical theorists who are willing to 
see the bulk of our foreign commerce carried under flags of 
other nations must be also willing to rely upon combatant ships 
and naval auxiliaries of other nations for the protection of our 
shores and our foreign trade in time of war or national emer- 
gency.” The report went on to say that it “is a well-recognized 
fact that the countries having large merchant marines have 
the advantage in international trade.” 

“We cannot depend upon the vessels of foreign nations to 
carry our surplus products to market because when we most 
need them, they fail us,” the report said. “The opportunity 
born of conditions the result of the great war is here. Should 
we for any reason fail to take advantage of it, we shall deserve, 
and will surely have, the condemnation and censure of coming 
generations.” 

The report said that government ownership or operation of 
merchant vessels was a costly and unwise experiment. 

Discussing the provision for shippers’ exemption from in- 
come tax of 5 per cent of the amount paid in freights to Ameri- 
can ships, the report said: 


This section is one of the most important indirect aids provided 
by the bill. If direct subsidies were made enormous, vessels might 
be operated even without cargo. Obviously, such a method of securing 
a merchant marine would be highly artificial and extremely costly. 
A permanent and healthy merchant marine can never be established 
merely by paying subsidies. The secret of success in shipping, as 
any other business, is volume, but American vessel owners are at 4 
tremendous handicap in this respect compared with their foreign 
competitors. For so many years have Americans been dependent upon 
foreign vessels for the carriage of their goods, so firmly established are 
such foreign vessels in the carrying of trade, their commercial and 
financial connections are so widespread, their shipping organizations 
so board and efficient, that successful competition on the part of the 
new American shipping industry is possible only if some means can 
be found for overcoming these advantages. The mere appeal to the 
patriotism of American shippers in insufficient. Some practical induce- 
ments to use American vessels must be found. It is believed that the 
5 per cent allowance provided by this section will furnish the necessary 
inducement to bring about the use of American vessels by American 
shippers, in preference to their foreign competitors, and yet the total 
cost of this provision as estimated by the Treasury Department is not 
exceeding $4,500,000 per annum. No amount of direct subsidy W! 
accomplish the same results. Even though an increase in the amount 
of direct subsidy paid might equalize the results of this section so far 
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as the earnings of the vessels are concerned, it could do so only at a 
cost perhaps of four or five times the amount of the cost of this in- 
direct aid, and no basis be laid for the permanent establishment of the 
merchant marine. 


The minority report of the Democratic members of the com- 
mittee opposed to the bill was to be filed some time this week. 


AID TO SHIP OPERATORS 


The Trafic World Washington Bureau 


Commissions received by Shipping Board operators on the 
basis of 5 per cent of the gross freight receipts on outgoing 
cargoes and 2% per cent of the gross receipts on incoming 
cargoes have been so scant that the Shipping Board had to 
devise means of additional aid, according to an announcement 
made this week by the board after a conference with 36 of its 
39 managing operators. Explaining the new proposal, the board 
said: 


In order to maintain the organization and efficiency demanded in 
the economical operation of its ships and rather than increase the 
percentage of the commission now being paid its operators the United 
States Shipping Board and the Emergency Fleet Corporation have 
agreed on a scale of management or husbanding fees. 

Owing to the reduced number of ships in operation and lower 
freight rates now prevailing the commissions to many of the operators 
were so low they could not continue, hence the adoption of this 
additional assistance. This extra compensation to operators will 
amount to $1,200,000 per annum but this will be more than offset by 
new arrangements made for subsistence, stevedoring and general sup- 
plies. On subsistence alone $800,000 will be saved. 

The decision was announced to the 36 of the 39 operators of Ship- 
ping Board vessels at a conference which was held at the Shipping 
Board. By the terms of the new arrangement operators of five vessels 
or less are to receive a husbanding fee of $400 per ship per month; 
operators of vessels in excess of five and up to including ten, $400 per 
ship per month for the first five and $250 per month per ship above 
that number. No husbanding fee will be paid to operators of more 
than ten vessels, but the usual percentage of the commission will 
continue in force. The new ruling becomes effective July 1. 


_ Vice-President Smull announced the fees would not apply 
to passenger boats. 

Mr. Smull, in answer to a request for an expression regard- 
ing the building up of the present services, said he would be 
pleased to see every company operating at least ten ships, but 
that trade conditions at present would not warrant an increase 
in the number of vessels now allocated. He added that when 
the traffic would stand it the service would be built up. 

The operators were informed that the Shipping Board had 
decided that managing agents would not be allowed to have 
subsidiary companies, this ruling applying to all except stevedor- 
ing companies, but that the operators would have to handle the 
stevedoring business on a competitive basis—that is, that where 
an operator owned a stevedoring subsidiary company he would 
be obliged to take competitive bids for a period of time for this 
class of work, and that the successful responsible bidder would 
be obliged to put up a bond. 

Joseph E. Sheedy, acting vice-president in charge of physical 
operations, said that, beginning July 1, the Shipping Board would 
allow its operators 65 cents per man per day for subsistence. 
He said that, in making this new rate, thorough investigation 
had been made, not only among private operators, but among 
Shipping Board operators, and as a result it was found that 
crews On a number of vessels had satisfactorily subsisted 
for from 48 to 51 cents per day. He said this allowance applied 
only to crews on cargo vessels and that the board, at a later 
date, would announce an arrangement covering passenger ves- 
sels; there were a few objections to this new ruling, and the 
exceptional cases which were cited by the operators would be 
disposed of individually. He said the board later would prob- 
ably also grant an allowance to its operators for deck, engine 
and stewards’ supplies, the amount of the allowance being based 
on operations of the past year. 

“Shipping Board managing agents will also have a number 
of restrictions now placed upon them removed, in the matter of 
maintenance and repairs, it being the object of the board to 

consider them trusted agents, and to engender among them a 
Spirit of co-operation, which would eventually result in their 
becoming private owners, and thus aid in the upbuilding of the 
American merchant marine,” the board said. 


Resolutions were adopted by the operators commending the 
board for its action in agreeing to pay the extra compensation 
and pledging support to the “efforts of Mr. Lasker to upbuild 
the American merchant marine.” 

One of the reasons why the additional aid was voted to the 
operators, Chairman Lasker said, was to make it possible for 
the board to insist that the operators refrain from attempting 
to increase their income by “side-line” activities or “secret 
Profits,” the reference being to the use of subsidiary companies 


= other methods of operators in profiting from selling to them- 
elves. 


SHIPPING BOARD SALARIES 
Chairman Lasker said this week that Vice-Presidents Love 
and Smull, of the Emergency Fleet Corporation, who now re- 
Ceive $35,000 a year, will get $25,000 a year after. July 1, and 
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that Vice-President Kimball, who gets $30,000, will be cut to 
$25,000. A. F. Mack, head of the New York office, will continue 
to get $25,000. Under the appropriation act recently passed 
by Congress, the board may pay six officials $25,000 each and 
two, $20,000 each. Mr. Lasker said he could not say who would. 
get the remaining $25,000 and $20,000 salaries. Vice-President 
Farley, in charge of ship sales, gets $20,000 and no doubt 
will continue to do so, leaving one $20,000 salary, which may go 
to the legal department. 


PORT SURVEYS 


The Trafic World Washington Bureau 


The Board of Engineers for Rivers and Harbors, War De- 
partment, in co-operation with the Bureau of Research of the 
United States Shipping Board, have just issued port series No. 
2, devoted to Boston, Mass. The complete series as proposed 
will comprise 71 reports on the principal ports of the United 
States, prepared to meet the needs of the War Department in 
its development of harbors and its encouragement of port faci- 
lities, of the Shipping Board in its promotion of an American 
merchant marine, and of commercial and shipping interests in 
the upbuilding of their business. 

In issuing the second of the series, the port of Portland, Me., 
being the first, the compilors state in the introduction that under 
the shipping act and the merchant marine act of 1920, “the 
War Department is’ required by law to assist the various ports 
in the design and construction of modern port terminals of 
such character as to handle the particular business of the port 
in the most expeditious, and therefore in the most economical 
manner. The United States Shipping Board in its encourage- 
ments of an American owned merchant marine can afford to 
overlook no detail which will contribute to the economy of ship 
operation, and the curtailment of the time spent by vessels in 
port is an important item in shipping economics. Before they 
can properly function in the encouragement of ports and ships, 
both the War Department and the Shipping Board must have 
the facts, without which the shipping business can not be 
successfully conducted, nor the port terminal correctly planned 
and economically operated.” f 

The report includes chapters on port and harbor conditions, 
port customs and regulations, port service and charges, fuel and 
supplies, port and harbor facilities, communications, the freight 
rate situation, the commerce of Boston, and the territory tribu- 
tary to that city. Of special interest are the tables and maps 
showing the origin and destination of imports and exports 
through the port. 

A. H. Ritter, chief statistician of the board of engineers 
for rivers and harbors, commenting on the report on the port 
of Boston, said: 

The report on Boston gives full information regarding port and 
harbor conditions, port customs and regulations, port services 
and charges, fuel and supplies, and all facilities of the port avail- 
able for service to commerce and shipping, including piers. wharves 
and docks, dry docks, ship repair plants, coal and oil bunkering 
facilities, grain elevators, storage warehouses, bulk freight storage, 
floating equipment, wrecking and salvage equipment, etc. Informa- 
tion is given regarding the railroads communicating with the port 
and their charges and practices in connection with terminal serv- 
ice, Full information is also given regarding the steamship lines 
serving the pert. ; ‘ ; : 

A valuable feature of the report is the inclusion of extensive 
tables of freight rates which show clearly the position of Boston 
as an outlet for traffic from producing sections of the country and 
as a port for the receipt and distribution of imports. Maps are 
printed showing the origin and destination of both imports and 
exports! moving through Boston during the calendar year 1913, this 
being the last prewar year during which normal conditions pre- 
vailed. The effects of the several rate changes since 1914 are dis- 
cussed, as bearing upon the downward tendency of Boston’s trade 
in those classes of commodities peculiarly sensitive to rate influence. 
Extensive information is given regarding the business of the port, 
and the traffic is analyzed in relation to its bearing upon steam- 
ship service. It is shown that Boston’s imports have been largely 
for consumption within the local territory. On account of its ex- 
cellent cold storage facilities, Boston continues to attract a large 
export business in packinghouse products, but the railroad rate 


situation during the last few years has placed it at a distinct dis- 
advantage with respect to many commodities. 


SALE OF MARINE ENGINES 


Two hundred and two unassembled 1,400 H. P. triple expan- 
sion marine engines, located in various parts of the United 
States, were sold at the Shipping Board, June 19, for a total of 
$222,860, at public auction. Sidney Henry, director of sales of 
the Emergency Fleet Corporation, conducted the sale for the 
government. There were approximately twenty bidders. The 
engines were sold in lots as follows: 33 at Erie, Pa., to the 
Emerman Company, Erie, Pa., for $1,150 each, total $37,950; 
30 at Tacoma, Wash., to H. D. Humphrey, Portland, Ore., for 
$1,260 each, total $37,800; 31 at Beaumont, Tex., to American 
Iron & Metal Company, Dallas, Tex., for $805 each, total $24,955; 
50 at Corliss, Wis., to Leopold Cohen Iron Company, Chicago, 
Ill., for $1,095 each, total $54,750; 15 at New Orleans, La., to 
Louis Greenspon, St. Louis, Mo., for $1,007 each, total $15,105; 
11 at Alameda, Calif., to Heyman-Michaels, Chicago, Ill., for 
$1,220 each, total $13,420; 32 at Hog Island, Pa., to J. C, McEvoy, 
Philadelphia, Pa., for $1,215 each, total $38,880, 
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Foremost in Friscoland! 


boca Frisco holds the strategic position in Friscoland 

like the army which gets into the field early and con- 
stantly improves its position. The Frisco not only laid‘a 
network of tracks over Friscoland, but it has been a 
powerful factor in developing its territory, commercially, 
industrially and agriculturally. 


In serving well the interests within Friscoland, the Frisco 
has also equipped itself to be the best possible carrier for 
those interests lying outside of Friscoland. Whether it be 
freight or passenger, Frisco service is right. 


Frisco Red Ball Freight Service puts a special delivery 
stamp on freight shipments. 


Frisco trains are made up of all steel cars which are 
electric-lighted, fan cooled and otherwise provided with 
modern travel comforts. 


Fred Harvey Serves the Meals on the Frisco 


For additional information, address 


A. HILTON, Vice President—Traffic 


J. N. Cornatzar S. S. Butler 
Passenger Traffic Manager Freight Traffic Manager 
St. Louis, Mo. St. Louis, Mo. 
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HEARINGS ON SECTION 28 


The Trafic World Washington Bureau 


The Shipping Board announced June 22 that hearings on 
section 28 of the merchant marine act would be held in Chicago 
July 3; Portland, Ore., July 10; Seattle, July 12; San Francisco, 
July 17; and Los Angeles, July 19. Attorney-Examiner Gerry of 
the Interstate Commerce Commission will attend the hearings. 


SERVICE BETWEEN NEW YORK AND BRAZIL 


The question of passenger service and rates between New 
York and Brazil and the Plate River was discussed at a con- 
ference in New York beween representatives of the Lamport & 
Holt line, the Munson line and W. B. Keene, traffic manager 
of the Emergency Fleet Corporation. The conference grew out 
of the passenger rate war between the Lamport & Holt line 
and the Shipping Board line. It was announced that no defi- 
nite conclusion were reached, the matter being left open for 
further consideration by both interests. In the meantime, there 
will be on change in the rates now prevailing, it was said. 


SERVICE TO AFRICAN PORTS 


“The Emergency Fleet Corporation has just entered into 
a contract with the Texas Company for the movement of be- 
tween 500,000 and 1,000,000 cases of oil to East and South 
African ports. This movement will be based on monthly ship- 
ments and extend over a period of a year,” the Shipping Board 
has announced. “The Emergency Fleet Corporation’s service 
to east and south African ports was recently established under 
the managing agency of the Mallory Transport Lines, Inc. The 
first sailing will be the SS. Eastern Glade, June 24, to be fol- 
lowed by the SS. Eastern Crown, the latter part of July. Monthly 
sailings will be maintained thereafter and this contract will 
give the Mallory Transport Lines, Inc., a nucleus of cargo for 
each ship, thereby assuring shippers of regular sailings of Amer- 
ican flag steamers in this trade.” 


REGISTRY OF FOREIGN-BUILT SHIPS 


Representative Greene of Massachusetts has introduced a 
bill (H. R. 12091) amending section 4132 of the revised statutes 
so that vessels captured in war by citizens of the United States 
and lawfully condemned as prize, or which may be adjudged 
to be forfeited for a breach of the laws of the United States, 
being wholly owned by citizens and no others, may be admitted 
to American registry for the foreign trade. 


COAL CAR INVESTIGATION 


The Trafic World Washington Bureau 


The Commission has instituted an inquiry, No. 13896, into 
the justness, reasonableness, and lawfulness of the rules, regu- 
lations, and practices governing the rating of mines and the 
distribution of cars to coal mines, other than anthracite. A 
hearing on the subject will be held by Commissioner Aitchison 
July 17, in Washington. At the time the Commission instituted 
the inquiry, it announced that it had consolidated with the new 
proceeding, Docket No. 12530, in which, in theory, it has been 
conducting an inquiry into the so-called assigned car rule. 

By instituting the new inquiry and joining the older one 
with it, the Commission has brought before it the whole subject 
of coal mine rating and coal car distribution, one of the most 
vexatious subjects with which it has ever sought to deal. The 
inquiry into the assigned car rule was ordered in the spring 
of 1921, but practically nothing has been done under that 
order. 

However, while the Commission’s earlier order was out- 
standing, the American Railway Association and the National 
Coal Association undertook a complete revision of the rules. 
When they started they had a faint hope that they might be 
able to do something with the assigned car rule, No. 8 in the 
distribution rules under consideration. The hope was not justi- 
fied. They found, after many conferences, that they were no 
nearer agreement than they had been. They were still dis- 
agreed on the fundamental proposition. That is to say, the 
carriers considered they should have rules governing cars as- 
signed by railroads and private owners of cars, while the coal 
operators insisted there should be rules governing the distribu- 
tion of cars that would not allow the distributive share of any 
mine to be affected, one way or another, by the fact that cer- 
tain cars were assigned to it. They stood on their proposition 
that, while railroads and owners of cars undoubtedly had the 
right to assign their cars to certain mines, the cars so assigned 
should be counted as having come from the stock of equipment 
of the railroads, so that every mine, whether it had or had not 
assigned cars, should have its pro rata share of all cars, in 
times of car shortage. 

While the railroads were under government control, the 
assigned car rule was not in operation except for a short time. 
It was not in effect when the railroads were returned to their 
owners. The Commission, in a general order to all railroads, 
early in the Spring of 1920, ordered the railroads to observe 
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the principles laid down in the Traer and Hocking Valley cases, 


decided by it. That order brought back into operation the 
rule governing assigned cars, and the rules resulting from the 
use of the assigned car rule. In announcing the institution of 
the inquiry, which, in effect is a mere broadening of the earlier 
inquiry, the Commission said: 


_ Mine ratings are the basis for the distribution of cars to coal 
mines for coal loading. A just and reasonable basis of mine ratings 
will therefore tend to make effective a just and reasonable distribution 
of cars to coal mines. The purpose of the investigation is to insure 
that the system of rating coal mines, other than anthracite, will result 
in fair, just and reasonable ratings, which will bear as close a rela- 
tion to normal effective production as is possible. 

The Car Service Division of the American Railway Association, 
after collaboration with the important bituminous coal loading rail- 
roads and the National Coal Association, has submitted to the Com- 
mission a proposed revision of the rules now incorporated in what 
is known as Circular CS 31 (revised) and has also proposed rules for 
the rating of, and car distribution to other than tipple mines loading 
bituminous coal. 

The Commission is informed that while representatives of the 
National Coal Association do not agree in every instance that the 
rules proposed embody all that they might desire, they join with the 
Car Service Division in recommending the revision for early promul- 
gation in all cases, except the assigned car rule, which is Rule 8. 
That rule is now the subject of investigation under No. 12530, in re 
Distribution Among Coal Mines of Privately Owned Cars and Cars 
or Fuel, which now has been consolidated with this investi- 
gation. 


The representatives of the American Railway Association 
and the National Coal Association were able, in their con- 
ferences, to agree on the changes in language required by 
changing conditions and the necessity for so framing the rules 
that the clerks and subordinate officials in charge of mine 
rating and car distribution will readily understand them, other 
than the assigned car rule. The changes proposed in that rule 
are the proposals of the railroad men, not concurred in by the 
representatives of the mine operators. The revision, including 
the assigned car rule as re-written by the railroad men, pro- 
posed for approval by the Commission, is as follows: 


Exhibit A—Rules for Rating for Car Distribution Purposes, Coal Mines 
(Other Than Anthracite), Loading Coal at Mine Tipples. 


The following rules shall govern the rating of coal mines (other 
than anthracite) as the basis for the distribution of empty cars to 
Such mines: 

(a) The daily capacity of each mine (other than mines covered 
by paragraphs b and c) shall be determined by taking the total coal 
tonnage shipped by the mine during the preceding month, dividing 
it by the number of hours worked in producing it (see paragraph e), 
and multiplying the quotient by the number of hours in the recognized 
work day (not more than 10 hours) of the individual mine. The 
result shall be termed the “daily rating’? of such mine and shall be 
the basis on which cars shall be distributed to it; provided, that if 
track or other limiting conditions further restrict its ability to ship, 
such conditions may be the limiting factor for the daily rating of 
such mine. 

(b) The daily capacity of a mine which is served jointly by or 
for two or more carriers (steam, electric or water), shall be deter- 
mined by taking the total tonnage shipped by the mine via all such 
carriers during the preceding month, dividing it by the number of 
hours in the recognized workday (not more than 10 hours) of the 
individual mine. The result shall be termed the “gross daily rating’ 
of such mine and shall be the basis on which cars shall be distributed 
to it; provided, that if track or other limiting conditions further 
restrict ite ability to ship via (mote &).....cccccccsiscces railroad, such 
conditions may be the limiting factor for the (note a) 
railroad’s daily rating of such mine. 


(c) The daily capacity of a mine of which a part of the output 
is, without the use of railroad transportation, delivered to a coking 
plant, to locomotives at the tipple, for local use at the mine, or to be 
sold to local trade, shall be determined by taking the total coal ton- 
nage produced during the preceding month, dividing it by the number 
of hours worked (see paragraph e) and multiplying the quotient by 
the number of hours in the recognized workday (not more than 10 
hours) of the individual mine, and deducting from the resulting ton- 
nage the daily average tonnage (computed by using the number of 
days the mine worked) so delivered without the use of railroad trans- 
portation during the previous month. The remainder shall be termed 
the ‘‘daily rating’’ of such mine and shall be the basis on which cars 
shall be distributed to it. 


(d) When a mine, the daily rating of which has been determined 
under Rule (C), discontinues delivery of a part of its output without 
the use of railroad transportation and offers additional coal for ship- 
ment, its daily rating shall be increased to include the average ton- 
nage per day (computed by using the number of days the mine 
worked) so diverted in the previous month until the beginning of the 
next rating period, at which time the daily rating of the mine shall 
be determined in accordance with paragraph a or c, due allowance 
being made for such average tonnage so diverted in so determining 
the new daily rating. The daily rating of a mine shipping coal will 
be decreased in like manner whenever its entire or partial output is 
diverted for coking, for delivery to locomotives at the tipple, for mine 
use, or to local trade, without the use of railroad transportation. 

(e) In determining the number of hours worked each day in _pro- 
ducing coal at a mine, time will be counted (a), from the established 
time for beginning work on the tipple until the dumping of coal 
finally ceases for the day, making deductions for the noon intermis- 
sion, when it is taken, and for time lost by reason of being blocked 
with loads, waiting for empty cars, or other railroad disability, and 
(b) from the established time for beginning work in the mine until 
the production of coal within the mine finally ceases for the day, 
making deduction for the noon intermission, when it is taken, the 
number of hours worked in producing the coal (see paragraphs a, b 
and Cc), will be the greater of the two counts. Time may be deducted for 
railroad disability only when such railroad disability actually reduces 
the quantity of coal dumped that day.. Time may be deducted when 
tipple is used for dumping coal direct into locomotives only when the 
tipple cannot be simultaneously operated for loading cars. 

_ (f) Daily ratings determined in accordance herewith will be re- 
vised monthly and made effective on the 10th of the month following 
the month’s performance on which the rating is determined. 

(g) If a mine be idle for a period of one full calendar month or 
more, the last rating determined will be the rating when work is 
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resumed, provided the mine conditions be substantially the same as 
when the mine closed. 

(h) Rating for development purposes based on current perform- 
ance will be assigned to a new operation in previously undeveloped 
coal. A new mine will be furnished with a supply of cars sufficient 
to enable it to work freely in the course of development for a period 
not exceeding 6 months after shipments are begun; provided, that if 
therefore its ability to load 150 tons per shift (not, however, to exceed 
two shifts per day) is established, it shall then be rated. A new 
operation of any other character shall be entitled to a development 
rating for a period of one month after shipments are begun. 

() Each mine shall report on a prescribed form to the........--.. 
COED TRB ino i cities cbetiiovescgess promptly at the close of each day: 

1. The number of hours in the recognized work day. 

2. The established time for beginning the day’s work. 

3. Actual time work was begun this day. (A) On. tipple........ 
(B) in the mine........ : 

4. If the noon hour intermission is taken, how long. 

5. Time lost during the day. (A) Blocked with loads........ 


hours. (B) Waiting for empty cars........ hours. (C) Other railroad 
disability, specified........ hours. (D) Causes other than railroad 
disability, specified........ hours. : ; 
Time work ceased for day. (A) On the tipple..... «<a 

the WMS... .0<5.. ; ‘ 

7. Number of hours worked today on the tipple........ and in the 
ae (see paragraph e). $ ; 

8. Number of net tons of coal loaded for shipment via........ 
(note a)........ railroad. i . 

9. Total number of net tons of coal produced and shipped via 


each other outlet, specified, or disposed of otherwise. ’ ? 

Joint mines shall furnish this daily report to each carrier serving 
them. é 

If after notice from the railroad an operator persistently fails to 
furnish this daily report, he will be penalized by curtailment of his 
car supply to the amount of 25 per cent of distribution for one week. 

(j) At the close of each month the mine manager or superin- 
tendent in charge of actual operation shall report under oath on a 
prescribed form to the........ See having jurisdiction, 
separately for each mine for each month, as follows: 

. Number of hours in the recognized work day. 

2. Total number of net tons of coal produced. — 

3. Total number of net tons of coal shipped via the........ (note 
GF. ccnoaien railroad. ’ 

4. Total number of net tons of coal shipped via each other outlet. 

5. Total number of hours worked during the month. (See para- 

raph e.) 

” This report must be forwarded not later than the 3d of the month 
following that for which the statement is furnished; provided, that 
where the location of the mine makes it inconvenient to furnish a 
report under oath by that date, a report not under oath may be for- 
warded, and the sworn report forwarded not later than one week 
later. Joint mines shall furnish this monthly report to each carrier 
serving them. ; 

(k) If an operator declines or persistently fails to make reports 
or to make accurate reports to the carrier as required herein, it will 
be assumed that the mine worked full hours in producing and loading 
into railroad cars the tonnage shipped, and the daily rating will be 
computed accordingly. : ’ 

(1) A statement showing the mine ratings which will govern the 
car distribution for the succeeding month will be furnished as soon 
as such ratings are ascertained to such coal mines on this railroad 
as make application for the same. Such statement will show the mine 
rating of each mine and the total mine ratings of each coal loading 
district and the aggregate ratings for all mines and all districts on 
this railroad. 

Note A—Designate the name of issuing railroad. 

Note B—Designate title of proper officer of issuing railroad. 


Preamble. 


Whenever the available car supply in any region (or district) is 
such that all orders for cars can be filled, cars shall be placed at each 
mine in accordance with its daily order, and a mine may hold such 
cars under load and unbilled on the mine tracks and up to the capac- 
ity of such tracks below the tipple. Whenever the available car 
supply in any region or district becomes such that all orders for cars 
cannot be filled, each mine shall be given its pro rata share of cars 
in accordance with the following rules, and all unbilled loads then 
held on the mine tracks must be promptly billed, and pending such 
disposition will be accounted for under Rule 7 hereof: 


1. The daily rating, or the daily order for cars if less than the 
rating, shall be the basis for car distribution. ; 2 

. Grouping of mines, or pooling of cars as between mines, will 
not be permitted. ' ; 

3. n application of mine operators, and in the descretion of the 
railroad, cars may be placed on such days only and at such mines 
only as may elect to work, and overs and shortages in car supply 
resulting from this distribution shall be adjusted on succeeding days. 

4. Each mine operator shall report to the car distributor at 
emopraiete (Note. 1).......tp. mi Gaily: 

(a) Number of unconsigned loads on hand at 7 a. m. 

(b) Number of empty and partly loaded cars on hand at 7 a. m. 

(c) Additional number of empty cars received during the day. 

(d) Aggregate number of empty cars received during the day. 

(e) Number of cars loaded during the day. 

(f{) Number of empty cars standing over at close of day. 


g) Number of empty cars standing over at close of day which 
Were received prior to 7 a. m........ ears; and prior to 10 a. m. 
<oainmae cars 


(h) Number of partly loaded cars under tipple at close of day. 

(i) Number of unconsigned loads on hand at close of day. 

(j) Additional number of empty cars required for loading fol- 
lowing day. 

(k) Note 2. . mARe : 

Copies of orders for cars for a mine that is joint with any other 
carrier (steam, electric or water), shaH be filed with a designated 
representative of each such carrier. Such combined requisitions must 
not exceed the gross daily rating of the mine. . 

5. The recognized standard car for coal car distribution is 50 
tons. Others are compared thereto by tenths of a car; i. e. 80,000 
Pounds capacity equals (.8) of a car; 140,000 pounds capacity one and 
four-tenths (1.4) cars, ete... and cars must be charged and ‘car dis- 
tribution maintained accordingly. ’ 

6. (a) When the cars placed at 7 o’clock a. m. (not including 
partly loaded cars) do not equal or exceed in number 25 per cent of 
the daily rating (or order if less than the rating) no cars will be 
charged against the mine that day except such as are loaded on that 

a 


(b) When the cars placed at 7 o’clock a. m. (not including partly 
loaded cars) equal or exceed in number 25 per cent of the daily rating 
(or order if less than the rating). all additional empty cars placed by 
10 o’clock a. m. will be charged against the mine that day. 

(c) Cars placed between 10 o’clock a. m. and the time the mine 
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ceases work for the day, if loaded or partly loaded on the day placed, 
will be charged against the mine on that day. 

(d) All cars of other than railroad ownership (commonly called 
ae cars’) placed for owner’s loading will be considered as 
ordered. 

7. The pro rata share of cars to which each mine is entitled, 
except as provided in Rule 9, shall be based on its rating (or order 
when less than its rating). When a mine has empty or partly loaded 
cars which were placed prior to 7 a. m. or unconsigned loads standing 
over at the close of the day’s business, such cars shall be charged 
against it each service day thereafter while they are detained, except 
as otherwise provided in Rule 6. 

If on any day a mine be furnished with cars totaling less than 
100 per cent of its rating (or order if less than its rating) and for 
any cause whatever other than railroad responsibility fails to load the 
entire number, the mine shall be considered as having been furnished 
100 -per cent of its requirements, and its order shall be arbitrarily 
reduced to the number of cars furnished. 

8. Private cars, such cars as are assigned to mines for railroad 
fuel loading in accordance with the decisions of the Interstate Com- 
merce Commission in R. R. Commission of Ohio et al, v. H. V. Ry. 
Co., 12 I. C. C. 398, and Traer v. Chicago & Alton Railroad Co. et al, 
13 I. C. C. 451, and cars assigned to mines for loading of other coal 
upon order of the Interstate Commerce Commission, will be designated 
as “‘assigned’”’ cars. All other cars will be designated as ‘‘unassigned”’ 
cars. 
_9. If the number of assigned cars placed at a mine during any 
period, as provided in Rule 8, equals or exceeds the mine’s pro rata 
share of the available car supply, it shall not be entitled to any unas- 
signed cars. The assigned cars, together with the mine’s require- 
ments will be eliminated, and the remainder of the available car 
supply prorated to the other mines, based on a revised percentage 
by reason of such elimination. 

10. If the number of assigned cars placed at a mine during any 
period, as provided in Rule 8, is less than its pro rata share, based on 
a revised percentage, it shall be entitled to receive unassigned cars in 
addition thereto to make up its pro rata share. 

; f a mine receives more or less cars than it is entitled to 
during any period, as provided in Rule 6 (and after eliminating 
assigned cars as provided in Rule 9), it will be charged with a surplus 
or credited with a shortage accordingly, and the discrepancy adjusted 
as promptly as practicable. 

12. A statement showing the car distribution for the preceding 
month will be furnished as soon as such distribution is ascertained, 
to such coal mines on this railroad as make application for same. 
Such statement will show the car distribution of each mine, the total 
car distribution of each coal loading district, the aggregate distribu- 
tion for all mines and all districts on this railroad. 

Note 1—Hour may be named by the issuing railroad. 

Note 2—Issuing railroad may ask additional necessary information 
pertaining to car supply. 

Exhibit B. 


_The following rules are promulgated to govern uniformly the 
rating of mines loading bituminous coal other than over tipples or 
other elevating dumping facilities located on private tracks, and car 
distribution to such mines. They will be made effective on all 
bituminous coal loading railroads on 1 


Rules for Rating of and Car Distribution to Other Than Tipple Mines 
Loading Bituminous Coal. 


; 1. The daily rating shall be based on the time consumed in load- 
ing the last car previously furnished. 


2. Upon any day when the railroad is unable to furnish the full 
quota of open top cars required by tipple mines closed cars only shall 
be furnished for loading at other than tipple mines, 


_ 3. Distribution of closed cars for loading at other than tipple 
mines shall be on the same percentage basis as currently governs 
car supply for commodities other than coal and coke. 

State commissions that desire to participate in the hear- 
ing beginning July 17 in No. 13896, in re rules governing rating 
of coal mines, etc., should advise John E. Benton, general solic- 
itor of the N. A. R. U. C., according to a bulletin issued by 
him. Commissioner Aitchinson wrote to Mr. Benton this week 
requesting that he bring the matter to the attention of the 
state commissions. 


Cr 





COAL PRODUCTION REPORT 


“Production of soft coal in the tenth week of the strike was 
5,078,000 net tons, but the eleventh week (June 12-17) is expected 
to show a decrease,” the Geological Survey says in its current 
coal report. “Production of anthracite remains practically zero.” 
The report in part follows: 


Complete returns confirm the forecast of output in the tenth week 
of the strike (June 5-10). Including the 13,000 tons of anthracite 
dredged from the various rivers, the total output of all coal was 
5,091,000 tons. In the corresponding week of 1921, a year of acute 
business depression, production (including anthracite) was 9,974,000 
tons. In the active year, 1920, it was 12,315,000 tons. If anthracite 
and bituminous coal be regarded as a common supply of fuel, it will 
be seen that the coal now being raised weekly is from 5 to 7 million 
tons below normal. 

The eleventh week (June 12-17) started out well, but on Wednes- 
day serious congestion of railroad yards and sidings in certain districts 
of southeastern Kentucky began to interfere with the place- 
ment of empty cars at the mines. As a consequence loadings on 
Wednesday and Thursday were about a thousand cars below those 
of last week. It is therefore unlikely that the total output for the 
eleventh week will do more than reach the 5,000,000-ton mark. 

There has been little change during the week in the number of 
men on strike. The accumulation of unbilled loads is still de- 
clining. Consumers’ stock piles are being drawn upon to meet the 
deficit between consumption and production. How great is the draft 
upon stocks can not be accurately stated, because the rate of con- 
sumption is rot known. There are evidences that business is re- 
viving and the consumption of coal increasing. 

he number of unbilled cars at the mines continues to decline 
steadily. In the tenth week of the strike the daily average number 
of unconsigned loads of bituminous coal was 5,391. This figure in- 
cludes all unbilled coal held by all of the carriers. The total is 
now barely a sixth of that in the week of April 8. 

Dumpings of bituminous coal over the Lake Erie piers showed 
no improvement during the second week in May, and in fact were 
slightly less than in the week of the Memorial Day Holiday. Ac- 
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cording to the Coal and Ore Exchange, the total quantity dumped 
was 293,110 tons, a decrease of 7,202 tons. This was but 28 per 
cent of the dumpings in the corresponding week in 1921. Of. the 
total dumpings, 283,631 tons were cargo coal, and 9,579 were vessel 
fuel. 

Cumulative dumpings for the present season to date stand at 
2,650,752 tons, about 50 per cent less than in 1921. 62 per cent less 
than in 1919, and but 146,000 tons more than in 1920. 


The coal division of the Department of Commerce this week 


issued the following statement on railroad consumption and 
stocks of bituminous coal: 


The American Railway Association has just issued a report show- 
ing that all railroads in the United States had on June ist in stock 
piles or in cars 10,847,000 tons of bituminous coal. The average daily 
consumption for the month of May by carriers of this coal approxi- 
mated 284,000 tons, of which 145,000 tons per day, on average, was 
being taken from stock on hand. 

Based upon the total average daily 
product of operating mines the carriers’ 
had on hand on May 1 
supply, on the average. 

The following statements showing the information on the carriers 
as a whole are self-explanatory: 


consumption, including the 
position showed that they 


st 94 days’ supply and on June ist 75 days’ 


Consumed 


Month Total Consumption from Current Coal Consumed from 
Received Stock 
April 8,350,000 3,550,000 4,800,000 
May 8,520,000 4,320,000 4,200,000 
Stocks Total Daily Daily Average Days Supply 
Day on Average Consumption on Hand 
Hand Consumption from Stock (*) 
April 1 19,843,833 8 | 
May 1 15,052,268 278,000 160,000 94 
June 1 10,846,567 284,000 145,000 75 


(*) Based only upon that portion being actually taken from 
stock piles at the rate established during April and May respectively. 


Personal Notes 




















a x 
D. J. Bond is appointed comptroller of the M. St. P. & Ste. 
Marie, vice C. W. Gardner, retired. 


P. R. Conaghan is appointed freight traffic agent of the 
N. C. & St. L. at Memphis. 


The L. E. & W. announces the following appointments: 
P. L. Holtz, district freight agent, and A. F. Weaver, freight 
representative, at St. Louis; J. K. Leigh, district freight agent, 
at Minneapolis; T. J. Faulconer, district freight agent at Pitts- 
burgh; W. A. Angrick, commercial agent at Kokomo; A. C. 
McKinley, district freight agent, R. T. Abbott, freight repre- 
sentative, C. J. Pearson, freight representative, at Chicago; 
E. G. Hayler, commercial agent, at Muncie; C. B. Craig, traffic 
representative, at Fort Wayne; W. B. Robbins, district freight 
agent at Detroit; C. H. McHugh, division freight and passenger 
agent, and C. R. Strickler, R. F. Waughop and H. W. Wittman, 
freight representatives at Peoria; W. A. McGowan, district 
freight agent at Kansas City; H. C. Fisher, division freight and 


passenger agent, and E. C. Wolfe, freight representative at 
Sandusky. 


W. F. Richardson is appointed freight traffic manager of the 
B. & O. at New York. 


W. K. Young is appointed commercial agent of the G. M. & 
N. at Pittsburgh. 


R. G. Kreitler has been appointed traffic commissioner of 
the Canton Chamber of Commerce, Canton, O. He began his 
railroad career as a telegraph operator on the Pittsburgh & 
Western and saw service on the Pittsburgh & Lake Erie, the 
New York Central, the Erie and the Baltimore & Ohio, having 
been agent for the latter for twelve years, at several stations 
in Ohio. In 1903 he left the railroad service and entered the 
purchasing department of the Warren Paint Company, Warren, 
O., leaving that company in 1906 to become general manager 
of a wholesale house in Fort Smith, Ark. In April, 1908, he 
resigned that position to become assistant manager, pneumatic 
tire division, the Diamond Rubber Company, Akron, O., and in 
March, 1909, was promoted to manager of the Boston, Mass., 
branch office of the same company. In November, 1909, he 
became traffic manager of the Goodyear Tire and Rubber Com- 
pany, in which capacity he served for twelve years. 


C. M. Teschemacher, general agent for the Chicago & Alton, 
at Chicago, who was elected chairman of the freight station sec- 
tion of the American Railway Association, at its annual meet- 
ing in Philadelphia this week, was born and educated at Law- 
renceville, Ill., and entered railroad service as a clerk for the 
Pennsylvania, in 1892. After serving 11 years with that line 
and with the Big Four, he became associated with the Alton, 
in 1908, serving successively as agent at Peoria, Kansas City, 
and Chicago, and, finally, as general agent at Chicago. He was 
elected second vice president of the old American Association 
of Freight Agents, at its 32nd annual meeting, in Minneapolis, 
in 1920, and first vice-chairman of the Freight Station Section, 
its successor, at the Chicago meeting, in 1921. His selection as 
chairman, at Philadelphia, was unanimous. 
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DOINGS OF THE TRAFFIC CLUBS 


The annual outing of the Traffic Club of the Cincinnati 
Chamber of Commerce will be held at Coney Island, June 29. 





The annual outing of the Traffic Club of New England wiil 
be held at the club house and athletic grounds of the United 
Shoe Machinery Corporation, at North Beverly, June 27. 





Members of the Traffic Club of Troy and their wives were 
entertained at an outing at Mid-City Park the evening of June 14. 





Additional traffic clubs that have formally decided to join 
The Associated Traffic Clubs of America are the clubs of New 


England, Atlanta, Cincinnati, Indianapolis, Jersey City, Utica, and 
San Antonio. 





The Traffic Club of Baltimore will have an outing at Buedel’s 
Park June 24. 





The Traffic Club of New York had a golf and tennis outing 
at the Hackensack Golf Club, Hackensack, N. J., June 21. 





The annual outing of the Traffic Club of Wheeling will be 
held June 27 at Meyers Lake Park, Ohio. 





The Traffic Club of Chicago will have a luncheon June 27 
in honor of J. P. Haynes, the new traffic director of the Chicago 
Association of Commerce. He will also, on that occasion, be 
presented to the members of the Chicago Shippers’ Conference 
Association. The club, at this luncheon meeting, will pass on 
the question of joining The Associated Traffic Clubs of America. 
That it join has been recommended by the club’s public affairs 


committee and its board of governors. It also has several reso- 
lutions to consider. 





The Traffic Club 6f New York will, June 27, try out an inno- 
vation in the way of a noonday luncheon. It will be at the Hotel 


Commodore and the speaker will be Edward J. Cattell of Phila- 
delphia. There will be music. 





The Louisville Transportation Club will have an outing at 
West Baden Springs, Saturday and Sunday, June 24 and 25. 

The Traffic Club of Kalamazoo held its first noon-day 
luncheon at the Park American Hotel, June 15. It marked the 
opening of a series of noon joint business and social meetings 
called in place of the second regular meeting of the month 
scheduled heretofore for the evening of the third Thursday. 
The change is to continue during the summer months, provid- 
ing it proves successful. 


INTERLOCKING DIRECTORATES, ETC. 


James E. Fickett has been authorized to hold the positions 
of vice-president and director of the Utah Idaho Central Rail- 
road, treasurer and director of the Mount Hood Railroad Com- 
pany and secretary and treasurer of the Sumpter Valley Rail- 
way Company. : 

Various officials of the New York Central Railroad Com- 
pany, the Michigan Central Railroad Company and the Toledo 
& Ohio Central Railway Company have been authorized to retain 
their positions with these roads in addition to other offices 
previously sanctioned. 

In addition to positions previously authorized the Commis- 
sion has permitted R. E. Clarke to hold the position of general 
purchasing agent of the Nevada Northern, Bingham & Garfield, 
Ray & Gila Valley, and Sacramento Valley & Eastern; C. V. 
Jenkins to hold the position of treasurer of the Ray & Gila Val- 
ley, and Charles Hayden to hold the position of vice-president 
of the Ray & Gila Valley. 

W. J. Creighton and J. H. Hopkins were permitted to hold 
the positions of director of the Monongahela Connecting Rail- 
road and the Aliquippa & Southern Railroad. 

In addition to positions previously authorized the Commis- 
sion has permitted F. D. Cumming to hold the position of as- 
sistant secretary of the Monongahela Connecting Railroad and 
the Aliquippa & Southern Railroad. 

Various officers of the Cheat Haven Railroad were permitted 
to retain. their positions with that road in addition to positions 
previously authorized. 

H. R. Preston was authorized to hold the position of vice- 
president of the Cheat Haven Railroad and vice-president of 
the Baltimore & Philadelphia Railway and numerous other roads. 


K. & O. S. SECURITIES 
The Kansas & Oklahoma Southern Railway Co., which was 
authorized in February to construct and operate 10 miles of 
line extending northwest from Vinita, Okla., has applied to the 
Commission for approval of an issue of $500, 000 of first mort- 
gage bonds and $32,400 of capital stock, and for authority to 


sell securities to raise funds for constructing and equippins 
the road. 
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Traffic Lesson No. 18 


Joint Tariffs—Thirteenth Lesson in the Course 
Huebner, Ph. D., Professor of Transportation 


Joint tariffs contain the joint or through rates applying 
over the lines of two or more carriers. The quoting of such 
rates necessarily requires agreement among the carriers con- 
cerned. As to joint tariffs, they may be published either by one 
of the carriers interested or by an agent representing all the 
lines involved. In the latter case, the tariff is known as an 
agency tariff. This subject will be discussed in the following 
lesson. 

The advantages to the shipping public of having rates pub- 
lished through to destination, instead of computing the through 
rate by adding together the various local rates of each carrier, 
are self-evident. The use of such rates began early in the 
development of the American railroad system, but, due to the 
absence of government regulation, there was no necessity for 
a railroad to adhere to the rates quoted. In some cases through 
rates would be quoted without any agreement with the roads 
concerned; and this fact, combined with the rate wars which 
marked the history of American railroads in the last half of 
the nineteenth century, caused frequent deviation from the rates 
as quoted. The passage of the act of 1887 did not greatly 
remedy these conditions, because carriers were still largely free 
to do as they pleased with their rates and tariffs. The amend- 
ments of 1889 and 1891 were of only slight improvement, and 
it was not until the Hepburn amendment of 1906 and the Mann- 
Elkins law of 1910 were enacted that full governmental super- 
vision over joint tariffs through the Commission was accom- 
plished. Section 6, paragraph 4, of the interstate commerce 
act, provides now as follows: 


The names of the several carriers which are parties to any joint 
tariff shall be specified therein, and each of the parties thereto, other 
than the one filing the same, shall file with the Commission such evi- 
dence of concurrence therein or acceptance thereof as may be required 
or approved by the Commission, and where such evidence of concur- 
rence of acceptance is filed it shall not be necessary for the carriers 
filing the same to also file copies of the tariffs in which they are 
named as parties. 


Section 6, paragraph 5, of the act to regulate commerce, 
further enhances the stability of joint tariffs by requiring that 
every railroad company engaged in interstate commerce must 
file with the Commission copies of all traffic agreements, con- 
tracts or arrangements which it has entered into with other 
carriers. 

Joint tariffs are published in accordance with rules promul- 
gated by the Commission. Moreover, the Commission is em- 
powered by the act, after public hearing, either on complaint 
or its own initiative, to establish through routes and joint rates, 
or the maxima and/or minima to be charged, the divisions of 
such rates and the terms and conditions under which such 
through routes will be operated. 


Issuance of Concurrences 


In the publication of joint rates, the carriers parties to the 
arrangement issue, in favor of the line publishing the tariff, any 
one of various forms of concurrences. This practice is the one 
now in vogue, whereas it previously was customary to issue a 
power of attorney for this purpose. There are four forms of 
concurrences specified in Tariff Circular 18-a, each varying with 
the degree of authority which it is desired to confer upon the 
carrier issuing the tariff. ; . 

Form FX-2, as follows, is for the purpose of concurring in 
a particular tariff only, which is named in the form: 


(Name of Carrier in Full) 
General Freight Department. 
Date. 
Form FX-2—No. ........ — 
To the Interstate Commerce Commission: ; 

This is to certify that the (name of carrier) assents to and con- 
curs in the publication and filing of the rate schedule described below, 
together with supplements thereto and reissues thereof which the 
named issuing carrier or its agents may make or file, and hereby 
makes itself a party thereto and bound thereby, until this authority is 
revoked by formal and official notices of revocation placed in the hands 
of the Interstate Commerce Commission and of the carrier to which 
this concurrence is given. ees ‘ 

Title and Number: (Here give exact description of title of sched- 
ule, including number and name of series.) 

Date of issue: 

Date effective: 

[Ofticial.] 
s y fg 
a (Name of carrier) 
By (Name of officer) 
(Title of officer) 


The second form of concurrence, known as FX-3, grants 
authority to the carrier or agent in whose favor it is issued, to 


_ _*This lesson was prepared by Roland L, Kremer, M. A., Instructor 
in Transportation and Commerce, University of Pennsylvania. 





Written for the Traffic World by Grover G. 
and Commerce, University of Pennsylvania* 


file and publish freight tariffs in which rates are quoted via 
the line of the concurring railroad, and to, but not from, points 
on its line. It accordingly covers all freight traffic passing over 
its lines, with the exception of traffic originating thereon. 

The original of this concurrence is filed by the issuing car- 
rier with the Commission and a duplicate is sent to the carrier 
to which the concurrence is given. 

The third form of concurrence, FX-4, is for the purpose of 
specifying exactly the authority which the issuing carrier de- 
sires to confer on the railroad publishing the tariff. It grants 
power to issue schedules of charges from, to or between stated 
points, via specified routes or on particular kinds of traffic. 
This provides as follows: 


This is to certify that the (name of carrier) assents to and concurs 
in the publication and filing of any freight rate schedule or supplement 
thereto which the (name of carrier) or its agent may make and file 
and in which this company is shown as a participating carrier, and 
hereby makes itself a party to and bound thereby in so far as such 
schedule contains rates applying upon ........ ; OF DOEWGCT. ..2<eece 
ee S OE PRON vores ses Wl wees ee 5 MOE WI 5 os eticn 


Because of the limiting nature of this form, it is frequently 
used in connection with the publication of rates upon some 
single important commodity, such as iron and steel, coal, ete. 

The last form of concurrence (FX-5) grants to the carrier 
in whose favor it is drawn complete authority over the pub- 
lication of rates on all through traffic passing over the lines of 
the concurring road in connection with the line issuing the 
tariff. It binds the concurring carrier to all freight tariffs 
“applying to and from stations on its lines and via its lines.” 

As in the case of FX-3, the original of concurrence FX-4 
and FX-5 must be filed by the issuing carrier with the Commis- 
sion, and duplicates must be forwarded to the railroads upon 
which the authority is conferred. The names of all carriers par- 
ticipating in any tariff, together with the form of concurrence 
issued by them, appear in accordance with the regulations of 
the Commission, in the first few pages of all freight tariffs. 


Revocation of Concurrences 


A concurrence may be revoked by filing notice of such revocation 
with the Commission and serving same upon the carrier to which such 
concurrence was given. Such notice must specify the date upon which 
revocation is to be made effective and must give at least sixty days’ 
notice to the Commission and to the carrier to which concurrence was 
given. Corresponding revision of tariff or tariffs shall be made in the 
next supplement to or reissue thereof, and if necessary, supplement or 
reissue shall be made’for the sole purpose of making such change 
lawfully effective on statutory notice upon the effective date stated in 
the notice of revocation. 

This part of the Commission Tariff Rule 26 (b) specifies 
the method by which concurrences may be revoked. The mini- 
mum time of sixty days is for the purpose of enabling the 
carrier which issued the tariff to make the alteration within the 
statutory limit of thirty days for changes in rates. 

Mere filing of the revocation, as indicated above, does not 
change the rates affected, however. Such change is effective 
only when the corresponding change is made in the tariff and 
upon the required thirty days’ notice. Should the carrier, there- 
fore, that issues the tariff fail to make the changes ordered in 
the revocation, it is liable to all other carriers for the difference 
in the charges under the tariff as it is and as it would have 
been had the changes been properly made. The shipping public 
is, of course, entitled to the original rates, because only the 
rates as published are lawful; and the revoking carrier has the 
right to be entirely free from any unsatisfactory rate upon the 
date on which the revocation becomes effective, whether or not 
the line -publishing the tariff carries out the provisions of the 
revocation. 

When a tariff is issued under the authority granted in a 
concurrence, the rates named are legal rates, and the carrier 
granting the concurrence is bound to observe them. A carrier 
has no means of preventing another carrier from naming it 
as a party to a joint tariff without proper authority to do so, nor 
can it prevent another carrier from exceeding the authority 
conferred in a limited concurrence. However, a joint tariff not 
properly authorized is unlawful and participating carriers are 
not bound to observe it—indeed, it is their duty to refuse to 
apply it. Responsibility for the unlawful inclusion of any car- 
rier as a party to a joint tariff or for the improper use of a 
limited concurrence rests entirely on the carrier issuing the 
tariff and the extent of its liability is measured by the difference 
between the charges indicated in the tariff and what they would 
have been had the improper rates not been published and filed. 


Plenary Effect of Joint Tariffs 


A published through rate from point of origin to place of 
destination is, according to the tariff rules of the Commission, 
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the lawful rate to be applied to that movement, irrespective of 
the number of carriers involved in the total haul. The existence 
of lower combination rates, made up of local, proportional, or 
other through rates, does not alter this rule. The through rate, 
as published, is the only legal rate. This ruling of the Commis- 
sion has occasionally brought established joint rates into con- 
flict with the long-and-short-haul provisions of the interstate 
commerce act, which forbid any carrier “to charge any greater 
compensation as a through rate than the aggregate of the in- 
termediate rates.” A combination through rate may amount 
to, say, $1, as compared with the published rate of $1.10; the 
former amount would be charged, under the terms of the act, 
whereas the latter sum would be the proper rate, under the 
ruling of the Commission. In cases of this kind the published 
through rate may be reduced to the sum of the intermediate 
rates involved (and to this amount only), on notice of one day 
to the Commission. The correction is made either in a supple- 
ment to or reissue of the tariff, and must indicate that such 
change is effective on less than statutory notice “by authority 
of rule 56 of Tariff Circular 18-A.” Certain other notations are 
also required. Moreover, under the law, the Commission has 
power to exempt carriers from the application of the long-and- 
short-haul clause, subject to certain restrictions defined by the 
act. 

The Commission states that prompt correction of through 
rates which exceed the combination of intermediate rates is 
impossible because of the legal requirement that full hearing 
must be conducted before orders are issued to change a rate; 
but it also states that upon formal complaint to the Commission 
in such cases, the burden will be upon the carrier to defend such 
higher rate, which, because it is higher, is prima facie unrea- 
sonable. 

Occasionally instances arise in which published through 
rates are defeated by combining state rates. This may occur 
by shipping freight to the boundary of the state of destination 
on a through rate, proportional rate or local rate and then re- 
billing from this point to destination on a state rate, the com- 
bination charge being lower than the published through rate 
for such shipment. Such practices have, however, been disap- 
proved by the Commission. 


Construction of Joint Tariffs 


The regulations of the Commission as to the arrangement 
of local tariffs, discussed in Lesson No. 11, apply also to joint 
tariffs. The rates published may be class or commodity rates, 
or both, and proportional rates may also be quoted. The ar- 
rangement of the rates in the tariff may take different forms. 
Ordinarily, because of the number of points for which rates are 
published, rates are indicated by some grouping arrangement. 
The usual groupings of points between which rates are provided 
are by name of some predominating city in a given locality or 
by number. Thus, in shipments between Central Freight Asso- 
ciation territory and Trunk Line territory, points in the latter 
section of the country are grouped under the names of different 
cities according to location. Reading, Pa., for example, is in 
the Philadelphia Group, York, Pa., in the Baltimore Group, etc. 
The index of stations at the beginning of the tariff usually indi- 
cates the grouping arrangement adopted in the tariff; or it 
may be shown by turning to the page specified for each station 
listed in the index. The same general rules for reading tariffs, 
as stated in the preceeding lesson, will, if carefully followed, 
enable one to find the correct rate in the most intricate tariff. 

The usual sign-posts which must be carefully followed in- 
clude the index of commodities, if the tariff contains commodity 
rates; the index of stations and all references pertaining thereto; 
the explanation of abbreviations and characters; the special 
rules and instructions; directions as to routing, if necessary; 
and the explanatory notes. 


PROPOSED MAINE RAILROAD DISAPPROVED 

In disposing of applications of the Eastern Maine and of the 
Mattawamkeag & Eastern, the Commission has ruled that public 
convenience and necessity have not been shown to require the 
construction of new lines of railroad between Houlton and 
Bangor, Me., and between Drew Plantation and Mattawamkeag, 
Me. The Eastern Maine and the Mattawamkeag & Eastern, 
the latter a proposed corporation to be organized, filed separate 
applications, the Eastern Maine seeking authority to build a 
line from Houlton to Bangor, and the proposed corporation to 
build a branch from the main line of the Eastern Maine at 
Drew Plantation to Mattawamkeag, making a total mileage of 
about 128 miles. The Bangor & Aroostook filed a protest. The 
Commission said the applicants based an estimate of the prob- 
able amount of tonnage available the first year on the tonnage 
into and out of Houlton over the Bangor & Aroostook for the 
year ending October 31, 1921, and that they expected to obtain 
half of that tonnage. As to that, the Commission said, the facts 
did not warrant the belief that any substantial tonnage from 
Houlton would be available for the new line. It also disapproved 
of the plan suggested for financing the proposed lines. 
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Help for Local Freight Agents 


It has appeared to The Traffic World that it might be of assistence 
to local agents if it would attempt to answer questions that may perplex 
some of them. We have, therefore, employed a local freight agent of 
long experience who will give his attention to such matters. Questions 
should be addressed to the editor of The Traffic World. They should be 
brief and clear. Names of the inquirers will not be used. If there does 
not seem to be sufficient demand for this service it will be discontinued. 
Only questions from suscribers will be considered, of course. 








Q.—If freight arrives consigned to a designated party, in 
care of a second party, is it proper to deliver to the first party? 
A.—Agent must not deliver to the first party unless the 
party to whose care it is consigned gives an order in writing 


— effect or unless the first party holds the original bill of 
ading. 





Q.—Is it necessary to mark freight in excess of full cars? 
A.—Yes, as required for less than carload freight, except 
where such excess is 20,000 pounds or more. 





Q.—Must freight consigned “To Order’ be marked with an 
identifying symbol or number? 


A.—Yes, and must be shown on shipping order and bill of 
lading. 





Q.—Is it permissible to advance charges to draymen or 
warehousemen? 


; A.—No charges of any description should be advanced to 
shippers, owners, consignees or agents thereof. 





Q.—What rating should be applied when packages contain 
freight of more than one class? 


A.—The rating provided for the highest classed freight con- 
tained in the package. 





Q.—If ice is taken from bunkers of car by consignee, what 
charge, if any, should be made? 

A.—Charges should be made on actual weight of the ice 
in bunkers at destination and at carload rate applicable on the 
freight which it accompanies. 


CHICAGO & ALTON EXTENSION 


The Commission has authorized the Chicago & Alton to 
extend its line beginning with the terminus of an existing . 
branch line at Titus, Greene county, Ill., thence extending due 
south about 3%, miles, and to construct a branch of such ex- 
tension beginning about 2 miles south of Titus and extending 
westerly approximately 2 miles to a point on the Illinois River 
opposite the city of Hardin, Calhoun county, being all in the 
counties of Greene and Jersey and comprising 5.67 miles of new 
line. The Commission said the greater part of the territory 
to be served was in the northwest corner of Jersey county 
and that the only station to be established would be at the ter- 
minus of the branch opposite Hardin, to and from which point 
a ferry service will be operated in connection with the railroad. 
The estimated cost is $216,683, of which $136,457 will be borne 
by the company. The Nutwood District Improvement Associa- 
tion and the Calhoun Improvement Association are to furnish 
the right-of-way, piling and telegraph poles, timber for cattle 
guards, fences, ties and bridges and do part of the grading. 


AUTHORITY TO ABANDON LINE DENIED 


An application of the Great Northern for authority to aban- 
don that portion of its Portland branch extending from a point 
3,822 feet north of the center of the station at Portland to a 
connection with the Mayville branch of its railroad at Portland 
Junction, a distance of 3.69 miles, in Traill county, N. D., has 
been denied by the Commission. The company also proposed 
to remove the track connecting the two-branch line at Portland 
Junction. The application was opposed by citizens of Erie and 
Galesburg, N. D. 

“The applicant does not contend that the operation of the 
Portland branch is unprofitable,” the Commission said. “It is 
apparent that the saving to be effected by the proposed aban- 
donment would be relatively small. It also appears that the 
towns served by the Portland branch would be placed at a 
commercial disadvantage, as compared with the towns on the 
Mayville branch, because of the resultant increase in freight 


charges, which would put an added burden upon the local con- 
sumers,” 


CENTRAL OF NEW JERSEY BONDS 


The Commission has authorized the Central Railroad of 
New Jersey to sell not exceeding $2,000,000 of 6 per cent equip- 
ment trust bonds at not less than 98 per cent of par and accrued 
interest. The company may pledge the bonds as_ collateral 
security for loans pending their sale. 
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MEETING OF STATION AGENTS 


(By a staff correspondent at Philadelphia.) 


With what its officers said was the best attendance ever 
registered, the second annual meeting of the Freight Station 
Section, Operating Division, American Railway Association, 
opened in Philadelphia June 20. To most of the attending 
agents it was the 34th meeting, for the Freight Station Section 
is only a recent outgrowth of what was the American Associa- 
tion of Freight Agents, founded in St. Louis, in 1888. 


J. C. Gilmore, chairman of the section, called the meeting to 
order and introduced Dr. C. E. Catell, representative of the 
Mayor of Philadelphia, who welcomed the delegates. Dr. Catell, 
an old railroad man, entertained the members with a number 
of interesting recollections and humorous stories. Further, he 
inspired them by sketching the magnitude of the work laid out 
for the railroads in the United States and the important part 
the agents were to play in that work. 

“Doctors tell us that a man is as old as his arteries,” said 
Dr. Catell, “and that saying might be properly paraphrased: ‘A 
country is as old as its railroads.’ The country is slowly awaken- 
ing to that fact, and we find a new spirit of live and let live, as 
applied to the railroads, permeating the feelings of the public. 

“T am reminded, when thinking of a government that would 
hinder the railroad at every step, and of municipalities and local 
boards that require the construction of expensive track elevations 
at every crossing where a drunken speeder may cross once in 
ten years, of the man who, when he became tired of his dog’s 
barkings, held him out of the open window until he froze to 
death. Two weeks later the man himself died of pneumonia. 

“The simile is not exaggerated, and I believe that thinking 
people now realize that the destruction of the railroads, as in- 
dependent and efficient entities, would mean the destruction of 
the Republic.” 

R. T. Russell, vice president of the Pennsylvania & Reading, 
in a short informal talk, reminded the agents that the whole rail- 
road world was watching them and that their actions and de 
liberations would have great weight in the shaping of railroad 
policy. R. H. Aishton, president of the American Railway As- 
sociation, and Daniel Willard, chairman of its board, sent regrets 
with explanations of their inability to attend. T. DeWitt Cuyler, 
chairman of the Association of Railway Executives, however, 
and several other prominent railroad executives, signified in let- 
ters their intention of attending. 

The minutes of the Chicago meeting of 1921 were approved 
as printed, and the committee on arrangements reported an in- 
vitation had been received, from Charles E. Ewing, vice presi- 
dent of the P. & R., offering a special train in which the agents 
might make an inspection tour of the Richmond terminals. The 
invitation was accepted. 

Colonel Gilmore, as chairman of the Committee of Direction, 


then presented his report. Significant portions of it were as 
follows: 


On January 1, 1922, your chairman deemed it advisable to sub- 
mit a semi-annual report to each sectional committee, showing the 
activities of the Freight Station section, in order to afford information 
and develop the individual interest essential to the welfare of our 
organization. Therefore that communication should be considered 
part of the annual report of the chairman. Many letters were re- 
ceived, showing that the statement was appreciated and had the de- 
sired effect. 

During the past six months considerable business had been trans- 
acted, the several committees performing their exacting duties with 
diligence and efficiency. The Committee on Operation gave consider- 
able attention to several topics, as follows: Cincinnati topic, Affirma- 
tive Check of L. C. L. Merchandise; Kansas City Topic, The Neces- 
sity for Some System in Handling L. C. L. Freight That Will Enable 
Supervisory Forces to Detect and Correct Errors Before Cars Are 
Forwarded; docket No. 26, Affirmative Check L. C. L. Inbound Freight; 
docket No. 34, Standard for Receiving, Checking, Loading, Unloading, 
and Delivering Freight. 

I will ask the chairman of the committee to read the report in 
detail as it is deemed worthy of earnest consideration. 


Methods of Checking Freight 


The chairman not being present, E. E. Lamberton, assistant 


general manager, Southern Pacific Steamship Co., New Orleans, 
a member of the committee, read reports detailing the methods 
used for checking freight affirmatively by the Erie railroad at 
Cleveland, the Santa Fe at Kansas City and the Louisville & 
Nashville at Cincinnati. A system in operation on the Big Four 
was also explained. The various methods were then discussed 
in the report and their good points and defects pointed out. The 
committee made no specific recommendations. except to say that 
some sort of affirmative check should be used, and that further 
investigations should be made to determine the relative costs of 
the four systems explained. 

In making recommendations as to standards for receiving, 
checking, loading, unloading and delivering freight, the com- 
mittee said six fundamentals must be borne in mind. They were: 


1. A competent number of receiving clerks, or combination re- 


ceiving-loading clerks, to act as the first line of defense in the pro- 


tection of the carriers’ interests. 


oa A check system that will prove, as nearly as possible, delivery 
_ the freight into the right car in accordance with the descriptions 
shown on the bill of lading or shipping ticket. 
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3. The loading must be in such a manner as to resist the shocks 
of transportation, which admittedly are getting greater with the larger 
locomotives and more cars per train economy of operation demands. 

4. Unloading must necessarily start with the correct check of 
the freight from the car, which requires competent check clerks awake 
to the necessity for accuracy. 

5. A proper ballot system that will insure freight being moved 
from the car to a specific location in the house, or to another car in 
case of transfer freight. 

6. Delivery clerks who have a Knowledge of the freight claim 
rules and are competent to interpret and apply them. 


Mr. Gilmore’s report then continued: 


Protection Against Unjust Claims on Perishable Freight:—Sub- 
ject is still under discussion by.the Committee on Direction. : 

Tractor Methods of Handling L. C. L, Freight:—The Committee 
on Operation to whom this subject was referred for investigation, 
made an earnest effort to gather reliable information, showing com- 
parisons of costs, efficiency, etc., as between the tractor and trailer 
and the hand trucking operations. They reported, however, that re- 
liable statistics along these lines, based on past operations, were not 
obtainable. The committee will continue to handle the subject with 
a view of developing the information desired, based on recent and 
current operations, the committee having been advised that motor 
operations have recently been installed at prominent terminals. 

Report of Special Committee on Interline Billing:—The report 
of the committee in connection with extension of interline billing has 
been referred to the general secretary of the A. R. A., with the en- 
dorsement of our section. ; 

Prevention of Loss of Entire Package:—This subject is still in 
the hands of the committee on operation. 

Concealed Loss:—This subject was referred to Freight Claim Sec- 
tion, A. R. A., for their action, and they advise that they have referred 
it to their special representatives for study and report at the next 
meeting of that section. 

Collections and Credits:—This subject is receiving consideration 
from the Committee on Direction. 

Assessing Charge for Intercepting L. C. L. Shipments at Points of 
Origin:—This subject was investigated by the Committee on Station 
Traffic. In obtaining the views of sectional committees located in 
46 of the large traffic centers, it-developed that but 3 were in favor 
of making a charge for the service of intercepting L. C. L. shipments 
at points of origin. The committee, therefore, recommended that we 
disapprove of the suggestion and that the subject be dropped. 

Requiring Shippers to Use Standard Sized Shipping Orders for 
L. C. L. Freight, and Prohibiting the Printing of Articles Thereon:— 
We have referred this matter, without indorsement, to the Freight 
Claim Section, who advise that they in turn have referred it to the 
freight claim prevention committee of the National Industrial Traffic 
League, with the request that they assist in our efforts to bring about 
the adoption of this recommendation. 

The Supervision of Collection of Freight, Demurrage and Other 
Transportation Charges by the Local Freight Agents’ Associations:— 
This subject was handled in conjunction with the collections and 
credits subject, and is still under consideration by the committee. 

Report of Committee on Uniform Form Waybill:—This subject 
was handled with the Accounting Officers’ Association, and they have 
made provision for four spaces in which to show transfer information 
on forms 98, 111, and 134 and six spaces on forms 99 and 100, while 
our recommendations called for six spaces on all forms. Although 
we did not get all we asked for, we feel that considerable progress 
has A made in the more satisfactory preparation of forms for 
waybill. 

Licensing of Public Carts and Other Vehicles:—The report of 
the Committee on Topics shows that two papers have been prepared 
for consideration at this session, and the committee deemed it ad- 
visable to withhold its report, awaiting the information developed 
through the discussion of these papers. 

_ Standardization of Freight Cars and Application of the Graduated 
Minimum Weight Rule:—Dropped from the docket. 
. Uniform Method of Handling and Accounting for Interline Switch- 
ing:—Dropped from the docket. 

Simplified Divisions and Through Billing:—Referred to the A. R. 
A. with a favorable recommendation. 

(a) Affirmative check of L. C. L. Merchandise; (b) The Necessity 
for Some System in Handling L. C. L. Freight That Will Enable 
Supervisory Forces to Detect and Correct Errors before Cars are 
Forwarded; (c) Affirmative Check on L. C. L. Inbound Merchandise; 
(d) Standard for Receiving, Checking, Loading, Unloading and Deliver- 
ing Freight:—Open for general discussion and action at this session. 

Substitute Card Waybills for Movement of Car from Point of 
Origin to Destination in Place of Revenue Waybill That Now Travels 
with Car:—The Committee of Direction is not in favor of adopting 
this recommendation and have continued it for further consideration. 

_ I am sure you will realize that each member of a standing com- 
mittee and the members of the Committee of Direction deserve com 
a for the zealous efforts to accomplish a satisfactory con- 
clusion. 

The Freight Station Section is establishing a record of reliability 
acknowledged by the American Railway Association, when it requested 
representatives of our section to serve on the transportation committee 
and the general committee. Your chairman was also honored by the 
election to membership in the advisory council of the A. R. A. 

We have assumed a responsibility which ought to develop the 
standing and authority of the freight agent, the promotion of con- 
tent, and, consequently, efficiency in all branches of our activi- 
ties, showing that expectations will be realized. The coming year 
will be the dawn of a new era in railroad operation, with the freight 
agents as a prominent factor in establishing an attitude with the 
public in the interest of our mutual welfare. 


Various Methods of Checking Freight 


Consideration of the various methods of checking freight 
took up a considerable portion of the afternoon session. The 
report of the committee of operation, as read by Mr. Lamberton 
at the morning session, was fully discussed. In the discussion 
it became apparent that the belief of many of the members 
present was that, no matter how efficient a checking method 
was, there was always danger of becoming lax when the rush 
hour approached. At such times, it was said, the tendency 
was to get the freight into the car so that the car could be at- 
tached to the train and little attention could be paid to checking. 
It was also pointed out that varying conditions at stations made 


it almost impossible to recommend a standard practice for use 
all over the country. 
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A motion was finally made to return the matter to the 
committee of direction for further investigation and, in spite 
of the warning sounded by E. L. Kemp of Chicago that the 
freight claim section had urged expedition in the matter, so 
that any recommendation that might be made could be used 
in formulating a policy for the handling of claims, the motion 
carried. 

Weighing L. C. L. Freight 


The question of weighing L. C. L. freight was next gone 
into, the matter being presented by the Detroit sectional 
committee, as follows: 


The question of weighing less than carload freight is one to which 
the railroads of America, seemingly, have given very little serious 
thought; at least it would so appear, after making a survey. 

here are two good reasons why this conclusion has been reached. 
The first is the fact that so many freight sheds, both in and outbound, 
are not sufficiently equipped with scale facilities. Secondly, sheds that 
have sutticient scale facilities have them so located that they can not 
be conveniently used. a lt 

We have in mind several freight houses, located at large shipping 
centers, that are inadequately equipped with scale facilities. One is 
a large inbound freight house, with 23,200 sq. ft. of floor space, and is 
equipped with only two beam platform scales. Another is an outbound 
house, about 500 feet long, with 34 receiving doors, and is equipped 
with only five sets of beam platform scales. Another is an inbound 
and an outbound shed combined. This shed is equipped with automatic 
seales with very small platforms, and these scales are placed between 
the doors, on the track side of the shed. From this it will be seen 
that the scales are located at a distance from the checker handling the 
inbound and the outbound freight, with a result that he must depend 
on his truckers to weigh the freight and to furnish him with the 
weights. Further, this arrangement often makes it necessary for 
truckers to go out of their way to reach the scales. 

The fourth freight house we have in mind is an outbound shed 
equipped with automatic scales. These are located next to the wall 
and between the receiving doors. This freight shed is so constructed 
that teams and auto trucks can drive into the shed to unload their 
freight, and as a matter of convenience, they are required to drive into 
the shed and unload their freight on the platform near the cars. This, 
it will readily be seen, makes it necessary, whenever less-than-carload 
freight is weighed, to truck it from the center of the house to the side 
and then back to the cars. F 

These sheds, we feel sure, are typical of at least 90 per cent of the 
freight sheds of the railroads of the United States and Canada; and 
with such facilities, we are sure, not more than 5 per cent of the less- 
than-carload freight passing through these sheds is weighed. Our 
opinion is that not even.this amount is weighed, and we also feel cer- 
tain that it is a waste of railroad money to spend it for scale facilities 
under such circumstances. 

We are glad, however, to be able to say that there are some freight 
sheds that, in our opinion, are properly equipped for the weighing of 
less-than-carload freight, and that scale facilities in these sheds are, 
and have been used to the fullest extent, with a result that the rail- 
roads interested have profited greatly. 

Only one of these sheds will be mentioned. This is an outbound 
shed—and, by the way, if all of our outbound sheds were properly 
equipped with scale facilities and all shipments weighed, it would not 
be necessary to weigh inbound freight. This shed is equipped with 
automatic scales directly in front of each receiving door, and it is 
necessary for every pound of freight received to pass over one of these 
seales on its way from the dray to the shed trucks or shed floor. We 
believe the expense incident to the equipping of a freight house in 
this manner is money well spent. In fact, it does not cost more to 
install a set of scales where they can be used conveniently than it does 
to install them in an out-of-the-way place. As already stated, where 
the latter course is pursued, the scales are not used. 

Some will say: ‘‘Why weigh less than carload freight?’ The ship- 
pers furnish weights in most cases, and the furnishing of inaccurate 
weights by shippers constitutes a violation of the Interstate Com- 
merce regulations, and as there is a penalty provided for such viola- 
tions, it is reasonably certain that the shippers will furnish correct 
weights.”’ 

As to shippers furnishing weights it may be said that a check of 
shipping tickets at a local station, for a period of four days, showed 
that the shippers furnished the weights on 87 per cent of the shipping 
tickets, which would prove the accuracy of this statement. The fact 
is also well known that all weights furnished by shippers for bills of 
lading and shipping orders are not correct. Some furnish as accurate 
weights as possible, but some are liable to make mistakes. 

The weights on the other 13 per cent of the shipping tickets the 
check showed were added by carriers’ employes, and in at least 90 per 
cent of the cases these weights were incorrect, owing to improper 
scale facilities. 

No doubt, some will say that weighing less-than-carload freight 
slows up shed operation, and the additional expense incurred on account 
of the slowing up in operation will more than offset any additional 
revenue secured through the weighing of the shipments. Weighing 
less-than-carload feight will slow up shed operation to some extent, 
but not greatly, if scales are properly located. The added expense 
will not exceed, or equal the added revenue. Numerous cases could 
be cited where the weighing of less-than-carload shipments resulted in 
large increases in revenue. However, time and space will not permit, 
and only one case will be mentioned. This case consisted of a ship- 
ment consigned to Barnsdoll, Okla. The shipper’s weight was 1800 
pounds, actual weight 5500 pounds; net gain in revenue, $54.55. This 
shipment was made by a firm considered to be reliable and the con- 
clusion was that the weight was the result of an error. As already 
stated, many more cases could be given, and they would all be the 
———. the weighing of only about 1 per cent of less-than-carload 

reight. 

In closing, it is suggested that this matter be placed before the 
American Railway Association, with the recommendation that a week 
he set aside as a “‘National Weigh Your Less Than Carload Freight 
Week. This could he handled in a manner similar to the ‘Perfect 
Package Month, with the exception that it would be limited to rail- 
roads only. This suggestion is made with a full knowledge of the fact 
that it will be impossible for all stations to weigh all less-than-carload 
freight during any one week, hecause so many of them are poorly 
equipped with scale facilities. However. if the proper interest is taken 
by stations on all lines, the results will demonstrate, to some extent 
at least, what could be gained by railroads in this country, if all roads 


were properly equipped with scale facilities and all less-than-carload 
shipments weighed. 


This report, as was suggested by one of the delegates, was 
rather a discussion of what a good freight station should be 
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than a specific recommendation. It was passed on to the 
committee of direction for disposition. 


Inspection and Carding 


A great deal of discussion followed the presentation of the 
first Kansas City and the second St. Louis topic, which were 
consolidated for consideration. The first related to the inspec- 
tion of equipment prior to loading, and the carding of cars suit- 
able for the loading of certain commodities. Figures in the 
report showed that in 1921 $9,942,974 in claim payments re- 
sulted from defective equipment—more than 10 per cent of the 
total. In addition, the report said, there was an item of $1,053,- 
422 paid out for loss of grain “much of which is undoubtedly 
chargeable to defective equipment.” The Kansas City commit- 
tee suggested the use of cards, of which a sample was submitted, 
to be used on cars. Continuing the discussion of this remedy, 
the committee continued: 


The proposed form has been in use, to a limited extent, for some 
time; but on account of being applied only to the car, its use in large 
terminals has not been practical for the reasons before stated. The 
suggestion offered is that the form be 4 by 11 inches, the original to be 
made of hard paper or card-board, two certificates to each set; the 
top copy to be of ordinary carbonized paper; the two to be made up 
in pads. or blocks, of as many as may be convenient, the hard copy 
to be applied to the car by the inspector, and the thin copy to be mailed 
to the agent immediately. On the back of the thick copy there should 
be shown a partial list of commodities that may be loaded in each 
class of car. Since the agent of the road on which the car is inspected 
will be supplied with a copy of the inspection certificate, he should 
attach it to the shipping order when billing is given for movement by 
his own rails, or to the original copy of switch bill of lading he signs, 
if car goes to a connecting line for shipment. If billing is presented, 
covering a shipment susceptible to damage, without an accompanying 
certificate, the agent, before executing, should indorse thereon, ‘““Own- 
er’s Risk of Damage, account Inspection Certificate of Car not Sur- 
rendered.’ In offering this suggestion, we are not unmindful of the 
earrier’s obligation in connection with the handling of shippers’ order 
shipments; but, in our opinion, a uniform arrangement that would 
work no serious hardship on the shipper, and that would prevent 
freight claims—which are a source of annoyance to the shipper and 
consignee as well as a distinct loss to the carrier—would meet with 
approval and would win the co-operation of all shippers who are inter- 
ested in having their goods arrive at destination in good condition. 

In submitting this topic for discussion and consideration, we are 
cognizant of the fact that, like other remedies, it will not operate as 
a cure-all, but we think it will be very effective in the handling of 
commodities from which the greatest losses are sustained. Probably 
it will not function perfectly in any case, and perhaps it will not be 
practical at all in some cases, but in our opinion it would be a decided 
improvement over what we now have, unless a better plan which has 
not as yet been tried can be suggested. 


Transfer of Bad Order Cars 


The St. Louis report dealt more particularly with the trans- 
fer of bad-order cars. It was as follows: 


The transferring of loaded cars on account of their bad-order con- 
dition is a matter that requires consideration and a remedy. Cars, 
before being placed for loading, should be rigidly inspected, classed 
and carded for the commodity with which they are to be loaded. These 
cards should show defects, if any exist, the date of inspection and the 
name of the inspector, who should keep a record of all cars inspected 
and how carded. 

Inspection cards, in duplicate, carrying the classification of the 
car and the commodity with which it may be loaded, should be placed 
on each car, one card to be removed by the shipper, attached to his 
shipping order, and presented to agent who issued the bill of lading 
to be retained for his permanent record. The duplicate card should 
remain securely attached to the car carrying the lading. 

At interchange points no transfer of lading should be made, unless 
—— defects making the car unsafe to handle can be shown 
o exist. 

We are satisfied that the carriers are under enormous expense, due 
to unnecessary transfer of ladings on account of improper inspection 
and classification of cars at loading point, and on account of lack of 
uniformity of inspection at points of interchange. 

Cars are interchanged daily, transferred, the empty returned to its 
home road, reloaded and are sometimes again transferred on the 
return move at same interchange point for the same defects. This 
clearly illustrates the lack of uniformity that exists in inspection 
methods. 

_It is recommended that inspectors give equal attention to the con- 
dition of the car above the trucks, and that they carry out the M. C. B. 
rules in their entirety, with a view of having more uniform inspection 
at all points, so eliminating unnecessary transfer expense, delay to 
equipment, per diem, loss and damage to lading and consequent claims 

all of which are usually the results of transferred cars. 





After thorough discussion the papers were turned over to 
the committee of direction with instructions to recommend to 
the American Railway Association that a rule be adopted requir- 
ing the carding of all inspected cars and the providing of a 


place on shipping bills for a notation showing that the car is so 
carded. 


Nominations for Officers 


The outgoing committee on nominations reported announc- 
ing the romination of the following candidates for office, officers 
of the freight station section to be voted on at the afternoon 
session, June 22: Chairman, C. M. Teschemacher, general agent, 
Chicago & Alton, Chicago; first vice-chairman, H. W. Maynard, 
Jr., agent, Central Railroad of New Jersey, New York City; 
second vice-chairman, J. R. Hitchcock, A. T. & S. F., Kansas 
City, Mo. Nominations for the new committee on nominations, 
made by the committee of direction, were as follows, five to be 
elected: W. H. Herbig, agent, C. R. I. & P., Kansas City, Mo.; 
C. C. Kinney, agent, Pennsylvania System, Philadelphia; Leslie 
Ellis, agent, Richmond, Fredericksburg & Potomac, Richmond, 
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Va.; E. J. McDonald, agent, Wabash Railway, St. Louis, Mo.; 
T. W. Pate, agent, A. T. & S. F., Los Angeles, Cal.; W. W. 
Alexander, agent, L. & N., Cincinnati; C. G. Walker, agent, 
Southern Railway, Atlanta, Ga.; G. B. Ager, agent, Boston & 
Albany, Boston; H. B. O’Halloran, agent, Union Pacific, Omaha, 
Neb.; E. E. Lamberton, agent, Southern Pacific S. S. Company, 
New Orleans; A. T. Stark, agent, Lehigh Valley, Rochester, 
N. Y.; J. H. Mahoney, agent, C. & N. W., Des Moines, Ia.; M. P. 
Graven, agent, C. M. & St. P., St. Paul, Minn.; F. T Anderson, 
agent, Canadian Pacific, Winnipeg, Can.; W. E. Wallace, agent, 
Kansas City Southern, Shreveport, La. 

Immediately following the close of the afternoon session, 
the members of the section were taken on a tour of inspection 
of the terminals of the P. & R. A special train was provided 
for the purpose and stops were made to permit the careful 
going over of the Port Richmond docks and piers, the car-float 
docks, shipyards, and other points of interest. Nearly all the 
attending delegates took the trip. 


Bill of Lading Forms and Uses 


Modifications in the forms and uses of bills of lading were 
the chief topics under discussion, at the morning session, June 
21. The first recommendation, made by the Omaha sectional 
committee, was designed to prevent needless telegraphing, delay 
and trouble by requiring the notation, on order bills, of instruc: 
tions as to inspection. This, it was suggested, could best be 
accomplished by the stamping of the words “Inspection not 
permitted,” or “Allow inspection,” on the face of the bills. The 
Omaha recommendations were as follows: 


On various occasions carloads have been received at Omaha billed 
‘“‘shipper’s order notify,” the waybill carrying no instructions as to 
whether or not inspection was permitted prior to surrender of the ship- 
per’s order bill of lading. Under the provision of the uniform ship- 
per’s order bill of lading, inspection is not to be allowed in such cases. 
This frequently results in considerable delay to delivery and conse- 
quent annoyance. Argument with the consignee, who declines to pay 
the draft and lift the bill of lading until he has had an opportunity to 
inspect the goods he is purchasing, is another frequent result. 

It has been found necessary to wire shippers, on various occasions, 
for authority to permit inspection. In almost every instance such 
authority is granted, indicating that the shipper had inadvertently 
omitted authority on the original bill of lading. 

These conditions are not common to any one locality but prevail 
the whole country over. To avoid delays, arguments and unnecessary 
telegraphing, we recommend that every agent issuing a shipper’s order 
bill of lading should be required to exact specific instructions from 
the shipper, in one or the other wording, as given in the subject of this 
topic. This will do away with any doubt as to whether or not the 
shipper is willing to have an inspection made. 


Some sentiment was expressed in favor of making inspec- 
tion compulsory on all order shipments, but it was pointed out 
that, after all, the allowing or disallowing of inspection was a 
shipper’s right, legally. It was then suggested that, instead of 
the present note on the uniform order bill forbidding inspection 
except when specifically authorized, one be substituted authoriz- 
ing inspection except when expressly forbidden. The matter 
was referred to the Committee of Direction, with the recom- 
mendation that it be referred to the Committee on Station 
Traffic for further investigation. 


Bill of Lading Confusion 


The confusion and misunderstanding arising from the use of 
straight bills of lading bearing notations to advise or notify, 
or marked for one consignor (usually also the consignee) in 
care of another party, was discussed, in a paper presented by 
the St. Louis committee. In general, it was the recommenda- 
tion of the committee, and the sense of the meeting that advise, 
notify, and in care of delivery ought to be accomplished by the 
use of order bills, and that straight bills should be used only 
for shipments from the consignee to the consignor without 
the intervention of a third party. The important parts of the 
paper, as passed on to the Committee of Direction, with the 
recommendation that something be done to clarify the situation, 
were as follows: 


_ Straight bill of lading and shipping orders are sometimes con- 
signed thus: John Doe, St. Louis, Mo.—Advise John Smith, St. Louis, 
Mo.; or John Doe, St. Louis, Mo.—Notify John Smith, St. Louis, Mo. 

This is making use of a straight bill of lading form for a shipment 
to be handled in same manner as an “‘order’’ shipment, the order for 
the delivery of goods usually being sent through the bank attached 
to the draft be paid by the ‘notify’? or ‘advise’? party, in order to 
lift the order of the consignee for delivery of the property to be deliv- 
ered to delivering carrier’s agent. It is not an order shipment, but is 
very confusing, and is often held up by delivering agent to ascer- 
tain if ‘order’? had been omitted. Again, it is often assumed that 
the party to “notify’’ or ‘‘advise” is the consignee, and the shipment 
is delivered on order from that party. It is then passed on from one 
to another, in reconsignment or reshipment, and all may refuse to 
pay the party to whom consigned. The carrier must then pay the 
consignee, who is invariably the shipper, for the goods. 

Fruits and vegetables are shipped ‘‘advise’’ or ‘‘notify,’’ and the 
draft is not always lifted in the terminals where the shippers have 
agencies that are authorized to sign the shipper’s (consignee’s) name 
to orders for disposition. Cars are often delayed awaiting orders, 
causing deterioration of contents, all of which may be prevented’ if 
cars are consigned to the consignees who are to receive them. The 
congestion of yards is increased by perishable and dead freight being 
So consigned. Consolidated Classification No. 2 will not allow live 
Stock, wild animals, ostriches, poultry and pigeons to be received for 
transportation consigned to “order” or “notify” or “advise.” Such 
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shipments must be consigned directly to party to whom they are to be 
delivered. This can be construed as a discrimination. 

‘In care of’’ bills are consigned thus: John Doe, St. Louis, Mo.— 
In care of John Smith, St. Louis, Mo. 

John Smith represents John Doe, and delivery is to be made to 
John Smith or on his written order. Shipments of this character are 
made on straight bills of lading, and John Doe is often taken as the 
consignee. Even attorneys differ as to who is the consignee. 


Reconsigning Rules 


A third topic, bearing indirectly on the bill of lading, but 
applying more directly to the reconsigning rules, was _ pre- 
sented by the Cleveland committee. This paper, after a thorough 
discusion and exhaustive explanations of the subject, recom- 
mended the imposition of reconsignment charges on all ship- 
ments delivered on order bills, or placed for inspection, which 
require a further movement within the switching limits subse- 
quent to the surrender of the bill. 


In presenting this topic, it was pointed out that C. F. A. and 
Trunk Lines had, in fact, filed tariffs containing such charges, 
which were suspended by the Commission in I. and S. Nos. 1250 
and 1276. As decided, in April 1921, these charges were found 
reasonable, but the carriers made no further efforts to put 
them into effect. In referring the paper to the consideration of 
the Committee of Direction, it was recommended that the sec- 
retary correspond with the filing agents in the territories 
mentioned to ascertain, if possible, why the charges were not 
reinstated. In explaining the attitude of the Cleveland agents 
on the subject, the paper said: 


If cars are billed to order, and the carrier has been furnished with 
a standing or advance order, or if definite delivery instructions are 
shown on the billing, such cars are ordinarily carded to the “hold” 
track for surrender of the bill of lading, and delivery is then made 
without the assessment of reconsignment charges. We do not believe 
the carrier can consistently accept a standing or advance order on or- 
der shipments, unless this order is supported by the original bill of 
lading, or by bond. It would therefore follow, if our reasoning is cor- 
rect, than an order shipments, unless this order is supported by the 
original bill of lading, or by bond. It would therefore follow, if our 
reasoning is correct, that an order car switched to a “hold” track, as 
the result of failure of owner to surrender the original bill of lading 
po peat arrival of car, should be subjected to the regular reconsigning 
charge. 


The present rules are predicated on the principle that the carrier 
is entitled to full shipping directions, prior to the arrival of a car at 
destination, which will permit the car to be handled from loading point 
to unloading point without interruption, and the tariff is assumed to 
provide for a charge for the failure of shipper or consignee to so bill 
shipment, or to furnish the necessary advance orders for disposition. 
However, it is generally understood that our present tariff does not 
authorize the assesment of a reconsignment charge on an “order’’ car, 
within the switching district, on which carrier has advance orders for 
delivery, even though the bill of lading is not surrendered until after 
the arrival of the car at destination, and even though there is some 
change when the bill of lading is surrendered, and in spite of the fact 
that the same operating expense is incurred by the yard department 
in switching the car to and from the “hold” track, as is entailed in 
handling any other car held for orders. 

The practice of consigning freight to “order’’ has long been recog- 
nized by all agents as a hardship to the carriers in that they receive no 
additional compensation for the extra work and liability assumed. 
Various suggestions have been offered from time to time through this 
association as a remedy. We feel that our principal grievance on this 
traffic is the additional yard expense and the detention at destination, 
and that if the consignee can be penalized for failure to surrender his 
bill of lading in advance of the arrival of the car, it will immediately 
be reflected in the lesser number of cars held at destination for bills 
of one. and will afford proper compensation for the cars that are 
held. 


Freight Claim Prevention 


A new tack should be taken by those in charge of efforts at 
freight claim prevention, according to a paper on the subject pre- 
sented by the Philadelphia committee. According to figures 
contained in this report, many more times the damage caused 
by packing and handling in loading and unloading is caused 
by rough handling of trains in transit. Following up this point 
the paper said: 


It will be noted that the items of unlocated damage, rough hand- 
ling of cars, delay and wrecks constitute 83.8 per cent of the total 
amount expended in 1921, while only 3.7 per cent is chargeable to 
errors of employes. 2 

The item of improper handling, loading and unloading covers 
work that is generally done by stockyard companies, with whom the 
earriers have a reciprocal arrangement. Hence this item should not 
be considered as errors of station forces; but even if it were the two 
items only constitute 5 per cent of the total. 

In saying this, however, we do not overlook the fact that the agent, 
or those working under his direction, are in a great measure re- 
sponsible for much of the criticism directed against the freight sta- 
tions, because of failure to properly define—either from ignorance or 
otherwise—the actual cause of damage as between bad loading and 
rough handling in transit. Those responsible for the preparation of 
damage reports should be in a position to determine definitely the 
Gamage that is caused by rough handling in transit, and that which 
is the result of bad loading, and should be careful to correctly state 
the cause . If this were invariably done, much of the damage that is 
now being charged against improper handling at freight stations 
would be placed where it belongs. 

Another important factor that enters into this question is the one 
of “loss of entire package,” which constitutes a very large percentage 
of claim payments. This phase should be subject to special and rigid 
investigation. Since it has been shown that in over 20,000,000 pack- 
ages handled in a particular month, exception could be made against 
the perfect condition of only a very small fraction of one per cent, 
the question naturally arises: ‘‘What becomes of the packages that 
are in perfect condition, and correctly marked, yet are entirely lost— 
to the extent of 13 per cent of total claim payments?” Of course, it 
will immediately be said that most of these are stolen; yet is it not 
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true that some of this loss, at least, is chargeable to shipments check- 
ing over at various points, and being held or sent to storage ware- 
houses as over and unclaimed freight, instead of being forwarded to 
destination in accordance with marks? 


The report closed with a recommendation that a campaign, 
similar to the perfect package month of last Fall be inaugurated 
to secure perfect movement of freight. A letter from the Freight 
Claim Section of the A. R. A. was read into the record in which 
it was said that that body looked favorably on the suggestion 
and that action on it had been postponed until after the annual 
meeting of the freight claim agents, which was taking place 
in Denver this week. The letter said the proposal, now in the 
hands of a committee of the Freight Claim Section, was to put 
on a “Perfect Service Campaign” in the near future. 


Plans for Spread of Activities 


Plans suggested for the spread of the activities of the 
Freight Station Section, and the dissemination of information 
regarding action taken by it among agents in smaller cities, as 
contained in a paper prepared by the Mobile association, met 
with instant approval from the meeting. On the question of 
the creating of a paid secretary, however, there was some doubt, 
and it was said, by Chairman Gilmore, that that question 
would have to be passed on by the A. R. A. He said, further, 
that in the interests of spreading the knowledge of what the 
section was doing, it was probable that the Committee of 
Direction would, in the future, issue quarterly reports, instead 
of annual reports, as was the case in the past. Mobile’s specific 
recommendations were as follows: 


Our time-honored custom of coming together annually, trying to 
review a year’s work in three days, then publishing our minutes after- 
ward, will never give us the results desired. Our minutes are all very 
well, and doubtless interesting to many; but we feel quite sure that if 
the entire membership were polled, we would only find a small per- 
centage who had read the minutes through. How can we expect a 
busy railrcad official to find the high spots in our minutes? He has 
no time to wade through the mass of matter embodied in these min- 
utes. But take any given subject, analyze it, make a specific recom- 
mendation to the higher body, and we will then accomplish something 
worth while. It’s all very well to publish our minutes in their present 
form as a matter of record, and while the Mobile association has no 
desire to see a change in this respect, at the same time we feel that 
specific recommendations, made from time to time, would accomplish 
greater results. 

The Mobile association believes that some arrangement should 
be made for keeping the entire membership in closer touch through- 
eut the year, and believes that this could be accomplished by keeping 
the members advised as to progress of the work of the various com- 
mittees. If this were done, the members who stayed at home, and 
never attended our annual meetings, would soon catch the enthusiasm 
from those who did attend. 

The Mobile association also believes that we should make the 
secretary’s position so attractive that a regularly employed secretary 
could be secured to do nothing else but attend to the business of this 
section. We believe that the secretary, acting with the chairman, 
should direct the various papers that are submitted; that he should 
attend the meetings of all committees; that he should, by circular let- 
ter, keep the rank and file of the section advised of the work during 
the year; that he should gather for the different committees the views 
of the various associations, and that these replies should then be sub- 
mitted to the committee to which they apply. These recommenda- 
tions should be put in concrete form, and submitted to the Commit- 
tee of Direction for final handling with the parent body. Thus we 
would give to the parent body our views, from time to time, on ques- 
tions relative to recommended practice. This, no doubt, would be of 
material value to those authorized to make into rules any good 
thoughts that may be suggested. 


Bringing together into closer touch the individual members with 
one another, and with the general organization, would make the indi- 
vidual members feel that not only are they identified with their own 
local association, but that they are important units in the larger, 
more far-reaching, organization—one from which they could draw 
help and inspiration at all times. The feeling of nearness to the 
main body, the realization that we are a part and parcel of it—that 
the Freight Station Section is just all of us banded together for mu- 
tual help and strength, giving aid and receiving it—is to our minds 
the greatest benefit that concentrated effort and reciprocity could 
give the Freight Station Section. 


Loss of Packages 


The prevention of the loss of packages, through delivery to 
unauthorized persons, and the handling of perishable freight 
were the main topics of discussion at the afternoon session, 
June 21. The first was covered in papers presented by the New 
York and Chicago committees. H. W. Maynard, Jr., speaking for 
the New York committee, described the condition that had to 
be met in that city and said the recent passage of a city ordi- 
nance requiring the licensing of drivers of horse-drawn vehicles 
and automobiles was expected to do much to aid in eliminating 
the evil. It was said that organized gangs of freight thieves 
had been found operating in New York, among which were such 
specialists as those who intercepted the notice of arrival so 
that it would not be received by the consignor, but would fall 
into the hands of the freight robbers. Specialists at reproduc- 
ing letterheads of firms and forging delivery orders, as well as 
repackers, were also at work. It was suggested that files of 
signatures of executives of companies receiving freight should 
be kept at freight stations, and that receivers be notified to fur- 
nish orders signed by such executives to each driver for each 
consignment, 

A similar suggestion was contained in the Chicago paper, 
with the added suggestion that drivers be provided with iden- 
tification cards bearing the executive’s signature and the driver’s 
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signature. The former could then be compared to signatures on 
file and the latter to the signature the driver placed on the 
freight receipt. It was generally admitted that shippers were 
willingly co-operating in the work. : 

At Kansas City, it was said, contracts had been signed by 
the railroads and certain large transfer companies, relieving 
the carriers of responsibility for goods delivered to drivers pro- 
perly certified, unless notification had been made that the cer- 
tificate on which delivery was made had been lost or stolen. 
Co-operation with consignees and with transfer companies was 
necessary at all times, so that only drivers who could sign 
their names would be sent to accept freight. 

Due consideration was taken, in the discussion that fol- 
lowed the presentation of the papers, of the variety of circum- 
stances surrounding the problem at each locality. It was, there- 
fore, decided that the Committee of Direction should make an 
effort to find out how far and in what direction the standard- 
izing of practices of identifying drivers should be carried. 


Handling of Perishable Freight 


The handling of perishable freight was covered, directly, in 
papers presented by New Orleans and Chicago committees. 
The New Orleans paper contained the following suggestions: 


Some of the important causes for damage to shipments of perish- 
able freight may be traced directly to the manner in which they were 
prepared and delivered to the transportation company. Among these 
causes are improper loading during harvesting, careless loading and 
stowing in cars, improper bracing and stripping. For instance, while 
the classification may approve of the containers used in the transporta- 
tion of many perishable shipments, they will not withstand the impacts 
they are subjected to while in transit, and will often crush under the 
weight due to tiers being stacked too high. .This places too much 
weight on the bottom containers, which are unable to hold up under 
the strain of long hauls, hence the education of shipper as to the best 
package in which to ship is a type of work worthy of great considera- 
tion. The importance of this factor in the safe transportation of highly 
perishable products, such as lettuce, celery, tomatoes, etc., can not be 
overestimated. Rapid refrigeration can not be accomplished unless the 
cold air can penetrate freely into the packages. Good ventilation and 
proper loading insures maximum refrigeration and minimum decay. 
The container must be serviceable and should be made so as not to 
injure the contents. Bruising causes decay and decay causes claims. 

Overloading is dangerous because it checks refrigeration and air 
circulation and this defeats the very purpose of the refrigerator car. 
The plan of the load should aim to secure maximum ventilation, refrig- 
eration and stability, and the packages should be spaced widely enough 
to allow free circulation of air, but not so wide as to permit shifting. 

In many cases, the cause of loss is faulty icing and faulty car con- 
stuctions. These faults should be avoided, and in self-protection rail- 
road employes should have a thorough system for the handling of 
perishables and be educated up to the fact that loading, bracing, ven- 
tilation and refrigeration comprise the requirements of safe transporta- 
tion of this class of freight. 

Another cause contributing to claims is failure to observe instruc- 
tions as shown on the billing, as well as failure to determine whether 
the ventilation or refrigeration of the car is in accord with the billing. 

The principal things to bear in mind are the maintaining of proper 
records as to the amount of ice in bunkers on arrival of car at icing 
stations or when passing junctions; the amount of ice supplied bunk- 
ers; the position of vents and plugs on arrival and departure and the 
time the cars were iced. Good records mean a great deal to the claim 
department in investigating claims, 


The Chicago paper was chiefly a discussion of the rules 
governing the shipment of perishables and the duties of the 
carriers under those rules. It was, in part, as follows: 


A common carrier is required by law to transport freight under the 
terms of its contract—the bill of lading—from origin to destination, and 
receipt for freight, subject to existing classification and tariff regula- 
tions, in apparent good order, and undertake to obtain receipt for 
delivery of same to the consignee in good order. 

It is the moral duty of a shipper to state specifically the character 
of the service required to protect his shipments enroute, and while a 
large majority of the shippers co-operate wit hthe carrier in this re- 
spect, theer are those who fail, and so far as can be determined, those 
who fail are protected if they state in general terms only t heprotec- 
tion desired. ; 

To be in a position to properly function under all circumstances, 
the cerrier must have definite understanding of the nature of the com- 
modity transported, the class and condition of the equipment required 
for the service, and the climatic conditions usually combated in the 
journey. 

There are 24,721 listings in Consolidated Classification No. 2, all 
more or less perishable, some requiring protection, others not. 

Frequently the method employed to protect a given commodity 
varies, method and state of preparation at origin, together with 
ultimate depository at destination influencing to a considerable extent. 
For example: 

Under heading of perishable commodities, Fairbanks lists 105, in- 
cluding meats in three specifications. The large packing industries, 
after much scientific study, divide their products, exclusive of live 
stock shipments, into twelve classes, separating their instructions for 
each class as follows: 

1. With reference to the proper preparation of the commodity 
for shipments. 

2. With reference to the proper preparation of the equipment to 
receive the shipment, tanks, bunkers, degree of precooling, ete. 

3. With reference to the proper method of protecting the shipment 
enroute, 

It is safe to assume that a similar condition exists in connection 
with other commodities offered for transportation. 

The exercise of common intelligence will usually enable the lay- 
man to select the proper equipment from the eight American standards, 
and the same degree of intelligence exercised will reject the individ- 
ual car physically unfit. But the intelligence necessary to provide the 
proper refrigeration, ventilation or heat, to the individual shipment 
loaded in the individual car, is not common, and such intelligence is 
obtained only by close study and observation. 

The longitude and latitude locations of the American railway 
is of such proportion that it is not uncommon for a given shipment 
of perishable freight to experience both the blazing heat of the sum- 
mer and the cold blizzard of the winter in its journey. 
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June 24, 1922 


There are instances where the same method, with a few minor 
changes, will protect both extreme conditions, but one must be ex- 
ace get and have at hand every available fact in order to determine 
such cases. 


Take any winter month, with zero weather at Chicago and 80 
above at New Orleans. Ice a standard, perfect conditioned refriger- 
ator at Chicago with crushed ice, 7 per cent salt; at New Orleans with 
crushed ice, 12 per cent salt; the inside car temperature will vary 
4 to 6 degrees. Any commodity that can stand a minimum 32 degrees 
and maximum 40 degrees can be safely transported under refrigeration 
in these two extreme climatic conditions. 

Fairbank’s Protective Tariff No. 1, Weighing and Inspection Bur- 
eau thesis covering the handling of live stock, and individual carrier 
issues governing the movement of all perishables are instructive and 
helpful, fulfilling that unto which they were intended. But additional 
constructive action becomes certain when one consults freight claim 


agents’ vouchers issued in settlement of claims, as well as their 
rules of order. 


Rule 164, being prepared specifically to take care of claims arising 
on account of failure to properly function, reveals the following ir- 
regularities requiring their attention: 


In passing these papers up to the consideration of the Com- 
mittee of Direction, it was suggested that they co-operate with 
Agent Fairbanks, and with the National Perishable Freight 
Committee. 

Another New Orleans paper, dealing with the proposal to 
check the contents of carload shipments of package freight de- 
lievered at team tracks, brought in the consideration of perish- 
ables, for, it was pointed out, that was the class of freight in 
regard to which most of the agitation concerning checking at 
team tracks had grown up. The New Orleans recommendations 
were as follows: 


Ordinarily, cars are delivered under the supervision of consignees’ 
representatives, who call the attention of carriers to loss and damage, 
the carriers furnishing inspectors to make report, in accordance with 
conditions as they find them, usually after the lading has been un- 
loaded. || ay 


The question of furnishing check clerks, who would be present 
during the period of unloading, has been given consideration by a 
good many railroads. 

The question is: Will the expense incidental thereto be justified, 
when compared with the amount of claims paid annually? 

We are confronted, from time to time, with claims for damage 
that was unquestionably done at the time of unloading, by a repre- 
sentative of the consignee. 

Some carrier lines furnish checkers where shippers’ seals show 
evidence of having been tampered with, or where cars appear to have 
been re-sealed. 

Consignees’ representatives often break the seals on team tracks, 
hauling from the car at intervals throughout the day. The carriers 
re-seal the car if left over night. Therefore, the car is not under 
seal protection throughout the day. 

It is the recommendation of this committee that, from a local 
view, carriers would be warranted in checking the contents of all team 
track deliveries. 


Several delegates dilated on the difficulty of checking 
freight when it was unloaded in great quantities, within a few 
hours, usually at night, as was the case with perishables. The 
methods of operation in several large centers were detailed and 
in each case the feasibility of the recommended practice was 
questioned. The question was also raised whether the expense 
of checking would not be more than that warranted by possible 
savings. It was decided to drop the matter from the docket. 


Uniform AcCounting 


Consideration of uniform freight station cost accounting 
methods met a similar fate, in spite of the fact that work along 
that line was strongly urged in a paper written by the Indian- 
apolis committee. The sense of the meeting seemed to be that 
about the only standardization that could be developed was one 
resulting from comparing figures for current months with those 
from the same month in the previous year, and comparing the 
figures for one station with those for another. 


Although not regularly docketed, a paper from the Peoria 
committee, urging further work towards the adoption of a uni- 
versal through waybill, was read. The good work possible 
through the use of such bills, the paper said, was made ap- 
parent during federal control. It was claimed that the adoption 
of a universal through waybill would eliminate much work 
at junction points, reduce operating expenses, lower the num- 
ber of claims, and reduce the number of overs and shorts. The 
only opposition to the plan, it was said, came from eastern 
lines who had to wait for two or three months for compensa- 
tion for goods shipped through to the Pacific coast, whereas 
when freight was rebilled at Chicago, a settlement was made 
in about half that time. 

It was pointed out that a special committee had already 
taken up the matter with the A. R. A. and that a poll of the 
Sentiment of railroad executives on the question was now being 
taken. The meeting voted, however, to retain the committee 
and to work unceasingly for the adoption of the plan. 

Delegates to the meeting were visitors at Willow Grove 
Park in the evening, June 21, a special train being provided by 
the Reading. 

A. J. County, vice-president in charge of accounting, spoke 
at the afternoon session, June 22, urging closer co-operation of 
freight agents and accounting officers. He said their interests 
Were identical in the last analysis and that, whatever their dif- 
ferences within the organization, they should be united in their 
effort to furnish perfect service to the public. 
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Duty to Educate Public 


The duty of the freight agent to familiarize himself with 
facts about the railroads and to pass those facts on to the public, 
so as to counteract the propaganda spread by unfriendly in- 
terests, is fully as important as his duty to handle freight ex- 
peditiously and economically, according to W. W. Atterbury, 
vice-president of the Pennsylvania System, who spoke at the 
morning session, June 22. Mr. Atterbury said the freight agent 
was the chief connection of the carriers with the shipping public, 
and it was through them that the railroads would finally attain 
their most pressing immediate need—public approval. His re- 
marks were, in substance, as follows: 


The transportation industry is the second largest in the United 
States, and the freight department is the most important branch of 
that industry. It reaches and affects people in all walks of life and in 
all parts of the country, whether in the cities or on the farms. There- 
fore the railroad problem is the problem of every man, woman and 
child in the United States. 

Railroad regulation has grown in the past thirty years until now 
the industry is subjected to regulation by Congress, the Interstate 
Commerce Commission, state legislatures, state commissions and city 
and county regulating bodies. At present two-thirds of the railroads’ 
expenses are determined by these bodies and practically all of their 
income. 

But we do not, generally, disapprove of regulation. So long as 
these bodies keep their hands off of the administration end of the 
business we shall not object. The trouble is that the tendency is to 
mix in with the administration and take away the few discretionary 
powers left to the managements. 

It must be remembered, however, that the course followed by all 
these regulatory bodies is not haphazard. It is directed, in the final 
analysis, by the great public that elects the members and watches 
their work. Therefore, it is apparent, and the point cannot be too 
greatly stressed, that our final recourse is not in the courts, the 
legislatures, or before the commissions, but before the bar of public 
opinion. 

The public and the government should not be accused of injustice 
when their acts mitigate against the railroads. The public and the 
government are essentially just—but they are not always educated on 
the questions they try.to answer. Since the freight agent is the con- 
tact between the railroads and the public, it is his paramount duty to 
see that the public is informed, educated if you will, so that they 
may dispense justice based on wisdom. As spreaders of the gospel of 
fair play for the carriers, and as interpreters of public opinion to rail- 
road managements, the freight agents hold in their hands, largely, 
the future welfare of the railroads, which means the future welfare 
of the country. 

You gentlemen must remember that, after all, a shipper’s opinion 
of his freight agent soon becomes his opinion of the carrier the agent 
works for, and finally his opinion of the carriers as a whole. In a 
sense, the newspapers can help this work, but faith without practice 
is of little avail, and it may also be said that newspaper articles with- 
out the backing up of real service and courtesy from the freight agent 
will mean little to the shipper. 

Strangely enough, there is no modern industry better quaified to 
advocate itself before tribunals than the carriers. We are fully 
equipped to put our case fairly and ably before Congressional com- 
mittees and before the Interstate Commerce Commission. We have 
made that our business, and we are succeeding fairly well at it. But 
we have been strangely lax in informing the man on the streets, the 
family man, of the true situation, and it is that burden—a far more 
important one than that of apnearing before governmental bodies— 
that we are now asking the freight agents to take up. 

To do this, it is not necessary for you to go into the compiexities 
of minor situations. You must, first, familiarize yourselves thoroughly 
with the fundamental facts and, second, pass that information on. 
That part of your duties is fully as important as the proper handling 
of freight. 

Your task in this respect will be lightened by a genuine desire on 
the part of the public to know the facts. You should feel at liberty to 
make use of any information you have, and to ask for any you have 
not, for in spite of popular belief to the contrary, there are no rail- 
road secrets. As a matter of fact, the gathering and tabulating of 
all the intimate information concerning the railroads that is now 
availiable for immediate and general use has become a serious task 
to the railroads. 

Since federal control there has sprung up in this country a class 
of so-called railroad economists that persist in making serious mis- 
representations about the railroads. I need not tell you how foolish 
the charge that there are too many outstanding railroad securities is, 
for it is well known to you that the net return of the carriers is 
figured on their property value as set by the Commission. Similarly, 
it is unnecessary to point out the fallacy of the charge that the rail- 
roads are controlled by a small group of New York bankers, when 
the fact is that every savings bank depositor and life insurance policy 
holder is a railroad manager. Yet those are but samples of the 
charges that these economists have made and are making—and that, 
strange to say, a large part of the public is helieving. If you gentle- 
men exercise your power for good in dispelling these erroneous im- 
pressions. the labor leaders will soon find out that it was a dreadful 
mistake for them to hire these fallacious figurers. 

As a final suggestion, I urge that vou secure the widest sort of 
publicity for the work you have accomplished at this meeting. Few 
realize the importance of the American Railway Association and the 
work it is doing for the future prosperity of the carriers, and the 
Freight Station Section ought to let the country know that it is doing 
more than its share of that work. 


Operating Questions 


The subjects considered at the morning session, June 22, 
were chiefly of an operating nature. The first of these, the 
handling of overs and shorts at freight stations, was discussed 
in a paper prepared by the Kansas City committee, and was 
explained from the floor by delegates from St. Louis, Philadel- 
phia and Chicago. These discussions were ordered printed in 
the minutes for the benefit of any agent who might be seeking 
information on the subject. 

A similar recommendation was made with regard to the Fort 
Worth topic concerning the scheme of placement of freight 
cars for loading, known as the “hundred series scheme.” This, 
as explained, consisted of numbering cars, in series of 100, in 
accordance with the number of the track on which it was 
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placed, somewhat after the manner of numbering houses in 
cities. Exhibits of warehouse loading charts and warehouse 
spotting charts were incorporated in the record and ordered in- 
cluded in the minutes, together with the Fort Worth paper. 

The last formal topic to be considered was presented in a 
paper also prepared by the Fort Worth committee. It dealt with 
the sealing of packages after invoicing, and was as follows: 


When packages are found to be in bad order condition or show 
evidence of pilferage, they are invoiced at the point where such con- 
dition is first detected and a notation to that effect is usually entered 
on the waybill. This usually results in the packages being re-invoiced 
at all junction points, as well as at many other points where the 
freight is transferred, until they reach their destination when they 
are again invoiced, either upon arrival or upon delivery or both. 

This frequent breaking upon and re-coopering of. packages does 
them no good and they are often unfit for transportation before their 
destination is reached. Their dilapidated condition often serves to 
invite further theft and often causes the loss of their contents, even 
though honestly but perhaps not too carefully handled. Itis noticeable 
that such packages often show further losses at each point invoiced, 
whether or not the car moves under proper seal protection. 

Many freight stations are now provided with facilities for strap- 
ping, wiring or otherwise securing and stengthening such packages, 
and the use of such devices or methods has produced excellent results, 
both »s to prevention of claims and to saving in labor of re-coopering. 

Ve suggest the desirability of placing notations on waybills, at 
points where packages are invoiced, indicating the manner in which 
they have been re-coopered, i. e.: whether strapped, wired, etc.; also 
showing the name of the station and road. This would often avoid 
re-invoicing and would also be of considerable assistance in locating 
losses or pilferage. ; 

We further suggest that if, or when, practicable, the strapping or 
wiring devices be provided with seals or other means of indicating 
the station and road that applies them. This would provide for less- 
carload freight, or such of it as most badly needs it, a sort of seal 
protection somewhat similar to that now given to the carload freight. 

This is not suggested as a cure-all for the troubles of less-car- 
load shipments, as we cannot lose sight of the fact that perfect seal 
protection and perfect seal records do not always prevent claims on 
carload freight; but we believe it to be a step in the right direction. 

Suggestions made by the Baltimore committee, regarding 
payment of claims for loss of goods by pilferage, discovery of 
which was made after arrival at consignor’s place of business 
and supporting testimony regarding which was not available, 
were referred to the Committee of Direction. It was the posi- 
tion of the Baltimore agents that something should be worked 
out to obviate the necessity for the carriers paying claims on 
such shortages except where it could be proved that the loss 
did not occur after the consignor took charge or before the 
consignee relinquished possession. 

Some discussion was also had on the conflict of regulation 
resulting from the Commission’s recent ruling that order bills 
of lading must be relinquished before delivery could be affected, 
on one hand, and the ruling of the treasury department, on 
the other, that shipments could be delivered on presentation 
of a certificate showing the bill to be on file at the customs 
house. The subject was brought up through a letter from the 
Seattle committee, and was referred to the Committee of Direc- 
tion for further handling. 

It was reported, at the close of the morning session, by the 
registration committee, that the attendance at the meeting was 


422. Sixty-eight railroads and four steamship companies were 
represented. 


Election of Officers 


G. M. Teschemacher, general agent, Chicago and Alton, 
Chicago, was unanimously elected chairman; H. W. Maynard, 
Jr., agent, Central Railroad of New Jersey, was elected first 
vice-chairman, and J. R. Hitchcock, agent, A. T. and S. F., Kan- 
sas City, Mo., was elected second vice-chairman. 

The following were elected to membership on the Commit- 
tee of Direction: R. P. Smallhorn, agent, Canadian National 
yrand Trunk, Montreal; H. J. Griffing, agent, Mobile and Ohio, 
Mobile; Frank Laughlin, agent, Erie Railroad, Cleveland; E. J. 
Coffey, agent, Southern Railway, East St. Louis; L. H, Caswell, 
agent, Chicago Great Western, Minneapolis; W. E. Westington, 
agent, Southern Pacific Company, San Francisco; L. J. Brink- 
man, agent, Michigan Central, Detroit; J. L. Harrington, agent, 
Burlington, Omaha. 

The successful candidates for membership on the nominat- 
ing committee were: W. H. Herbig, agent, C. R. I. and P., 
Kansas City; C. C. Kinney, agent, Pennsylvania, Philadelphia; 
Leslie Ellis, agent, Richmond, Fredericksburg and Potomac, 
Richmond, Va.; E. J. McDonald, agent, Wabash, St. Louis; Geo. 
B. Ager, agent, Boston and Albany, Boston. 

The question of time and place for the next meeting was 
referred to the Committee of Direction with the recommenda- 
tion that the invitation received from railroad and civic organ- 
izations at Chattanooga be accepted. 


GUARANTY DENIED 


The Commission has ruled that the provisions of Section 
209 (guaranty) of the transportation act are not applicable to 
the Kansas City, Shreveport & Gulf Terminal Co., because the 
guaranty will be applied to the result of operations of the prop- 
erty through the tenant lines. A similar ruling was made 


with respect to the application of the Pueblo Union Depot & 
Railroad Co. 
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ARGUMENT IN OIL CASE 


The Trafic World Washington Bureau 


The questions whether the 4.5 cents per 100 specific increase 
in rates on oil, made as a commutation by Director Chambers 
for the 25 per cent general increase in freight rates and whether 
the revised statutes forbid the transfer of reparation claims 
from consignee to consignor or vice versa. were discussed in 
arguments, June 20, on No. 11564, Laclede Steel Co. vs. Director 
General, Chicago & Alton; No. 12806, Roxana Petroleum Cor- 
poration vs. Director-General, Chicago & Alton, and related cases, 
by Fayette B. Dow and W. C. Ropiequet for the complainants and 
Alexander H. Bull for the Director-General. 

The arguments were on a re-opened Laclede case. The 
Roxana and other cases were discussed on their merits regard- 
less of the question of assignment. 

In the Laclede case the Commission held the 4.5 cent in- 
erease unreasonable but held the complainant was not entitled 
to reparation because it had not paid and borne the charges. 
The Roxana complainant was filed, covering the same shipments, 
so as to bring in the consignor so the complainants could con- 
tend that the reparation was due to one or the other because 
there was a contract whereby the prices to be paid by the La- 
clede company were to be determined. Mr. Ropiequet contended 
that it was not even necessary for the Commission to say how 
much should be paid to the consignor or to the consignee because 
the contract itself showed how the apportionment of the money 
would have to be made. The shipments in question moved, as 
claimed, from one switching district to another, in a switching 
movement, the districts being the Alton and Wood River, the 
distance being something over five miles. The Commission held 
the increase should not have been more than 2.5 cents and 
awarded reparation. 

Mr. Dow contended it was ridiculous to argue that the 
statute of 1853 forbidding the voluntary assignment of claims 
against the government applied to claims for reparation arising 
by reason of the operation of the railroads by the President in 
the face of so many declarations in the federal control act show- 
ing the intention of congress to leave the procedure and the 
remedies of the act to regulate commerce unchanged, which he 
said could not be explained away without doing the utmost 
violence to language and the legislative history of the control 
law. If there had been only one place where words were used 
to convey the assurance to the shipper that he would not be 
deprived of his usual remedies and his usual procedure, he said 
there might be some shadow of excuse for contending that a 
claim for reparation was a claim against the sovereign. But, 
inasmuch as there were several, he could not see any conclusion 
other than that Congress had intended to leave the law relating 
to claims, procedure and recovery unchanged except to one thing 
—namely, issuance of writs of execution based on judgments. 

“T will admit,” said he, “that after a shipper obtained a 
judgment he could not send around the sheriff to collect the 
money by seizing the property in the hands of the President.” 

Mr. Bull argued, among other things, that because the Roxana 
Petroleum Company was still in existence to sue and be sued, 
as asserted in one of the cases, it was obvious that reparation 
could not be made to the Roxana Petroleum Corporation that 
claimed to be the successor in interest to that company. He 
contended the assignment of the claims of the Laclede Gas com- 
pany to the Roxana Petroleum Corportion brought the trans- 
action within the statute of 1853 and that therefore the Com- 
mission could not proceed. 

As to the increase of 4.5 cents per 100 pounds, he argued it 
was almost, if not entirely an act of bad faith on the part of 
Clifford Thorne and Fayette B. Dow to appear as attorneys for 
complainants in cases involving that commutation of the 25 
per cent increase because they were members of the committee 
that negotiated with Edward Chambers for that commutation, 
on the ground that it would be satisfactory to the non-Standard 
part of the industry and would save it from being wrecked, which 
wrecking would inure to the benefit of the Standard. His thought 
seemed to be they made a bargain which, in honor, they were 
bound as attorneys to observe, even if non-Standard companies 
desired to attack it on the ground that it resulted in unreason- 
able rates. He said the reduction of the rate to a charge of 
$15 or $18 per car, before the end of federal control, was not 
to be taken as evidence of unreasonableness. He said it was 
made because the shippers had represented that if it was not 
made they would ship by truck. After they had persuaded the 
Railroad Administration to make the reduction, he said, they 
came around to demand reparation down to the basis of a rate 
they said they would have to have or they would truck their 
fuel oil from the Roxana plant to the plant of the Laclede Gas 
company and other users of fuel oil in the vicinity of Alton. 


N. & P. B. L. BONDS 
The Norfolk and Portsmouth Belt Line Railroad Co. has 
applied to the Commission for authority to have certified and 
delivered to it by the Fidelity Trust Co. of Philadelphia, $150, 


000 of 5 per cent gold bonds, and to sell the same to discharge 
existing obligations. 
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Questions and Answers 


ij In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience | 
and wide knowledge will answer questions relating to practical traffic \ 
blems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or | 
| or a more elaborate treatment of any question—by the citation of ! 
i authorities ‘n a legal opinion, for instance—may obtain this kind of i 
Private service by the payment of a reasonable fee. The right is re- 
} served to refuse to answer in this department any question, legal or 
| traffic, that it may appear to us unwise to answer or that involves a 
i situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Treffic Service Corporation, Colorado Building, Washington, D. C. 


Ga ae : a 


Misrouting—Carrier Liable for if It Detours Shipment Over 
Higher Rated Route on Account of Floods or Embargoes 
Without Consignor’s Consent 


Indiana.—Question: Station “A” is served by two railroads 
hereinafter known as Railroad “B” and Railroad “C.” Class 
rates to points on Railroad “B” do not apply via Railroad “C” 
to points on Railroad “B,”’ and shipments moving via Railroad 
“C” to junction points on Railroad “B” and thence via Railroad 
“B” to destination must be handled on combination of local 
rates. However, Railroad “B” has a serious washout caused by 
flood conditions on their line, and it was necessary to send 
shipment via Railroad “C” to a Railroad “B” junction and then 
to destination via Railroad “B.” 

While we realize that if there are no through rates in 
effect, combination rates must apply, yet in this particular case 
it was impossible to send the shipment via any other route 
and we thought possibly there may have been some ruling made 
at some time or some decision handed down by the Interstate 
Commerce Commission which would clarify this matter. 

Answer: If the shipments were delivered to line “B” be- 
fore its line became impassable, and that carrier, without in- 
structions from the consignor, forwarded the shipment via the 
more expensive route, contrary to its original routing instruc- 
tions, line “B” is liable for the extra freight charges. The 
delivery of a shipment to line “B” for delivery at a local point 
on its line, without further instructions as to routing, is the 
equivalent of complete routing, and, under the law, line “B” 
could not interfere with this without the consignor’s consent. 
It must give the shipper the option of having the shipment re- 
turned to point of origin, diverted to some other destination 
or of having same forwarded via a different available route. 
Washouts, embargoes, etc., afford carriers no excuse for disre 
garding shippers’ routing instructions. Fred S. Morse Lumber 
Company vs. L. & N., 33 I. C. C. 571; Carsten Packing Co. vs. 
O. R. R. & N., 17 I. C. C. 125; Woodward & Dickerson vs. L. & 
N., 15 I. C. C. 170; Weyl Zuckerman & Co. vs. C. M. Ry. Co., 
27 I. C. C. 495; Conference Ruling 83. 














Rental Charge for Use of Refrigerator or Insulated Car 


Nebraska.—Question: Do you know of any decision pending 
or decision of the court which has been rendered regarding 
rental charges on insulated cars which protects the carriers in 
assessing $5 per car per trip? We are of the opinion that a 
decision is pending. 

Answer: No doubt the case to which you have reference 
is that of North Pacific Fruit Distrubters vs. Northern Pacific 
Ry. Co., 40 I. C. C. 191, in which case the Commission held that 
a car rental charge of $5 per car per trip for the use of a 
refrigerator or insulated car, when furnished upon a shipper’s 
order, in the transportation of deciduous fruits from the north- 
west during the season when protection from frost may be 
necessary and when such protection is, by his choice, furnished 


by the shipper at his own risk, was not unreasonable or unjustly 
discriminatory. 


Misrouting—In Absence of Specific Routing Instructions by 
Shipper Rate Inserted in Bill of Lading Controls Routing 


Kansas.—Question: We made carload shipment on which 
two different rates would apply according to routing. The bill 
of lading covering showed no routing except delivering line at 
destination, but showed rate which applied via one route. It 
developed later that a lower rate would have applied via an- 
other route. As shipment was unrouted, should the lower rate 
pe protected, although the higher rate was shown on bill of 
ading? 

Answer: Conference Ruling 474-C imposes the duty upon 
the carrier’s agent, in case a rate and route are shown in the 
bill of lading and the rate does not apply via the route specified, 
to refrain from executing such bill of lading, and to ascertain 
whether the rate or route is to be observed. If the rate is 
eliminated, the route must be observed. If the routing is elimi- 
nated, the carrier must forward the shipment via a route over 
which the rate specified is applicable. 

In North State Lumber Company vs. Southern Railway, 39 
I, C. C. 409, lumber from Ore Hill, N, C., consigned to New 
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York, was routed Southern Railway and Pennsylvania Railroad, 
these two lines having direct connections through Potomac 
Yards, Va. The rate via this route was 26% cents. Contempo- 
raneously, a rate of 22%, cents was applicable from Ore Hill 
to New York via Southern Railway, Pinners Point, Va., N. Y. P. 
& N. Railroad, Delmar, Del., thence P. R. R. The Commission 
held that if the 22%-cent rate had been specified in the bill of 
lading, the carriers would have been obliged to forward the car 
over the latter route. 

Having specified the Santa Fe rate in the bill of lading, the 


carrier cannot be held for failure to forward shipment via a 
route which has a lower rate. 


Computing Time on Cars Held for Surrender of Order-Notify 
Bill of Lading 


Illinois—Question: What would be considered the release 
date on a car bill to shipper’s order, notify a consignee who 
has a private siding? 

The car was held for the bill of lading and the usual arrival 
notice mailed the day the car was received, the following day 
being allowed for free time. The bill of lading, instead of being 
presented to the railroad company the day the free time expired 
was mailed on that date. Would the date of mailing be con- 
sidered as the release date or the date the bill of lading was 
received by the carrier? Has this question ever been passed on 
by the Interstate Commerce Commission? 

Answer: Rule 8, section B, paragraph 1, of Fairbanks’ 
Demurrage Tariff 4-A, I. C. C. 8, provides that on cars held for 
surrender of bill of lading, time shall be computed from the 
first 7 a. m. after the day on which notice of arrival is sent or 
given to the consignee. 

Rule 2, section A, allows 48 hours’ free time for unloading. 
Unloading also includes surrender of bill of lading on cars 
consigned to shipper’s order. We do not locate a specific case 
in point, but in all its decisions covering matters where the 
thing to be done is conditional on the “surrender” of the bill 
of lading, the Commission uses the term “surrender” as a 
“delivering-to-the-carrier.” Carriers will not reconsign a car un- 
til the order therefor is in their hands, and will waive no de- 
murrage accruing while awaiting such orders, and in L. H. 
Wheeler vs. Director-General, 55 I. C. C. 149, where demurrage 
charges accrued while car was being held for disposition, con- 
signors having mailed reconsigning orders to the carrier, the 
Commission holds that the mere mailing of the reconsignment 


. order, without regard to its delivery, was not in law, a com- 


pliance with the terms of the governing tariff, that by those 
terms only orders actually ‘received” by the carrier would 
suffice. 

We are of the view that the provision of the demurrage 
tariff allowing two days’ free time for surrendering the bill of 
lading and unloading contemplates an actual delivery of this 
document into the possession of the carrier. The carrier cannot 
be held for delays in the mail, for the Post Office Department 
is obviously the agent of the shipper and not of the carrier. 
There is no holding out of this kind of car-release to the shipper. 
Surrendering contemplates a delivering up. The bill of lading 
must be surrendered to the party stipulating therefor, viz., the 
carrier, and not the Post Office Department. 


Application of “Two for One” Rules 


Maryland.—Question: Referring to the question propounded 
by “Illinois” and your answer appearing in your issue of May 
27, 1922, relative to the furnishing by carriers of two cars in 
lieu of a larger one ordered on material subject to rule No. 34 
of the Consolidated Freight Classification, I would invite your 
attention to the last paragraph of Conference Ruling No. 339, 
wherein the Commission stated that “In all cases the initial 
carrier will be liable for such additional charges as may be 
imposed on the shipper by reason of its failure to furnish a car 
of the capacity ordered.” 

We have in mind two claims which were filed against the 
same carrier based on this issue, one of which was paid, the 
other being declined on the grounds that this decision referred 
only to cases where the same tariff does not apply from point 
of origin to destination and different rulings are in effect on 
separate tariffs. The first claim was paid without question. 
We, of course, returned the second claim and pointed out that 
no such interpretation as they had placed on the ruling could 
be accepted and that they could not consistently pay the first 
claim and decline the second. To date we have had no reply. 

Please set forth in The Traffic World if you do not think 
that it was the intention of the Commission when promulgating 
their Conference Ruling that their attitude would be to relieve 
the shipper of any expense caused by the inability of carriers 
to furnish a car of the size ordered. 

Answer: Rule 34 of the Consolidated Classification, as we 
stated in our answer to “New York” in the June 17 issue of 
The Traffic World under the caption “Application of Rule 34 
of Consolidated Classification,’ applies only to articles rated 
in the classification which makes specific reference to the rule. 
If the shipments were made under rates subject to rule 34 of 
the classification or rates named in a tariff which carries a 
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“two for one” rate, the provisions thereof must be observed by 
the carriers. 

As to shipments made under tariffs which do not provide 
for a “two for one” rule, the matter becomes a question for 
the determination of the Commission as to whether the charges 
assessed were reasonable. See Dietly vs. N. Y. C. R. R., 46 
ry. €. ©. Sit. 


Absorption by Carrier of Increased Compress Charge 


Mississippi.—Question: Cotton originating at A is stopped 
at B for compression and reshipment to C. The transit tariff 
carrying rules applicable at B on cotton for compression 
and reshipment provides that where freight bills covering the 
uncompressed cotton into B are surrendered with bills oi 
lading covering the outbound shipments of compressed cotton 
that credit will be allowed reshippers for the amount paid into 
B and that compressed cotton will be billed out at the balance 
of the through rate from A to C. 

One of the rules in transit tariff referred to reads: ‘Maxi- 
mum allowance to compresses for compressing cotton, cotton 
linters or regins in standard rectangular bales, will be fifteen 
(15) cents per 100 pounds.” 

The through rates applicable from A to C are published in 
Glenn’s Port Cotton Tariff No. 2, I. C. C. No. A-293. This tariff 
makes the same allowance (15 cents) for compression other than 
excepttions carrier in Note 9 which do not affect the shipments 
in question. 

The compress company located at B, some months ago, 
notified the carrier’s local agent that their rate of compression 
from that date would be 20 cents per 100 pounds. Through a 
misunderstanding, the agent made such allowance on all cotton 
compressed in transit during a period of several months. When 
bills were rendered the compress for the over-allowance of 5 
cents per 100 pounds, the operating company disclaimed any 
responsibility for the amounts, taking the position that the 
notice to the carriers of the change in compression charge, 
referred to above, was all that was sufficient on their part, and 
that the amount, if due, was due from the owners of the cotton 
by whom the shipments were made. However, it should be 
taken into consideration that the shippers had paid the rates 
in Port Cotton Tariff No. 2, referred to above, under column 
A (cotton and cotton linters or regins, in bales, compressed 
or uncompressed, with privilege to carrier of compressing at 
origin or in transit when delivered to the carrier uncompessed). 
In other words, the shippers have paid the legal tariff rates 


which include cost of compression, regardless of what such cost ° 


may be. 

Kindly let us have your opinion as to the position taken 
by the compress company, advising if you believe that shippers 
could be finally held responsible for the amount allowed in 
error. 

Answer: In the case of Anderson, Clayton & Co. vs. Fort 
Smith & Western R. R. et al., 68 I. C. C. 299, the Commission 
had before it a situation similar to the present one and awarded 
reparation for the sum collected in excess of the amount of 
the compress charge, which, under the tariff provisions, was 
absorbed by the carrier. 

If, under the tariffs governing the shipments referred to 
herein, provision was not made for the absorption of the entire 
amount of the compress charge, the Commission will no doubt 
award reparation upon complaint. 

On the other hand, if, under the applicable tariffs, the 
through rate includes the full amount of the compress charge, 
the carrier and not the shipper should settle with the compress 
company. 

The Commission, in the above referred to case, was evi- 
dently of the opinion that tariffs carrying provisions similar to 
those involved in the present instance did not include the full 
amount of the compress charge. 


Freight Charges—Liability of Consignee 

Pennsylvania.—Question: A car of grain shipped prepaid by 
shipper who has credit arrangements with railroad. Prepaid bill 
of lading (order) signed by agent of railroad, prepaid, passed 
through the bank and was paid by consignee, who presents 
same to railroad agent, who refuses delivery to consignee, claim- 
ing he has just received a wire to make charge collect, although 
waybill read prepaid. The reason for same—the railroad just 
discovered shipper was in financial difficulties. 

Can consignee recover additional freight charges paid to 
delivering agent or should he have paid? 

Answer: While the consignor as the party with whom the 
contract of shipment is made, is primarily liable for the pay- 
ment of the freight charges, whether he is the owner of the 
goods or not, the consignee, by the acceptance of the goods, also 
becomes liable for the freight charges. We, therefore, are of 
the opinion that you cannot recover the amount paid to the 
carrier, particularly if the carrier has no recourse against the 
consignor, by reason of his insolvency. 

Condition of Goods When Delivered to Carrier—Notation on Bill 
of Lading Thereof 


New Jersey.—Question: Has an interstate carrier the right 
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to accept for transportation, under the pure food act, unwhole- 
some food products which are unfit for human consumption, by 
a qualified receipt reading “so many barrels received soft and 
sweating by the forwarding line”? 

On arrival of property, the temperature of the car was 
taken and found to be lower than that necessary to preserve 
the lading of this car. Part of shipment was hauled to our 
warehouse and, upon inspection, was found to be more or less 
spoiled. Agent of the delivering line was promptly notified of 
its condition and after consulting with the freight claim depart- 
ment was advised to have us salvage the property to the best 
advantage for their account, which was accomplished, and claim 
was filed for the net amount involved. 

In the course of investigation, carriers found lading re- 
ceipted for “10 barrels soft and sweating” and paid the claim 
less the value of these 10 barrels, stating that they were de- 
livered in the same condition as received. Bill of lading, how- 
ever, when received by us did not contain this notation, which 
the carriers claim was erased after being issued. Regardless 
of this phase, we contend that, by reason of our salvaging 50 
per cent of the lading that this is conclusive evidence of the 
entire shipment being more or less spoiled when received by 
the initial carrier. Moreover, it would have been impossible 
for us to distinguish between the 10 barrels signed for in bad 
order and the balance of the shipment, since each and every 
barrel, as above mentioned, was more or less spoiled. In pay- 
ment of claim, carrier excluded from their settlement these 
particular 10 barrels and, in doing so, we claim, they are re- 
stricting their liability on a commodity which does not take a 
restricted valuation rate and by reason of our having paid the 
delivering line charges based on the third class rate on the 
entire carload of which these 10 barrels were a part, that the 
carriers are responsible for the face value of the property. 
Aside from this phase, the point we lay stress upon is that we 
were authorized to salvage the entire carload for the carriers’ 
account, in view of which, we feel that we were acting for them 
in so doing and should not be asked to absorb the loss of the 
10 barrels in question. 

Answer: There is no provision in the pure food act which 
imposes upon a carrier the duty of determining whether or not 
food products delivered to it for transportation are fit for human 
consumption, and, if so, the obligation to refuse acceptance 
thereof. 

Whether or not the 10 barrels which the carriers have 
excluded from their settlement were or were not in bad order 
when deliveed to the carrier at point of origin is a question 
of fact, as to which the notation on the bill of lading, if there 
was such, and the further fact that you were asked to salvage 
the goods, have only an evidential bearing, neither being con- 
clusive of the question. Where goods delivered to a carrier 
for transportation were receipted for by a carrier as being in 
good condition the burden is upon the carrier to show that they 
were not in fact in good condition for the transportation, but 
where a qualified receipt is given by the carrier and accepted 
by the shipper, the burden is upon such shipper to show that 
the excepted goods were in fact in good condition, notwithstand- 
ing such qualified receipt. 

The carrier is not, under such circumstances, limiting its 
liability in the sense of a restriction in valuation, the considera- 

tion for which is a reduced rate, but merely providing itself 
with evidence in the event claim or suit is filed for damages, 
which evidence, however, is subject to rebuttal. 
Misdelivery—Liability of Carrier 


New York.—Question: In December, 1921, we exported to 
Southampton, England, a shipment of apples of a certain brand 
and variety, the contract with the steamship company being 
that the consignment was to be carried in refrigerator stowage, 
for which a rate in excess of that applicable to goods trans- 
rorted in ordinary stowage was assessed and paid. 

It would appear that aboard the same vessel in which our 
shipment was transported, another shipper had forwarded in 
ordinary stowage a lot of apples bearing the same brand as 
ours, but not of the same variety, this lot being destined to 
London via Southampton, while the destination of our shipment 
was Southampton. 

When the vessel discharged cargo at Southampton the 
steamship company delivered to our consignee the lot of apples 
which had been carried in ordinary stowage and destined to 
London, while our shipment, for which we had paid the higher 
rate charged for refrigerator stowage, was presumably delivered 
to London. 

There was no complaint as to condition in connection with 
the apples delivered to our Southampton consignee, but they 
comprised a variety for which there was little demand in South- 
ampton at the time and consequently were sold at a loss under 
what would have been realized for the variety comprising our 
shipment. 

Our Southampton consignee immediately filed claim against 
the steamship company, who promptly declined same on the 
grounds of their having delivered the identical quantity and 
brand (or mark), which they had accepted for transportation, 
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taking no cognizance of the fact that the delivery which they 
did make was of a shipment forwarded by a consignee other 
than ourselves, and also ignoring the fact that our consignment 
was carried in refrigerator stowage and a high rate of freight 
paid, while the lot of apples delivered were transported in ordi- 
nary stowage at a lower rate. 

It is our contention that the steamship company was not 
only under contract for the safe carriage of our shipment, but 
was also obligated to deliver to our consignee the identical 
shipment which it received from us for transportation, and not 
a shipment which it had received from another consignor. 

Answer: While we have not been able to locate decisions 
of the courts covering facts similar to those in the instant case, 
we are of the opinion that a right of action exists against the 
carrier for the damage suffered by reason of the misdelivery. 
of the goods, which is conversion on the part of the carrier 
(see The Hnntress (U. S.), Fed. Cas. 6, 914; The Pietro G, 
38 F. 148), and recovery of the difference between the value 
of the goods at destination which were delivered to your con- 
signee and the value of the goods which should have been de- 
livered, but for the carriers’ negligence, can be had. The car- 
rier, of course, has a right of action over against the party to 
whom your shipment was delivered. 


Damages—Time Within Which to File Suit 


Pennsylvania.—Question: We are concerned at the present 
time with the refusal of a claim by A Company, their conten- 
tion being that they are not required or permitted to pay claims 
after two years have elapsed from the end of the period of 
federal control. We would greatly appreciate an expression 
of your opinion on this matter as to whether the stand of 
the A Company is well taken or not. The facts in the case are 
as follows: 

A few days prior to the termination of federal control in 
February, 1920, a shipment was forwarded interstate from point 
A, which, however, never reached point of destination B. Claim 
for value of. shipment was entered by consignee at point B 
within three months of date of shipment. There appears to 
have been very little correspondence or activity displayed in 
connection with this matter on the part of the consignee, but 
about a year after claim was entered, inquiry was made as to 
the status of the case. There is no record, however, of a 
reply having been made to the inquiry. About two years later, 
or in May, 1922, another inquiry was directed to the A Com- 
pany, to which they replied, courteously declining liability, bas- 
ing their stand on the transportation act of 1920, section 206-A. 

This section provides that actions at law, suits in equity, 
and proceedings in admiralty may be brought against an agent 
designated by the President within a period of two years from 
the passage of said act. Nothing, however, is said in this sec- 
tion about claims. We took exception to the attitude assumed 
by carrier, since we feel that as claim was entered within 
proper time limit, same would be payable until investigation 
had been finally concluded, and there is really no cause for action 
of any kind until claims have been definitely declined. 

We believe that section 206-C, D and E, provide for a case 
of this kind, especially section 206-D, which specifically states, 
that actions, suits, proceedings and reparation claims may be 
prosecuted to final judgment, specifying no time limit. 

While we feel that this claim should be honored, it would 
appear, however, that in order to bring this matter to a suc- 
cessful conclusion it would be necessary to resort to the courts. 

Answer: In our opinion a claim which has been filed with 
a carrier for loss of a shipment is not a pending action within 
the meaning of section 206 (D) of the transportation act 1920. 

Section 206-A purports to bar all actions at law against 
the Railroad Administration based on causes of action arising 
during the period of federal control, including actions for 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other, The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
Payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 


: POSITION WANTED—Man 33, seeking broader opportunity, de- 
Sires position Traffic Manager or Assistant, Industry or Short Line 
Railroad; 15 years’ experience, expert knowledge all traffic problems, 
rate and claim adjustments, routing, etc. Address J. L. C., Traffic 
World, Chicago, Ii. 








WANTED—Railroad or industrial position in South by competent 
rate and tariff man. Fifteen years’ Central and ten years in South- 


a Association territories. Address W. H. T., Traffic World, Chi- 


" POSITION WANTED—A highly successful industrial traffic man- 
pte now employed, seeks new connection with larger manufacturing 
ee College graduate. Seven years’ railroad and commercial ex- 
perience. Eastern states preferred. Personal interview arranged. 
Address S. L. J., care Traffic World, Chicago, IIl. 
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damages for the loss of goods delivered to a carrier for trans- 


. portation and has been so construed by the law department of 


the Railroad Administration. 

Whether or not the provision which was incorporated in 
the bill of lading in compliance with the Commission’s opinion 
in the Decker case, 55 I. C. C. 453, respecting the declination 
of claims for loss, damage or delay by carriers, as modified by 
the provisions of paragraph 11 of section 20 of the intersate 
commerce act, dating the time for the institution of such suits 
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from the day when notice is given in writing by the carrier 
that such claim is declined, has the effect of setting aside the 
two-year limitation carried in section 206-A of the transporta- 
tion act, 1920, as to claims which were not definitely declined 
within this period of time, is a more or less debatable question, 
at least so far as shipments made on and after Feb. 29, 1920, 
the effective date of the carrier’s compliance with the Com- 
mission’s opinion in the Decker case, and one not determined 
by decisions of the courts, as yet. 

In the Ellis case, 274 F. 443, affirmed in 276 F. and now 
before the Supreme Court of the United States on writ of error, 
the question as to whether the findings of the Commission in 
the Decker case referred to above, apply to shipments made 
under bills of lading carrying provisions not in accordance with 
the Commission’s findings in that case, that is bills of lading 
in use prior to the Commission’s opinion, will be decided, and 
it is possible that there may be something in this decision upon 
which to base an opinion as to whether or not the declination 
of a claim by the carrier is a condition precedent to the running 
of a statute of limitations. 

Reconsignment of Order-Notify Shipments 


Massachusetts.—Question: On page 956 of The Traffic 
World of April 29, under the heading, “Reconsignment of Order- 
Notify Shipments,” you stated, in answer to a query by “Ne- 
vada,” that the agent was justified in refusing to forward the 
shipment without the surrender of the bill of lading by the 
notify party properly indorsed by the shipper, or an order from 
the shipper to do so. 

‘ It would appear to me that this answer creates a wrong 
impression, inasmuch as the “conditions” of “Rules and Charges 
Governing the Diversion and Reconsignment of Carload Freight 
make provision in substantially the following manner, that ‘fon 
shipments consigned ‘to order’ original bill of lading should 
be surrendered for indorsement or exchange, or, in its absence, 
satisfactory bond of indemnity executed in lieu thereof, or other 
approved security given at the time the diversion or reconsign- 
ment order is presented.” ‘ 

Further, in the hearing which resulted in the establishment 
of the uniform code of rules and charges, it developed that 
the rule with regard to this matter had been construed as 
requiring the complete and permanent surrender of the bill of 
lading. The railroads, while not conceding that that was a 
correct interpretation of the rule, admitted that the presenta- 
tion or temporary surrender of the original bill of lading for 
indorsement thereof of the reconsignment instructions was all 

hould be required. 

et ower: It . true that in Docket 10457, Boston Chamber 
of Commerce vs. Director-General et al., 59 I. C. C. 78, the 
Commission found that the presentation or temporary surrender 
of the original order bill of lading for indorsement thereon of 
the reconsigning instructions would be sufficient and said that 
the rule requiring the surrender of the order bill should be 
amended accordingly, and, therefore, in so far as our answer 
creates the impression that the permanent surrender of ihe 
order bill of lading is necessary it should be modified to that 
extent. 








Digest of New Complaints « 


» ® 
No, 13272. (Supplemental complaint). Boston Wool Trade Assn. VS. 
Arizona & New Mexico et al. ‘ 7 . 

Unjust, unreasonable, discriminatory rates in violation of the 
fourth section on wool in grease from various points of origin west 
of 100th meridian to north Atlantic ports. Asks cease and desist 
order, just and reasonable rates and reparation. : 

No, 13629 (Sub. No. 1). Standard Oil Co. (New Jersey) vs. Director 
General, as agent, B. & O. et al. wn ‘ 

Unjust, unreasonable, discriminatory, prejudicial and preferential 
rates on gasoline from Jacksonburg, W. Va., to Bayonne, N. 
Asks reparation. 

No. 13629 (Sub. No. 2). Same vs. Same. : . 

Same complaint and prayer with regard to shipments of gasoline 
from Bristol, W. Va., to Bayonne, N. J. 

No. 13629 (Sub. No. 3). Same vs. Same. ‘ : 

Same complaint and prayer with regard to shipments of gasoline 
from Wilsonburg, W. Va., to Bayonne, N. J 

No. 13629 (Sub. No. 4). Same vs. Same. J : 

Same complaint and prayer with regard to shipments of gasoline 

from Jane Lew, W. Va., to Bayonne, N. J 
No. 13629 (Sub. No. 5). Same vs. Same. : 

Same complaint and prayer with regard to shipments of gasoline 
from Skinner’s Creek Siding, W. Va., to Bayonne, N. J. 

No, 13876. Ambrose S. Murray. Jr., receiver, Dansville & Mount 
Morris, Dansville, N. Y., vs. Erie et al. ria, 

Unjust, unreasonable, inequitable, preferential and prejudicial 
divisions. Asks just, reasonable and equitable divisions of all 
joint rates and charges. 
desist order and just and reasonable rates. 

No, 13888. The Omaha Blaugas Co. et al., Omaha, Neb., vs. Santa Fe 
et al. 

Excessive, unjust and unreasonable rates and charges on gas 
oil from points in Kansas and Oklahoma and Kansas City. Mo.. to 
Omaha. Asks cease and desist order, just and reasonable rates, 
and reparation. 

No. 13889. The Midwest Refining Co., Denver, Colo., vs. Director Gen- 
eral, as agent. 
Unjust and unreasonable rate of 12 cents per cwt. on 34 tank 
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cars of petroleum fuel oil from Riverton to Casper, Wyo., in that 
it exceeded a rate of 9% cents. Asks reparation. 

No, 13890. Pa Midwest Kefining Co., Denver, vs. Director General, 
as agent. 

Unjust and unreasonable rate of $1.16% on two cars of paraffine 
wax from Casper, Wyo., to San Francisco, Calif., in that it ex- 
ceeded a rate of 791% cents. Asks reparation. 

No. 13891. The Atlas Portland Cement Co., New York City, vs. 
C.R. BR. of N: J. et al. 

Unjust and unreasonable rates in violation of the long and short 
haul provision of section 4 on portland cement from Navarro 
(Northampton), Pa., to destinations in New Jersey. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. 13892. Dallas Waste Mills, Dallas, Tex., vs. St. L. S. W. et al. 

Unjust and unreasonable rates on government munition linters 
from Little Rock, Ark., to Peoria, Ill. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 13893. New York Milk Conference Board, Inc., New York City, vs. 
Delaware & Hudson et al. 
_ Unlawful rates and charges, as well as prejudicial and discrim- 
inatory, on milk, buttermilk, cream, condensed milk, and pot 
cheese, from points in New York and Vermont to New York City, 
because defendants fail and refuse to ice shipments when neces- 
sary. Ask cease and desist order and reparation. 

No. 13894. American Linseed Co., New York, N. Y., vs. N. Y. C. et al. 

Unlawful rates and charges on linseed oil from Port Richmond, 
N. Y., and New York harbor points to Buffalo, Cleveland, Chicago, 
Cincinnati and other points in F. <A. territory. Asks for 
cease and desist order, just and reasonable rates and reparation. 

No, 13895. The Mathieson Alkali Works, Inc., et al., New York, N. Y., 
vs. B. & O. et al. 

Unjust and unreasonable rates on chlorine gas, transported in 
complainants’ tank cars, Niagara Falls, N. Y., to various destina- 
tions on defendants’ lines, by reason of refusal of defendants to 
allow mileage on the tank cars either for the outbound or for the 
return movement. Asks just, reasonable, non-discriminatory and 
non-prejudicial rates, rules and regulations governing the use of 
complainant’s tank cars in liquefied chlorine gas traffic, and 
reparation. 

No. 13895, Sub. No. 1. Same vs. Buffalo, Rochester & Pittsburgh et al. 

Same complaint and prayer. 

No. 13895, Sub. No. 2. Same vs. Erie et al. 

Same complaint and prayer. 

No. beg St. Louis Chamber of Commerce vs. Alabama & Vicksburg 
et al. 

Unjust, unreasonable, preferential, prejudicial rates'in violation 
of the long and short haul provison of the fourth section, from 
and to St. Louis in Mississippi Valley territory. Asks cease and 

No. 13898. The Philip Carey Co. et al., Lockland, O., vs. Santa Fe et al. 

Unjust, unreasonable, prejudicial and discriminatory rates on 
roofing and building paper or felt and prepared roofing, C. L.. 
from Lockland (Cincinnati) to Beaumont, Galveston, Houston and 
Orange, Tex. Asks cease and desist order and just and reasonable 


rates. 
No. 13899. Dixie Portland Cement Co., Chattanooga, Tenn., vs. N. 
Cc. & St. L. 


Unjust and unreasonable rates on slack coal, run of mine, and 
coal, N. O. S., from mines in the Bon Air-Tracy City groups and 
points in Alabama via Bridgeport, Ala., to Richard City, Tenn. 
— cease and desist order, just and reasonable rates and repara- 
ion. 

No. 13900. Mid-Continent Equipment and Machinery Co., St. Louis, 
vs. Missouri Southern et al. 

Unjust and unreasonable rates on relaying rails and angle bars 
from Bunker, Mo., to Percy, Ill. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 13901. The Portland Flouring Mills Co., Portland, Ore., vs. North- 
ern Pacific et al. 

Unjust and unreasonable rates on flour and other mill products 
from Dayton, Wash., to Memphis, Tenn. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 13902. The Portland Flouring Mills Co., Portland, Ore., vs. South- 
ern Pacific et al. 

Unjust, unreasonable, discriminatory, preferential and_preju- 
dicial rates on grain and grain products originating on lines of 
defendants to Albina, Ore. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 13903. The Bay City Transportation Assn. et al., Bay City, Mich., 
vs. Director General, as agent, Michigan Central et al. 

_Unjust and unreasonable rates on logs from points on Mackinaw 
division of defendants to Cheboygan, Grayling, Gaylord, Johannes- 
burg, Bay City and Saginaw, Mich. Asks reparation. 

No. 13904, The Iroquois Pulp and Paper Co., Thomson, N. Y., vs. 
Greenwich & Johnsonville et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferential 
rates on mechanical pulp from Niagara Falls, N. Y., to Thomson. 
N. Y. Asks cease and desist order, just and reasonable rates and 
reparation. 

No, 13905. The Iroquois Pulp and Paper Co., Thomson, N. T. we 
Greenwich & Johnsonville et al. 

Unjust, unreasonable and prejudicial rates on mechanical pulp 
from various points of origin in Canada to Thomson, N. Y. Asks 
cease and desist_order, just_and reasonable rates and reparation. 

No. 13906. Globe Grain and Milling Co., Los Angeles, Calif., vs. 
Director General, as agent. 

Unjust and_unreasonable rates on whole barley from points in 
California to New York, N. Y. Asks reparation. 

No. 13907. Tulsa Paper Co., Tulsa, Okla., vs. C. M. & St. P. et al. 

Unjust, unreasonable and unlawful rates on wrapping paper 
from Port Edwards, Wis., to Tulsa, Okla. Asks reparation. 

No. 13908. M. Cohn, Sioux City, Ia., vs. C. M. & St. P. 

Unjust and unreasonable rates on baled hay from South Dakota 
points to Sioux City, Ia. Asks reparation. 

No. 13909. National Tube Co., Pittsburgh, Pa., vs. Director General, as 
agent, N. ¥. C. 

Unjust, unreasonable. discriminatory and prejudicial rates on 
pe A coke from South Lorain, O., to Youngstown, O. Asks 
reparation. 





N. Y. L. & W. STOCK AND BONDS 


The New York, Lackawanna & Western Railway Company 
has applied to the Commission for authority to issue $30,000,000 
of 5 per cent first and refunding mortgage bonds and $5,000,000 
of additional common stock, and the operating company, the 
Delaware, Lackawanna & Western, asked permission to gual- 
antee the bonds and stock. Issuance of the securities is neces 
sary to carry out inter-company financial transactions, the com- 
pany said. 
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NEW YORK-LOS ANGELES-SAN FRANCISCO 


DIRECT SERVICE 
via PANAMA CANAL 


WEST. COAST CENTRAL AMERICA, MEXICO 
Calling at Norfolk, Va.; Corinto, Nicara 
San Jose de Guatemala and Manzanillo (Havana, Eastbound 


S.S. VENEZUELA sails from New York June 24th 
S.S. ECUADOR sails from San Francisco June 23rd 


Sailings about every 17 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene. 
SiS. SAN JUAN sails from San Francisco June 29th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


508 California St., San Francisco 
So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to egehie, Yokohama, Kobe, Shanghai, 





a, La Libertad, Salvador; 


10 Hanover Square, New York 
503 





rand a dines by New and Luxurious U. S. 


~) Sails June 24 
-) Sails July 22 
)salls Aug. 12 


Shinnine mom 
§.5, President Wilson 

§.5. President Lincoln ( 
§.5, President Cleveland. 


and approximately every 21 days thereafter. 
Through bills of lading issued to and from points beyond ports of call 
For rates and other information apply to any railroad or tourist agency, or te 
PACIFIC MAIL STEAMSHIP CO. 


506 eee x St., San Francisco 
3 So. Spring St., Alexandria Hotel, Los Angeles 


U. S. SHIPPING BOARD 


10 Hanover Square, N. Y 


stenaiaciaian Agents: 












Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 









NEW YORK 
PHILADELPHIA 
BALTIMORE 
NORFOLK 
SAVANNAH 
JACKSONVILLE 


LOS ANGELES 
(San Pedro Dist.) 
SAN FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Dp. 
139.8. Third. St. 


















St. Paul 8476 


Pittsburgh Clevdand 
1537 Oliver Building 248 The Arcade 


Gavannah, Ga. Oakland, 
Savannah Bank & Trust Bldg. Parr Terminal 





Portland, Ore. 
601 Title. & Trust Bidg. 


Les. Angeles, Cal. 
427 Van Nuys Bidg. 
Reom 495 Ellicott Sq. Bldg., Buffalo, N. Y. 






































Port of Houston 














S.S. “STEADFAST” IN HOUSTON CHANNEL 





Few people realize the achievement of dredging a canal 50 miles 
from the Ocean to create a new port. 


Yet that has been done in the case of Houston. 





Any port to be practical must serve the best interests of navigation. 
That has been done in the case of Houston. 


Here is an example of its navigability. 












Take the S.S. ‘“‘Steadfast,’’ operated by S. Sgitcovich & Company, 
carrying cotton from Houston to Liverpool and Manchester, D. 
W. tonnage 11,780 tons, length 440 ft., beam 56 ft. 


Entered the port of Houston from the Gulf June 4th, 1922, pro- 
ceeding to the wharf under her own steam using a line from 
a tug only when within 500 ft. of the wharf for the purpose 
of docking. 










Leaving the port of Houston, June 8th, using a line from a tug 
a distance of approximately 5 miles only. In other words this 
ship, larger than ninety per cent of the cargo carriers enter- 
ing Gulf ports, used a line on a tug for only 5 miles out of 
100 miles traversed on entering and leaving the port of Houston. 











Without further explanation or description of the port of Hous- 
ton this speaks for itself as to navigation. 






Just another reason why you can get service through 


the port 
of Houston. 
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Address the 


DIRECTOR OF THE PORT 
City Hall Houston, Texas 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron Traffic Association. E. W. Swartz, Pres.; H. L. Sova- 
cool, Secy. 

Atlanta—tTraffic Club of Atlanta. 
S. W. Wilson, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. Stewart A. Colpitts, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. P. L. Ger- 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
Henry Adema, Pres.; E. J. Sheridan, Secy. 

Buffalo Transportation Club. K. B. Hassard, Pres.; R. J. 
Walsh, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. J. 
master, Secy. 

Chicago—Midwest Traffic Club. 
Crysler, Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. J. W. 
Flannery, Chairman; H. D. Berding, Secy. 

Cleveland Traffic Club. M. R. Maxwell, Pres.; F. A. Gideon, 
Secy. 
Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dallas Traffic Club. Paul Junkin, Pres.; H. C. Eargle, Secy.- 
Treas. 

Dayton, O.—Miami Valley 
Pres.; M. T. Otto, Secy. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
S. F. Coay, Secy. 

Des Moines Traffic Club. G. C. Houk, Pres.; C. A. Moore, 
Secy. 

Denver Traffic Club. F. W. Myers, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. R. W. Lentz, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 


G. E. Boulineau, Pres.; 
G. S. Harlan, Pres.; 


A. Brough, Pres.; E. S. Buck- 


C. W. Hester, Pres.; R. 


Traffic Club. T. T. Webster, 


Detroit Transportation Club. O. S. Dustin, Pres.; T. R. 
Cochrane, Secy. 
Elmira (N. Y.) Traffic Club. J. J. Delaney, Pres.; J. C. 


Field, Secy. 


El Paso Traffic Club. A. L. Sarrels, Pres.; J. W. Callahan, 
Secy.-Treas. 

Erie Traffic Club. J. D. Sterrett, Pres.; 
Secy. 


Evansville (Ind.) Transportation Club. J. C. Keller, Pres.; 
W. R. Orr, Secy.-Treas. 


Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; L. F. Burckart, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. 
Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. T. E. Me- 
Laughlin, Pres.; J. D. Quinn, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. H. E. Willard, Pres.; W. H. Cow- 
din, Secy. 

Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 
. Houston Traffic Club. A. Kimbell, Pres.; F. A. Moulton, 

ecy. 

Indianapolis.——The Traffic Club of Indianapolis. F. A. Butler, 
Pres.; G. N. Baker, Secy. 

Jackson (Mich.) Transportation Club. F. T. Riley, Pres.; 
J. C. Graham, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw- 
yer, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. O. M. Odell, Pres.; H. W. Chapman, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. J. F. Campbell, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. John D. Yates, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. H. E. McGiveron, Pres.; J. T. 
Ross, Secy.-Treas. 


M. W. Eismann, 


I. S. McConnell, Pres.; C. F. Laue, 
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Los Angeles Transportation Club. J. M. Ford, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. Fred Borries, Pres.; W. T. 
Vandenburg, Secy. 

Macon, Ga.—lIndustrial Traffic Managers’ Association. 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. D. R. Biggert, Pres.; W. R. 
Aukland, Secy. 

Memphis Traffic Club. B. H. Wallace, Pres.; L. BE. McKnight, 
Secy. 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Vecke, 
Secy. and Treas. 

Minneapolis Traffic Club. C. L. Kennedy, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. N. G. Campbell, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. Gerritt Fort, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. TT. T. Harkrader, Pres.; C. A. Swope, 
Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 

Oklahoma City Traffic Club. Harvey Allen, Pres.; 
Golderman, Secy. 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. G. I. Sweney, Pres.; 
Eddy, Secy.-Treas. ; 

Philadelphia Traffic Club. E. D. Hilleary, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. 
Pres.; J. J. Coburn, C. J. Rasbold, Secretaries. 

Pittsburgh Traffic Club. C. C. McCarthy, 
Hynes, Secy. 

Pittsburgh Traffic and Transportation Association. M. A. 
Greenwood, Pres.; R. F. Heil, Recording Secy. 

Portland (Ore.) Industrial Traffic Club. W. H. Sainsbury, 
Pres.; F. P. Kensinger, Secy. 

Portland (Ore.) Transportation Club. E. M. Burns, Pres.; 
W. O. Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. J. Duggan, Chairman; E. C. Southwick, Secy. 

Ridgeway, Pa.—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. A. S. Blanchard, Chairman; F. W. Burton, Secy. 

St. Louis Traffic Club. S. S. Butler, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. P. R. Flanagan, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. H. Schultz, Pres.; R. L. 
Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. B. Hinchman, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. M. B. Baker, 
Pres.; W. C. Patterson, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Sioux City, Ia—Traffic Managers’ Club of Sioux City. B. M. 
Maxfield, Pres.; A. H. Schwietert, Secy. 

Springfield (Mass.) Traffic Club. S. Robert Hart, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. L 
Underwood, Secy. 

Syracuse Traffic Club. “W. J. O’Neil, Pres.; F. M. Varah, 
Secy. 
. Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 

ecy. 

Trenton (N. J.) Traffic Club. A. C. Hoffman, Pres.; E. C. 
Stratton, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus- 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. .C. F. Hawes, Pres.; C. E. Dar: 
rigrand, Secy. and Treas. 

Waco Traffic Club. C. H. Carringer, Pres.; Lloyd Bailey, 
Secy. 

Washington Traffic Club. T. J. Stead, Pres.; J. T. M. Du 
vall, Acting Secy. 


Ben 


S. E. 


O. B. 


C. J. McGinty, 


Pres.; E. A. 


A. S. Cobb. Pres.; F. J. 


A. C. Holmes, 





M. A. 
bury, 
res. ; 
mber 


Secy. 
yrant, 


Baker, 


Varah, 
Lynch, 
B.C. 
T. Rus- 
{olmes, 
E. Dar- 
Bailey, 
M. Du- 
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One to six days saved in 
to Southwestern territory 


ADAMS TRANSFER&STORAGE @ 


228-3G WEST FOURTH STREET 
MERCHANDISE STORAGE & FORWARDING 


ROUTE YOUR CARGO VIA 
Mobile Gulfport~Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 
8.8. COAHOMA COUNTY Sailing from Mobile June 22nd 


LIVERPOOL, NEWPORT AND MONMOUTH 
8.8. WILDWOOD or Sub Sailing from Mobile July 15th 


HAMBURG AND BREMEN 
8.8. WEST HARDAWAY Sailing from Mobile June 25th 


LONDON AND DUNDEE 
8.8. ANTINOUS Sailing from Mobile June 30th 


LONDON, GRANGEMOUTH and WEST HARTLEPOOL 


.S. Sailing from Gulfport July Ist 
8.8. EFFINGHAM 1 Siting from Mobile July 10th 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 


American-Hawaiian S. 5S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 
Boston Phila. New York 

June 24 June 29 


1 July 6 
8.8. TEXAN July 13 


S.S. DAKOTAN 15 July 20 
Sailings every Thursday from New York, every 
Saturday from Boston and alternate Saturdays 
from Philadelphia, and fortnightly from 
the Pacific Coast ports 


PACIFIC COAST TO EUROPE 
U. 8S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 


Joint Services with 
Hamburg-American Line 
To Hamburg 


NEW YORK TO HAMBURG 
. TRESOLUTE 
.S. -WUERTTEMBERG 
. *MOUNT CLAY 
. SRELIANCE 
. *BAYERN 
*MOUNT CARROLL 
. TRESOLUTE 
* Carries third-class passengers. 
+ Cabin and third-class passengers. 
t First, second, third-class passengers. 
LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 
8.S. THEMISTO (via Baltimore) 
S.S. OREGONIAN (via Baltimore) 


BOSTON TO BREMEN AND HAMBURG 
8.8. NEVADAN 


BALTIMORE TO BREMEN AND HAMBURG 
8.8. OREGONIAN (via Norfolk) 


8.S. NEVADAN (via Norfolk and Boston) 
8.8. THEMISTO 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


NEW ORLEANS TO BREMEN AND HAMBURG 
8.8. WESTERWALD 
8.8. SACHSENWALD Late August 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


U. S. Government Ships 
NEW YORK TO DUTCH EAST INDIES 
Penang, Belawan-Deli, Port. Swettenham, Singapore, Batavia, 


Samarang, Soerabaya 
S.S. WEST CANON 
A STEAMER 


Steamers take cargo for ~~ Alexandria and Syrian Coast 
orts 
Leading Pier 21, Pouch Terminal, Clifton, 8. I. 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 
BRANCH OFFICES 
Boston, 40 Central Street Phone Congress 3084 
Cleveland, 242 The Arcade Phone Main 2150 
Philadelphia, Bourse Bldg. Phone Lombard 7050 
Pittsburgh, Oliver Bldg: Phone Grant 7431-2 
Rochester, Commerce Bldg. Phone Main 7150 
GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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Wheeling (W. Va.) Traffic Club. H. H. Marsh, Pres.; P. M. 
Neigh, Secy. 

Wichita Traffic Club. J. H. Wilcox, Pres.; 
Secy. 

"Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Worcester (Mass.) Traffic Association. 
J. H. Lane, Secy. 

York (Pa.) Traffic Club. W. J. Wisner, Pres.; J. F. Baird, 
Secy. 


H. G. Watts, 


J. P. Sloan, Pres.; 





TARIFF PUBLISHING AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff: 


F. W. Smith, agent for lines in Official Classification, 143 
Liberty Street, New York, N. Y. 

J. E. Crosland, agent for lines in Southern Classification, 
215 Transportation Bldg., Atlanta, Ga. 

R. C. Fyfe, agent for lines in Western Classification, Con- 
solidated Classification No. 2, 1830 Transportation Bldg., Chi- 
cago, Ill. 

F. A. Leland, Southwestern Lines, St. Louis, Mo. 

W. J. Kelly, Central Freight Association, 608 S. Dearborn 
St., Chicago, Ill. 

E. B. Boyd, Western Trunk Lines, Chicago, Il. 

J. H. Glenn, Atlanta Freight Tariff Bureau, Atlanta, Ga. 

Wm. J. Sedgman, Atlantic Seaboard Territory, 320 Broad- 
way, New York, N. Y. 

F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 

F. L. Speiden, Mississippi Valley Territory, 2nd and Main 
St., Louisville, Ky. 

W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 

R. H. Countiss, Trans-Continental Freight Bureau, 608 S. 
Dearborn St., Chicago, III. 

T. Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (Hast 
Bound), 143 Liberty St., New York, N. ‘Y. 

G. C. Ranson, Canadian Freight Associition (Eastern Lines), 
Montreal, Que. i 

W. E. Campbell, Canadian Freight,Association (Western 
Lines), Winnipeg, Man., Canada. ‘* ‘1% + 


W. J. Collins, Canadian Car Demurragé ‘Rules, Montreal, Que. 

F. V. Davis, Ohio and Pa. (Coal Tariffs),;:8.East Chestnut 
St., Columbus, Ohio. 

W. S. Curlett, New England and Trunk Line, 143 Liberty 
St., New York, N. Y. 

J. E. Fairbanks, United States and Canada (Miscellaneous 
Tariffs), 431 S. Dearborn St.; Chicago, IIl. 

C. W. Galligan, Illinois Freight Association, Transportation 
Bldg.,; Chicago, Ill. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 

G. B. Guthrie, Official Freight Directory, Washington, D. C. 

N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 


I. T. Hanson, American Short Line R. R. Assn., International 
Bldg., Washington, D. C. 

S. J., Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 

H.. A. Johnson, Colorado and New Mexico, Denver, Colo. 

R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

Cc. A. Hunt, Michigan Central Railroad, Canadian Southern 
Line (Bases for Rates and Billing Instructions Eastbound), De- 
troit, Mich. 

L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicago, 
111. 

L. Agnew Myers, New York Harbor (Canal, Lake and Rail), 
326 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 308 
Traction Terminal Bldg., Indianapolis, Ind. ; 

J. C. Miller, Baltimore & Ohio Railroad, Continental Line, 
Central State Dispatch (Bases for Rates and Billing Instruc- 
tions, Eastbound), Cincinnati, Ohio. 

C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houston, 
Texas. 

J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Seventh 
Ave., Pittsburgh, Pa. 

M. S. O’Connor,’ Empire Line, New York Central Railroad 
Co. (Guide Book), Cleveland, Ohio. 

M. C. Strawn, Oregon, Foot of Alder St., Portland, Ore. 

J. B. Sweeny, Eastern and Interior Eastern Points (Rail 
and Water) to Southern Points, Baltimore, Md. 
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J. B. Stewart, Ontario Central Despatch, Michigan Central 
R. R. (Guide Book), N. Y., O. & W. Ry., New York. 


R. H. Vaughan, Blue Ridge Despatch .(Guide Bock), Cin- 
cinnati, Ohio. 
Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Cole. 


G. C. Wright, Northwest Freight Tariff Bureau, 175 East 
4th St., St. Paul, Minn. 

W. P. Emerson, Gulf Poris, New Orleans, La. 

A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas. 

J. J. Cottrell, Southern Lines, Richmond, Va. 


G. P. Conard, Railway Equipment Register, 424 West 33rd 
St., New York, N. Y. 


Chas. S. Fay, Louisiana Lines, New Orleans, La. 

Thornton Lewis, Kanawha Dispatch, C. & O. Ry. Bases for 
Rates and Billing Instructions (Eastbound), Cincinnati, Ohio, 

R. H. Smith, Star Union Line Guide Book, Bases for Rates, 


Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 


Nat. Duke, Bases for Rates and Billing Instruction (East- 
bound), Lackawanna Line, Lake Shore-Michigan Central-Pere Mar- 
quette, New York, N. Y. 

M. S. O’Connor, Merchants Despatch. Bases for Rates and 


Billing Instructions (Eastbound), New York Central Fast Freighi 
Line, Cleveland, Ohio. 


A TRANSPORTATION INSTITUTE 


Congressman Sydney Anderson, chairman of the Joint Com- 
mission of Agriculture Inquiry, has sent the following memo- 
randum with respect to the proposed national transportation 
institute to a number of representative shippers and railroad 
men: 

Part III of the 
Inquiry, which 
recommendation: 

“That imperative need exists for the organization of the statistics 
and knowledge of transportation and its relation to agriculture, in- 
dustry, trade and commerce through the establishment of private 
research and educational institutions under disinterested auspices for 
the purpose of promoting education in the principles, operations and 
practices incident to transportation.”’ 

In making this recommendation, the Commission had in mind the 
desirability; first, of continuing currently the statistical compilations 
which the Commissicn made; second, the necessity for the continua- 
tion of efforts to secure sound transportation data relating to all 
agencies of transportation, with a view to establishing a basis of 
fact upon which these various agencies of transportation could be 
correlated under a general transportation policy; third, continuing the 
studies into fundamental transportation problems which the Interstate 
Commerce Commission or other governmental agencies are not’ now 
able towmake, owing to the necessity of the current consideration of 
practical questions of operation and regulation. which arise daily; 
fourth, supplying a means for educating persons who desire to enter 
the transportation business, either as principals or employes of 
various regulatory bodies, and the public. 

There are invested in the transportation agencies of this country 
approximately fifty billon dollars. About ten billion dollars is ex- 
pended annually in the operation and maintenance of all transporta- 
tion agencies. While there are several public and private agencies 
engaged in gathering data bearing directly or indirectly upon trans- 
portation problems, and while a vast amount of data is available, 
most of it has, been gathered from the operative or regulatory point 
of view rather than the economic. A national transportation institute 
would not parallel or duplicate these activities, but would seek to 
utilize all existing transportation data and to correlate it with respect 
to its bearing upon transportation problems considered from the stand- 
point of national transportation policies. Transportation problems 
would be considered primarily from the economic, rather than the 
operative or regulatory point of view. 

The institute would seek to anticipate questions likely to arise in 
various transportation fields by securing and correlating in advance 
of the decisions of such questions the fundamental data upon which 
sound ¢onclusions upon such questions should rest. 

The business of transportation heretofore has been learned in the 
apprenticeship of the transportation business itself. Decisions upon 
questions of transportation organization and policy now rest upon the 
individual experience, observation and judgment of transportation 
executives and public men, and may or may not reflect a compre- 
hensive knowledge of transportation economics as a whole and may 
or may not be representative of a sound understanding of the fun- 
damental principles or bases of economic relationships. In fact, no 
organized basis of economic transportation facts upon which such 
decisions can be predicated now exists. Research into economic prob- 
lems related to transportation is far behind research in other fields, 
such as engineering, chemistry or medicine. There is no reason why 
the basis of fact and principle of transportation should be less or- 
ganized or less available than those of engineering, chemistry or 
medicine. A national transportation institute would do in the trans- 
portation field what is now being done by various private and public 
agencies in other scientific and economic fields. 

Fundamentally the purposes of the institute would be to accu- 
mulate and organize the knowledge of transportation, to establish its 
principles and relationships to agriculture, industry, trade and com- 
merce as a basis for wise decisions and sound public policies with 
respect to transportation problems and to furnish a facility for the 
information and education of those who will be responsible for trans- 
portation performance and regulation. Obviously, an institute of this 
kind must not be subject to financial control or other influence of 
special interests, but must be so organized and controlled as to 
insure the disinterestedness of its conclusions and so as to deserve 
and have the public confidence in its purposes and conclusions. This 
object will be secured by financing the institute under private auspices 
through contributions by transportation and the users of transporta- 
tion and the public generally, on such a wide basis as to insure the 
financial independence of the institute. While it is expected that 
the original financing will be done through subscriptions from shiP- 
pers, railroads and organizations and individuals interested in trans- 
portation, it ig hoped that the educational features of the institute. 
at least, can be made self-sustaining. 

The policy, direction and conclusions of the institute will be under 
a_ thoroughly disinterested and representative board ..of governors 
whose eminence in the fields which they represent and whose disin- 
terestedness will be beyond question, 





report of the Joint Commission of Agricultural 
relates to transportation, will make the following 
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The proceedings consist of the presentation 


‘and discussion of reports on every subject con- 


cerning the State and Federal regulation and 
control of railways and public utilities of every 
description under the jurisdiction of the yarious 
state commissions and of the federal body. 


The following is a brief summary of the 
topics brought up for consideration at the 1921 
convention: 


Report of General Solicitor of the Association 
on: 
Steam Railroad Rate cases; 
Electric Railway Rate case; 
Express Rate cases; 
Industrial Track case; 
Express Consolidation case; 
Wisconsin Rate case; 
Hay and Grain case. 
Report of Committee on Public Ownership 
and Operation; discussion. 
Report of Committee on Safety of Railroad 
Operation. 
(I. C. C. Commissioner McChord, Chairman.) 
Report of Committee on Grade Crossings and 
Trespassing on Railroads. 
Report of Committee on Railroad Rates. 
Grain Rate case; 
Live Stock case; 
Lack.of Power of State Commissions over 
Intrastate Rates; 
Uniformity of Intrastate Rates; discussion. 
Report of Committee on Public Utility Rates. 
Report of Committee on Car Service and De- 
murrage. 
(I. C. C. Commissioner, C. B. Aitchison, 
Chairman.) 
Round Table Conferences on “After-the-War 
Phases of Regulation.” 


ATLANTA, GEORGIA 


Security Warehouse Company 


100,000 Square Feet Floor Space 


100 A-1 Steel 
Steamers 


BALTIMORE, MD. 





THE TRAFFIC WORLD 





National Association of Railway and Utilities Commissioners 


Official Report of Proceedings of Convention Held October, 1921, Atlanta, Georgia 


Round Table Conferences on ‘Automobile 
Transportation, Omnibus and Jitney.” 

Report of Committee on Litigation. 

A Review of cases, both State and Federal. 
Orders of Federal Commission and their 
effect. 

Report of Committee on State and Federal 
Legislation; discussion. 

Resolution offered by Committee on State 
and Federal Legislation relating to amend- 
ment of the rate-making sections of the 
Interstate Commerce Act as amended by 
the Transportation Act. 

Resolution relating to Electric R. R. Rates. 

Resolution relating to Certificates of Con- 
venience and Necessity. 

Resolution relating to Car Service. 

Resolution relating to Amendment of the 
Valuation Act. 

Report of Speciat Committee on C»-operation 
of State and Federal Commissions. Con- 
ference with Federal Commission. 

Report of Committee on Statistics and Ac- 
counts of Railroad Companies. 

Report of Valuation Committee. 

Report of Committee on Express and other 
contract carriers by Rail. 

Consolidation of express companies ; 

tinitorm contracts with carriers; 

Claims ; 

Advance in rates; 

Conflict between State and Federal author- 
ities ; 

Reduction in wages. 

Report of Committee on Statistics and Ac- 
counts of Public Utility Companies. 
Annual Address of the President, James A. 

Perry. 


“Bankers of Merchandise’’ 


NAWSCO LINES 


FAST REGULAR INTERCOASTAL FREIGHT SERVICE 


PORTLAND, ME. 
BOSTON, MASS. 
PHILADELPHIA, PA. 


NEW YORK, N. Y. 


SAN DIEGO 


LOS ANGELES 
SAN FRANCISCO 


and 
OAKLAND 





Addresses of Gov. Thomas W. Hardwick; Hon. 
Joseph B. Eastman of the Interstate 
Commerce Commission, 8S. Z. Mitchell, of 
National Elee.ric Light Ass’n; M. H. 
Aylesworth, Executive Manager, National 
Electric Light Association: 

Consolidation of Power Companies. 
Formation of Holding Companies. 
Customer Ownership of Utilities. 

Kiectric Service no longer Local but State- 
Evolution of Regulation. wide. 
Formation of Public Service Commissions. 
Bugaboo of Home Rule. 

Regulation should be Progressive as well 

as Corrective. 

A limited number of copies of these proceed- 
ings will be printed and no second edition will 
be made. ‘The charge for the convention vro- 
ceedings, which will be printed and bound in 
cloth (copyrighted), is $4.00 a copy. 

The important data and information con- 
tained in this report will be of great value ty 
every public utility company of whatever size 
or nature coming under the jurisdiction of any 
of the state commissions, and every executive of 
every department in such organizations having 
anything to do with these subjects will find 
it of great benefit. 

The undersigned are the only authorized pub- 
lishers of this work, and authentic copies con- 
taining all the papers submitted at the Con- 
vention cen be had from no other source. 
THE STATE LAW REPORTING COMPANY, 

Official Reporters, 
National Association of Railway and Utilities 
Commissioners. 

(Official Reporters Interstate Commerce Com- 

mission, U. S. Shipping Board.) 

235 BROADWAY, NEW YORK CITY, N. Y 





Mr. Traffic Man: 


Do you have Storage and Distribu- 
tion problems at ATLANTA ? 


If so, 


we have the facilities and experience 
to be of real service to you. 









Fortnightly 
Sailings 





ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 






REFRIGERATOR SERVICE 
S. S. Deerfield and Neponset, 11,500 D.W.T., 12 Knots 


Monthly service from NEW YORK, BOSTON and BALTIMORE 







Through Bills-of-Lading to Hawaiian Islands and the Far East 





NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 


136 South Fourth Street, Philadelphia 


36 Exchange Street, Portland 


r ADMIRAL LINE, Pacific Coast Ports 


Owners and Operators U. S. Shipping Board Ships 


111 Summer Street, Boston 
11 Moore Street, New York City 
503 Keyser Building, Baltimore 


601 Bessemer Building, Pittsburgh 
112 West Adams Street, Chicago 















THE 
SHORT LINE REDUCED RATES 


The Traffic World Washington Bureau 


There is uncertainty as to what the short line railroads will 
do with regard to the ten per cent reduction tariffs that’ are to 
be filed by June 27. They have been discussing the subject, 
largely by correspondence. The influence of the American Short 
Line Association has been exerted in favor of compliance without 
requiring the Commission to issue an order, but some of its 
members, up to this time, have refused concurrence in the tar- 
iffs and connecting link supplements. 

The Commission has not seriously considered what it will 
do in the event a considerable number decline to issue orders. 
Its inclination is against the issuance of orders, especially in 
instances where it has not anything on the record pertaining to 
particular roads. 






































ELECTRIC RAILWAY MAIL PAY 


The Commisison has reopened No. 10227, electric railway 
mail pay, for re-examination of the facts put into the record 
upon which it fixed rates of compensation for carriage of the 
mails by urban and interurban electric railways, in accordance 
with the act of July 2, 1918. The reopening was ordered upon 
the petition of the American Electric Railway Association. It 
represented the prior order of the Commission did not give its 
members adequate compensation for the services performed by 
them. The Postmaster-General has resisted increase in com- 
pensation, which resistance is in line with his views on the sub- 
ject of transportation performed for his department by the 
steam railroads. The attorneys for the electric railroads have 
insisted that rates allowed their clients have not been as nearly 


compensatory as those allowed by the Commission for steam 
railroads, 


CAMBRIA & INDIANA BONDS 


Authority has been granted by the Commission to the Cam- 
bria & Indiana to issue $1,000,000 of general mortgage 6 per 
cent bonds and sell them at not less than 97% per cent of 
par and accrued interest, the proceeds to be used to pay off a 
$250,000 note to the Secretary of the Treasury, to pay off a 
$500,000 note to the Franklin Securities Corporation of Phila- 
delphia, and to reimburse the company’s treasury in part for 
expenditures for additions and betterments. 





The Edict Is Out! 


You may now know how the Commission’s 
decision in the big rate investigation will 
affect your rates and the basis of same on 
and after July 1. 






















If you don’t know we can tell you. Possi- 
bly they are unfair and need adjusting. 
If so, we can determine this for you. 


How will your rates ‘‘line up’’ with those 
of your competitor when these changes have 
been made? An analysis we can make will 
clearly show. 


Advice and data on any phase of transpor- 
tation supplied by experts. 


The Traffic Service Corporation 


Special Service Department 
505 Colorado Bldg. 





Washington, D. C. 


TRAFFIC WORLD 


Vol. XXIX, No. 


EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Tratfic Bulletin 


The Information Regularly Carried in This 

Publication Includes the Following: 
1—Released Rate Orders 

2—Fourth Section Orders 

3—Sixth Section Orders 

4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 

6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected by the I. C. C. 

8—Express Tariffs Filed with the I. C.C. 

9—Shipping Board Tariffs 

10—Adoption Notices 

11—Central Freight Association Docket 

12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 

15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 

19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
§88—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 

35—Embargo Notices, Modifications and Cancellations 
36—Steamship Sailings 

37—Express Classification Docket 

38—Address of Roads Filing First Tariff with I. C. C. 








Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 











June 24, 1922 


Direct Freight and Passenger Service From Gulf Ports to 


MEXICO 


VERA CRUZ — TAMPICO — PUERTO MEXICO 
FRONTERA — PROGRESO 
Joint Service of 


THE STEELE LINE 


The Mexican Fruit & Steamship Corporation 
The Bluefields Fruit & Steamship Company 


FROM NEW ORLEANS 
ss YUMA SS SIGVALD SS JAMAICA Weekly sailings 


FROM GALVESTON, TEXAS CITY & BEAUMONT 
SS OLGA S.—Semi-monthly sailings 
THE STEELE STEAMSHIP LINE, Inc., Agents 


Offices:—630 Common St., The Steele Bldg., 19 Moore St., 
New Orleans Galveston New York'City 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


CHICAGO OFFICE: 123 West Madison Street 


WACO, TEXAS 
aa THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


THE TRAFFIC WORLD 


The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 
Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


Caddo Transfer and Warehouse Company, Inc. 


615 Market Street, Shreveport, Louisiana 
P. O. Box No. 62 


=> MEDITERRANEAN ES 
oh 


EGULAR SAILINGS 


EGULAR 
FREIGHT 


SERVICE 
BETWEEN 


NEW YORK AND PHILADELPHIA 


and 
MARSEILLES, 


SPAIN ae 
GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of Spain, Morocco, 
Algeria, Tunisia, Cette, Nice and Near East 


SOCIETE LES AFFRETEURS REUNIS 


STHREE STAR LINE, Inc. 


M. E. Kienappel, 112 W. Adams St. 
PHILADELPHIA AGENT: 
23 Bridge St.NY.C. Bowling Ureen-2115 


Wesenberg & Co., 305 Walnat St. 


MUSKOGEE,OKLA.J == °° «© | 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


The largest public warehousing 
unit west of the Atlantic Seaboard - 


WESTERN 


WAREHOUSING COMPANY 
Polk Street Terminal, Pennsylvania System 


CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


MERCHANTS WAREHOUSE & DISTRIBUTING C° 


36th and Iron Streets, Chicago, Illinois 


Investigate Our Complete Service 


Our ideal location in the Heart of the Central Manufacturing District 
of Chicago, with the very best of rail and water transportation at your 


disposal, enables us to save the manufacturer and shipper all cartage charges | 


and to expedite shipments of merchandise. 
Daily Package Car System operated to all important cities by the Chicago 


Connection is made with the | 


Junction Railroad. This road enters our warehouse and connects with all 


railroads entering Chicago. 


Chicago Steamship Lines, reaching all Great Lakes Ports, and eastern 
gateways via water and rail, offer a substantial saving in freight rates. 


Their steamers sail regularly from our dock, on the south branch of the ° 


Chicago River. We handle export as well as domestic shipments. Through 
bills of lading to foreign countries negotiated. 


_ Investigate! Get further facts regarding our exceptional service and 
acilities for storage and shipping. Write, phone or wire at our expense. 


No Cartage Charges on Rail & Water Shipments—Daily Pac 


kage Car System—Export & Domestic Trade 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

June 24—Washington, D. C.—Examiner Shanafelt: 
12827—Republic of France vs. M. K. & T. et al. 
June 24—Denver, Colo.—Examiner Hosmer: 
13787—Edward Grimes and Samuel Friedman, co-partners, doing 
business under the firm name of Grimes and Friedman, vs. A. T. 
& S. F. et al. . 
13651—Edward Grimes and Samuel Friedman, doing business as 
Grimes and Friedman, vs. A. T. & S. F. et al. 
13641—The James G. Noll Lumber Co. vs. U. P. R. R. et al. 


June 24—Argument at Washington, D. C.: 
12410—Fageol Motors Co., Inc., vs. Director General, C. M. & St. P., 


et al. 
12410 (Sub. No. 1)—Moreland Motor Truck Co. vs. Director General, 
Cc. M. & St. P. et al. 
13005—Weirton Steel Co. vs. Monongahela Ry. et al. 
il. and S. 1528—Cancellation of through rates on apples from Pacific 
coast. 
June 24—Santa Fe, N. M.—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 
June 26—Washington, D. C.—Examiner Mullen: 
* 9200—Railway mail pay. 
June 26—Washington, D. C.—Examiner Kelley: 
Valuation Docket 21—Carolina R. R. Co. 
Valuation Docket 37—Kinston Carolina R. R. and Lumber Co. 
June 26—Argument at Washington, D. C.: 
«yy eames & Co. vs. Director General, Montpelier & Wells 
ver et al. 


12573—Sprague Tire and Rubber Co. vs. Director General, U. P. et al. 
12797—Firestone Tire and Rubber Co. vs. Director General. 


June 26—Washington, D. C.—Examiner Shanafelt: 

13833—Hampton & Branchville R. R. & Lumber Co. vs. A. C. L. et al. 
June 26—Fargo, N. D.—Examiner Kephart: 

12967—C. H. Hammond et al. vs. Midland Continental et al. 


June 26—St. Louis, Mo.—Examiner Pitt: 

9702—Memphis-Southwestern investigation. (Further hearing on 
question of fourth section relief.) 

Fourth section applications covered by fourth section order No. 
7542, as amended, respecting rates on classes and commodities be- 
tween Mississippi River points via routes operating west of Mis- 
sissippi River. 


June 27—Washington, D. C.—Examiner Marchand: 
wee Docket 5—Supplemental valuation of Winston-Salem S. B. 
y. Co. 


STATISTICS 


Back up your conclusions 
and arguments with figures. 


They Help Wonderfully 


We supply them—not only 
those carried by the Inter- 
state Commerce Commis- 
sion, but also those carried 
by any other department of 
the federal government. 





Ask us about it 


The Traffic Service Corporation 


Special Service Department 


Colorado Bldg. Washington, D. C. 








Docket of the Commission 





June 27—Argument at Washington, D. C.: 
13182—Wichita Board of Commerce vs. A. T. & S. F. et al. 
12721—Anderson, Clayton & Co. vs. Director General. 
12485—Southern Products Co. vs. Director General, Alabama & Vicks- 
burg et al. ‘ 

June 28—Argument at Washington, D. C.: 

13047—City of Detroit vs. C. & O. et al. 

12385—Dyer Packing Co. vs. Director General, B. & O. et al. 

13020—Nivison-Weiskopf Co. vs. Director General. 

12792—American Hominy Co. vs. Director General. 

“ae Iron Works et al. vs. Director General, A. C. & Y. 
et al. 

June 28—Washington, D. C.—Examiner Shanafelt: 

13583—Burroughs Adding Machine Co. and Dalton Adding Machine 
Co. vs. Mich. Cent. et al. 

June 28—Salt Lake City, Utah—Examiner Hosmer: 

12482—Ogden Packing & Provision Co. vs. A. T. & S. F., Director- 
General, et al. 

June 28—Washington, D. C.—Examiner Marchand: 

Valuation Docket 8—Wrightsville & Tennille R. R. Co. 

Valuation Docket 27—Louisville & Wadley Valley R. R. Co. 

June 28—Washington, D. C.—Examiner Kelley: 

Valuation Docket 40—Wadley Southern Ry. Co. 

Valuation Docket 28—Albany Passenger Terminal Co. 

Valuation Docket 25—Sylvania Central Ry. Co. 

June 29—Spokane, Wash.—Examiner Kephart: 

bee ty “hey J. Carney & Co. et al. vs. Director-General, A. T. & S. F. 
et al. 

June 29—Argument at Washington, D. C.: 

— Valley Brick Co. vs. Director General and Hocking 

alley. 

12846—Dayton Malleable Iron Co. vs. K. & M. et al. 

12878—Milwaukee Western Fuel Co. vs. Director General. 

* Finance Docket 1703—In the matter of the application of the Pere 
Marquette Ry. Co. for certificate of public convenience and neces- 

. _Sity authorizing it to abandon a line of railroad. 

* Finance Docket 1707—In the matter of the application of the Pere 
Marquette Ry. Co. for certificate of public convenience and neces- 
sity authorizing it to abandon a branch line of railroad. 

June 30—Washington, D. C.—Examiner Shanafelt: 

13614—The Hanging Rock Iron Co. vs. N. & W. et al. 

June 30—Salt Lake City, Utah—Examiner Hosmer: 

1. and S. 1562—Iron and steel articles from Utah common points to 
California points. Such fourth section departures as may exist. 

June 30—Argument at Washington, D. C.: 

12708—Ballou Brick Co. et al. vs. A. T. & S. F. et al. 

* Finance Docket 2227—In the matter of the application of Martin 
Walsh, receiver, Memphis, Dallas & Gulf R. R. Co., for a certificate 
of public convenience and necessity authorizing it to abandon a 
portion of its line of railroad. 

July 1—Cairo, Ill—Examiner Oliver: 

I. and S. 1551—Silica from southern -Illinois points to eastern cities. 
portions of Fourth Section App. 2045, I. C.; 2060, Tucker; 2138, 
M. & O.; 3239 and 3270, C. & E. I.; 4218, 4219 and 4220, M. P. 

July 1—Williamsport, Pa.—Examiner Hunter: 

13566—Central Pennsylvania Lumber Co. vs. Director-General, Sus- 
quehanna & N. Y. et al. 

July 1—Seattle, Wash.—Examiner Kephart: 

13511—Albers Bros. Milling Co. vs. Director-General. 

July 3—Minneapolis, Minn.—Examiner Howell: 

l. and S. 1558—Coal from Kentucky, Tennessee and Virginia to north- 
ern and northwestern points. Such fourth section departures as 
may exist. 

July 3—Seattle, Wash.—Examiner Kephart: 

12158—Frye & Co. vs. G. N. et al. 

12158 (Sub. No. 1)—Swift & Co. et al. vs. G. N. et al. 

July 3—Salt Lake City, Utah—Examiner Hosmer: 

10856—Utah State Automobile Assn. vs. A. T. & S. F., Director- 
General et al. 

July 3—Cairo, Ill.—Examiner Oliver: 

13733—Vehicle Supply Co. vs. Ill. Cent. et al. 

13732—H. L. Halliday Milling Co. vs. Director-General, M. & O. 

13734—Cyrus C. Shafer Lumber Co. vs. Director-General, Ill. Cent. 

July 5—Buffalo, N. Y.—Examiner Hunter: 

1. and. S. 1552—Increased switching charges at Jamestown, N. Y. 

= | 5—Minnaepolis, Minn.—Examiner Howell: 

13692—Nick Roller vs. M. St. P. & S. S. M. 

13708—Ewart Grain Co. vs. C. R. I. & P. Ry. et al. 

July 6—Minneapolis, Minn.—Examiner Howell: . : 

* 1. and S. 1583—Non-surrender of inbound billing in connection with 
proportional rates on grain between the Twin Cities and Lake 
Superior ports. 

13371—Washburn-Crosby Co. vs. Director-General. 

July 6—Washington, D. C.—Examiner Sweet: 

* 13345—In the matter of divisions of joint rates, fares and charges on 
traffic interchanged between the M. & N. A. R. R. Co. and its con- 
nections. 

July 6—Olympia, Wash.—Department of Public Works: 

* Finance Docket 2172—In the matter of the application of the 
Wenatchee Southern Ry. Co. to construct a line of railroad. 

har 6—Washington, D. C.—Examiner Shanafelt: 

13875—The Oklahoma Southwestern Ry. Co. vs. St. L.-S. F. et al. 

July 6—Richmond, Va.—Examiner Shanafelt: 

13764—Richmond Guano Co. vs. Aberdeen & Rockfish R. R. et al. 

13742—Virginia-Carolina Chemical Co. vs. Director General, Wash- 
ington & Choctaw Ry. 

13745—Virginia-Carolina Chemical Co. vs. A. C, L. R. R. et al. 

July 6—Buffalo, N. Y.—Examiner Hunter: 

13524—Hammond Iron Works vs. Pa. R. R. et al.; portions Fourth 
Section App. 1563 and 1572, B. & O.; 1625, McCain. 

July 6—Louisville, Ky.—Examiner McQuillan: 
13610—Henry Knight & Son vs. Director-General and Sou. Ry. 

Portions of fourth section application 1548 of Sou. Ry., which re- 

late to scrapped tin cans. 

13571—The L. & N. R. R. Co. vs. Cumberland & Manchester. 
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Firm Financial 
Foundation 


In selecting your freight forwarder it is 
particularly necessary for you to demand the 
strongest financial standing in your choice. 
Can you afford to entrust your goods to any 
but the most reliable ? 


The House of Andrews, established in 
1884, enjoys a financial prestige second to none. 


We invite your request for references. 
Send for our booklet ‘‘What We Do and How 


We Do It.” 
Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York 


Philadelphia Office 
788 Drexel Building 


Boston Office 
44 Broad Street 








AUTO-UTILITY DESKS 


Automatic V Expansion, Wood-Steel 
Construction, roller bearing steel ex- 
tension slide drawers, desks ‘‘built to 
individual measure” are all exclusive 
advantages that cost far less to use, yet 
cost no more to buy. 


AUTOMATIC FILE & INDEX CO. 
E. 10th Street, GREEN BAY, WIS. 
Chicago Branch, 29 S. La Salle St. 


SEND FOR— 
New No. 23T 

A uto- Utility 
Desk catalog and 
be sure you have 
our General No. 
22T catalog and 
Special A uto- 
matic Tariff File 
information. 
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PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


FROM 


New York, Baltimore 


Norfolk, Philadelphia 


Thru bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash. ; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Cleveland, Ohio 
39 South St. Drexel Bldg. Oliver Bidg. Marshall Bidg. 
And at our Branch Offices at ports of call, etc. 


sd 


BAD ORDER CARS cause the loss of many 
hard earned dollars to railroad companies and ship- 
pers of grain, seed, food stuffs and package goods. 















MUCH OF THIS LOSS can be saved by the 
use of Kennedy Car Liners. These car liners prac- 
tically condition a bad order car and enable ship- 
pers to load cars that otherwise would be rejected. 

























KENNEDY SYSTEM of car liners prevent 


leakage in transit and afford sanitary protection to 
bulk shipments and food stuffs. 


WE MAKE Kennedy Car Liners for all cases 
of bad order cars, consisting of full Standard Liners, 
End Liners, Door Liners, Sanitary and Sand Liners. 


WILL YOU NOT give us an opportunity to 
submit full details of our system and the low cost 
of same? Weare confident this would demonstrate 
to you the efficiency and money saving merits of 
our proposition. 


The Kennedy Car Liner & Bag Co. 


SHELBYVILLE, INDIANA 
Canadian Factory at Woodstock, Ont. 
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sa ir 8 ow eae at Washington, D. C.: 
1 - Spee and repair of railway equipment (C. R, R. of 
11948—The Glacifer Co. vs. American Ry. Exp. Co. 
_ 6—Salt Lake City, Utah—Examiner Hosmer: 
12325— Wasatch Coal Co. et al. vs. Director-General. 
12328—Jeremy Fuel & Grain Co. et al. vs. Director-General. 
July 7—Richmond, Va.—Examiner Shanafelt: 
* 13741—Virginia-Carolina Chemical Co. vs. Director General. 
* 13746—Virginia-Carolina Chemical Co. vs. G. C. S. F. et al. 
* 13753—Virginia-Carolina Chemical Co. vs. Director General. 


July 7—Minneapolis, Minn.—Examiner Howell: 


13657—W. H. Barber Co. et al. vs. Alabama & Vicksburg et al. 
July 7—Jonesboro, Ark.—Examiner Oliver: 


13689—R. L. Muse Lumber Co. vs. Director-General. 


i 7—Argument at Washington, D. C.: 
12911—Cement rates from Sugar Creek, Mo., to Kansas City, Mo. 


“Se ee Portland Cement Co. vs. Director General, A. T. & 
S. F. et a 


1. 
10517—Atlas Portland Cement Co. vs. Director General, A. T. & 
S. F. et al. 
Jul 8—Richmond, Va.—Examiner Shanafelt: 
13743—Virginia-Carolina Chemical Co. vs. Director General, as agent. 
13744—Virginia-Carolina Chemical Co. vs. Director General, as agent. 
July 8—Dayton, O.—Examiner Jewell: 
1. and S. 1556—Newsprint paper from Canada to Nashville, Tenn. 


i. and S. 1556—Newsprint paper from Canada to Nashville, Tenn. 
(first supplemental order). 


July 10—Chicago, Ill.—Examiner Cheseldine: 
Fourth Section Application 2660 of A. T. & S. F. Ry.—Commodities 
between St. Louis, Mo., and points taking same rates and Ft. 
Madison, Shopton, Macuta and Bricker, Ia. Numerous other appli- 


cations relating to rates on classes and commodities between 
various points. 


July 10—Trenton, N. J.—Examiner Smith: 
13724—Golding Sons’ Co. vs. N. Y. N. H. & H. R. R. et al. 
July 10—Detroit, Mich.—Examiner Hunter: 


13685—F. M. Sibley Lumber Ce; vs. Director General, Detroit Ter- 
minal R. R. et al. 


July 10—Rocky Mount, N. C.—Examiner Shanafelt: 


1 1 eaeaematamee & Garrett ys. A. C. L. R. R., Director General, 
et al, 


July 10—Chicago, Ill.—Examiner Howell: 
1. and S. 1568—Increased rates on hosiery. 
July 10—Tacoma, Wash.—Examiner Kephart: 


13761—Traffic and Transportation Bureau of Tacoma Commercial 
Club and Chamber of Commerce vs. Nor. Pac. et al. 


a 10—Shreveport, La.—Examiner Oliver: 
13784—Crawford & Sebastian Co. vs. C. R. I. & P. et al. 


July 10—New Orleans, La.—Examiner McQuillan: 


Il. and S. 1548—Cottonseed oil from Oklahoma producing points to 
Louisiana points. 


Portions of fourth section application 637 of F. A. Leland. 
July 10—Indianapolis, Ind.—Examiner Jewell: 
13679—Public Service Commission of Indiana vs. Ann Arbor et al. 


Daily Traffic World 
Traffic Bulletin 


Contains daily all the information 
published later in the weekly 


Traffic World 


and in the weekly 


Traffic Bulletin 


A subscription also includes a valuable 


SERVICE FROM WASHINGTON 


that makes the price seem trifling. 













Write for Particulars 


THE TRAFFIC SERVICE CORPORATION 


Publisher The Traffic World 
418 S. Market Street, Chicago 
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1367i—The Public Service Commission of Tndfana et “al. vs."AT!R" « 
& S. F. Ry. et al. 
July 10—Fresno, Cal._—Examiner Hosmer: 


1. and S. 1561—Estimated weights and package specifications on 
dried fruits. 


July 11—New Orleans, La.—Examiner McQuillan: 


| .and S, 1554—Sugar from Baton Rouge, La., to Mobile, Ala., and 
Gulfport, Miss. ‘ 


July 11—Indianapolis, Ind.—Examiner Jewell: 
13695—Wasmuth-Endicott Co. vs. Wab. Ry. Co. et al. 
13691—Louis Sagalowsky vs. Baltimore & Ohio et al. 


July 11—Chicago, Ill.—Examiner Howell: 
13403—Globe Rendering Co. vs. Director Generar. 


~~ 11—Chicago, Ill.—Chief Examiner Quirk: 
13510—Baltimore Chamber of Commerce et al. vs. A. T. & S. F. et al. 


July 11—Washington, D. C.—Examiner Kephart: 
Fourth Section Application Nos. 601, A. & V. Ry.; 540, Chattanooga 
Sou. Ry.; 484, G. & S. I. R. R.; 12096, L. & N. R. R.; 2045, I. C. 
R. R.; 1625, C. C. McCain and others. 
July 12—Portland, Ore.—Examiner Kephart: 


* 11669—Stewart-Warner Speedometer Corp. et al. vs. Director Gen- 
eral, C. & N. W. et al. 


13628—Olney-Hart, Inc., operating the Stewart-Warner Products 
Service Station, Spokane, Wash., vs. C. M. & St. L. et al. 
13541—Carlton Consolidated Lumber Co. vs. Director-General, and 
Sou. Pac. 
July 12—Philadelphia, Pa.—Examiner Smith: 
11760—Frank P. Miller Paper Co. et al. vs. Pennsylvania R. R. et al. 
bar a abate Slag Products Co. et al. vs. Pennsylvania R. R. 
et al. 
July 12—Argument at Washington, D. C.: 
6606—Southern Pacific Co.’s ownership of Atlantic S. S. Lines. 
11824—-Farley & Loetcher Mfg. Co. et al. vs. Director General, A. T, 
& S. F. et al. 
July 12—Chicago, Ill.—Examiner Howell: 


12873—C. A. Alling, doing business as Forest City Cotton Oil Co., vs. 
Director General. 


13499—Konz Box and Lumber Co. vs. Director General, M. St. P. & 
S. S. M., et al. 

July 12—New Orleans, La.—Examiner McQuillan: 

1; and S. 1557—Manure from New Orleans, La., to points in Alabama 
and Mississippi. 

July 12—Kalamazoo, Mich.—Examiner Hunter: 
13157—Western Paper Makers’ Chemical Co. vs. Director General, 

Alabama Central R. R., et al. 

~-_- 12—Savannah, Ga.—Examiner Shanafelt: 
13441—The Southern Cotton Oil Co. vs. Director General. 

July 12—Lake Charles, La.—Examiner Oliver: 

13051—R. L. Abbott et al. vs. Director General, C. R. I. & P. Ry. 
et al. 

July 12—Los Angeles, Cal.—Examiner Hosmer: 

1 Holly Sugar Corp. vs. Director-General. 

~~ 13—New Orleans, La.—Examiner McQuillan: : 
13736—New Orleans Joint Traffic Bureau vs. Arcade & Attica R, R. 

et al. 

July 13—Chicago, Ill—Examiner Howell: 
43370—The Clay Products Co. vs. Director General. 

July 13—Grand Rapids, Mich.—Examiner Hunter: 
13655—Grand Rapids Terminal Belt Ry. Co. vs. Pere Marquette Ry. 

et al. 
13431—Michigan Paper Mills Traffic Assn. vs. Michigan Central R. R. 
et al. 

July 13—Argument at Washington, D. C.: ¢ ’ , 
{. and S. 1535—Lumber from California to Minnesota and Wisconsin. 
13112—Clay County Coal Operators’ Assn. et al. vs. Cumberland & 

Manchester et al. 

1 13—Macon, Ga.—Examiner Shanafelt: 
13017—Ideal Supply Co. vs. Southern Ry. Co. et al. 
13696—Bibb County Farm Bureau vs. Central of Georgia Ry. et al. 

July 13—Portland, Ore.—Examiner Kephart: 
13596—Pacific Grain Co. vs. Director-General, 0.-W. R. R. & N. Co. 


et al. 
13597—Pacific Grain Co. Inc., vs. Director-General, Nor. Pac. 
July 14—St, Louis, Mo.—Examiner Jewell: 
I. and S. 1544—Cancellation of L. C. L. commodity rates from St. 
Louis, Mo., to southeastern Missouri points. 
July 14—New York, N. Y.—Examiner Smith: 
13177—Winslow & Co., Inc., vs. Director General. 


July 14—Chicago, Ill.—Examiner Howell: 


10804—Barnett Oil and Gas Co. vs. Director General, Louisville & 
Nashville et al. 


peake & Ohio Ry. et al. 
13698—Thomas Madden, Son & Co. et al. vs. Director General, Chesa- 
July 14—Houston, Tex.—Examiner Oliver: 
13720—Standard Rice Co., Inc., vs. Galveston, Harrisburg & San 
Antonio Ry. et al. 
July 14—Macon, Ga.—Examiner Shanafelt: 
13735—Shadburn Bros. vs. Baltimore & Ohio et al. 
13794—Macon Chamber of Commerce vs. Louisville & Nashville et al. 
July 14—Portland, Ore.—Examiner Kephart: 
13776—The Portland Flouring Mills Co. vs. G. N. et al. 
13788—The Portland Flouring Mills Co. vs. S. P. & S. et al. 
July 14—San Diego, Cal.—Examiner Hosmer: 
13701—The Spreckels “Savage” Tire Co. vs. A. T. & S. F. et al. 
July 15—Chicago, Ill—Examiner Howell: : 
* I> and S. 1582—Banana carrier material from interstate points to 
southwestern points. 
~~ 15—Portland, Ore.—Examiner Kephart: 
ourth section application 12125 of S. J. Henry—Rates between 
north Pacific coast points—L. C. L. commodity rates to Grays 
Harbor and Willapa Bay points. 
July 15—Austin, Tex.—Examiner Oliver: 
13072—In the matter of a regulation prescribed by the Railroad Com- 
mission of Texas requiring carriers to slat stock cars for trans 
portation of watermelons in Texas. 
July 15—St. Louis, Mo.—Examiner Jewell: ~ - 0 
Wage Mid-Continent Equipment and Machinery Co. vs. M. & % 
. R. et al. ‘ 
re Walter A. Zelnicker Supply Co. vs. Chesapeake & Ohio 
y. et al. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD Freight Service 


WHITE STAR DOMINION LINE AMERICAN LINE 
roducts Customs House Brokers, Forwarding aaa ig LINE . LEYLAND LINE 
al, and and Clearing House Agents E WHITE STAR LINE 


REGULAR SAILINGS 
oe. , LAREDO, TEXAS FROM 


gta New York Portiand, Me. Norfolk 
a Branches in all Principal Cities in the Republic of Mexico Boston Montreal Mobile 


Philadelphia Baltimore New Orleans 
s. Galveston Brunswick 
A. f ee eS ee ee TC TO 


’. et al, 


anooga 
s, &« € 


r Gen- 


os ; London Avonmouth Dinss Australia 
Co., vs. Originators of package car ser vice to a Southampton — Tasmania 
t. P. & ; ; anchester Antwerp enoa New Zealand 
aed Mexico City. Glasgow Hamburg Naples : 


\labama Operators of through package car International Mercantile Marine Co. 


° e 4 i. A. C. Fetterolf, Freight Traffic Manager 
service from St. Louis, Kansas City, Chi + matic ggg "Martin yg Ee 


and Dallas 327 South La Salle Mion 7 
cago . Chicago, !inols. Minneapolls, Mi 
€. J. McConnell, Southwestern om tence 
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We are the connecting link between | 
American railways and the Mexican rail- asitiie ‘ 
tem [| ways. Pacific—Caribbean— 
«sf Have banking arrangements making Gulf Line 
iscorst — | possible shipper’s order shipments to all 
points within the Republic of Mexico. DIRECT SERVICE 
. et al. BETWEEN 


| Assume all pilferage risk of packages NEW ORLEANS 
«““ °F | in our package cars south of the border. GALVESTON 


from st Our own warehouses in Laredo, Texas, HOUSTON 
| | and Mexico City. MOBILE 


uisville & We have just completed a pamphlet in = 

+s San Diego, Los Angeles Harbor, San Francisco, 
concrete. Suen, grvang complete data for Portland, Tacoma, Seattle and other Pacific 
the benefit of the American shipper in 


- . , : ” Coast Ports via Panama Canal 
handling his business with the Republic 
° ° ° ° SS ‘“‘“HOBOKEN’”’ From the Gulf, Early July 
“—— of Mexico. This pamphlet will be mailed SS “OSAGE” "Middle July 
upon application. SS ‘‘“REDHOOK Late July 


al. SS ‘“‘“REDHOOK’”’ From the Pacific Coast, 2d half June 
SS ‘“‘DELCO’”’ ‘Late July 
et al. 


‘ s s SS ‘“‘AGWIDALE” ‘“ 8 ‘* a3 ‘¢ Early August 
Now operating our own special trains SS “*“ELDORADO’’ sé “é 66 ‘6 lst half August 


throughout the Republic of Mexico SS “‘NYANZA” Ps a ee «2d half August 
3 between and can assure prompt and efficient Rates quoted, bookings and ne information furnished upon 


; to Grays service throughout. THE STEELE ST EAMSHIP LINES, Incorporated 
lroad Com- 


; GENERAL GULF AGENTS 
for tran rere 630 Common St., New Orleans, La. 
-. HAL x. BRENN AN Ss. E. LEONARD Steele Bidg. SWAYNE & HOYT, Inc. 50 Broad St. 


Galveston, Texas 430 Sansome St. New York City 
Kke & Ohi0 San Francisco, Calif. 
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There Is Just One 


LG 
ft uw 
tii 


GUIDE AND 
RATE BOOK 


Parcel Post Guide 


AND 


Rate Book 


And We Are 
Its Publishers 


It is the only Guide and Rate Book that can be 
used in figuring charges between any two post 
offices in the United States, that is good any- 
where, that is not full of needless information 
and that may be used indefinitely. 


It is accurate, easy to use, and up-to-date. 


It is printed on good paper, from new type and 
it is splendidly bound in semi-flexible Keratol. 


READY NOW 


Delivered Price $3.00 


THE TRAFFIC SERVICE CORP’N, 418 So. Market St., Chicago, Ili. 
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Inland Marine Corporation 


Provides 
LOW ALL WATER FREIGHT RATES 
VIA 
The New York State Barge Canal Route 
FROM 
NEW YORK HARBOR POINTS 

TO 

BUFFALO, N. Y. DETROIT, MICH. MILWAUKEE, WIS. 

CLEVELAND, OHIO DULUTH, MINN. ST. PAUL, MINN. 

CHICAGO, ILL. MINNEAPOLIS, MINN. ST. LOUIS, MO. 


and Points in the Same Rate Territories 


COMPANY’S OFFICES: 
NEW YORK CITY, 15 Moore Street, Phone Bowling Green 3516-9 

BUFFALO, N. Y., 522 Ellicott Square, Phone Seneca 8203 
MINNEAPOLIS, MINN., 20 Builders’ Exchange, Phone Atlantic 0596 









-. Increased Trackage Facilities 
The PORT OF TACOMA announces the completion 


of its Yard No. One. This yard, in connection with Piers 
One and Two, is of 500 cars capacity and will be aug- 
mented by three similar yards upon completion of other 
piers. 

This trackage system, served at all hours by our own 
switch engine, insures the speedy dispatch of vessels and 
eliminates all delays in delivering cars to the four trans- 
continental railroads with which it is connected. 


PORT OF TACOMA 
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July 15—New York, N. Y.—Examiner Smith: 
13221—The Thomas Iron Co. vs. Lehigh & Hudson River Ry. et al. 

July 15—Macon, Ga.—Examiner Shanafelt: 
13011—Macon Chamber of Commerce vs. C. 
13016—Macon Chamber of Commerce vs. A. 


iy! 17—Chicago, Ill.—Examiner Hunter: 
* 11757—Chicago, St. Paul, Minneapolis & Omaha Ry. Co. et al. vs. 
Great Lakes Transit Corp. 
Julv et ae Ill.—Examiner Howell: 
13663—J. D, Hollingshead Co. vs. M. K. & T. Ry. et al. 
13697—Chicago Fire Brick Co. vs. C. & E. I. R. R. et al., portions 
Fourth Section Appl. 696, Leland; 1606, Fulton. 
July 17—New York, N. Y.—Examiner Smith: 
13349—David Kaufman & Sons Co. vs. C. R. R. of N. J. et al. 
ey ww Electro Chemical Co. et al. vs. Atlantic City R. R. 
et al. 
July 17—Washington, D. C.—Commissioner Aitchison: 
* 13896—In re rules governing ratings of coal mines other than anthra- 
cite, and the distribution of cars to such mines. 
oo 17—Meridian, Miss.—Examiner McQuillan: 
13391—Meridian Fertilizer Factory vs. M. & O 
gS Louis, Mo.—Examiner Jewell: 
10912—Acme Cement Plaster Co. vs. Director General, Pere Mar- 
quette et al. 
10950—Acme Cement Plaster Co. vs. Director General, A. T. & S. F. 


et al. 
10951 (Sub. Nos. 1 and 2)—Acme Cement Plaster Co. vs. Director 
General, Quannah, Acme & Pacific Ry. et al. 
10952—Acme Cement Plaster Co. vs. Director General, 
Acme & Pacific Ry. et al. 


July 17—Phoenix, Ariz.—Examiner Hosmer: 
Il. and S. 1555—Class arbitraries between stations on Globe division 
of Arizona Eastern R. R. 
~~ 18—Waco, Tex.—Examiner Oliver: 
13813—Archnehold Automobile Supply Co. et al. vs. Albany Southern 


R. R. et al. 
13656—Early-Foster Co. vs. A. T. & S. F. Ry. et al. 


Jum 18—Chicago, Ill.—Examiner Howell: 
13707—Western Silo Co. vs. Ill. Cent. R. R. et al. 


“—_ 18—New York, N. Y.—Examiner Smith: 
13607—Central Refining Co., Inc., vs. Director General. 
13638—Bristol Brass Corp. vs. Director General, N. Y. 
13638 (Sub. No, 1)—Bristol Brass Corp. vs. N. Y. 

Director General et al. 


* 12530—In re distributicn among coal mines of privately owned cars 
and cars for railroad fuel. 


July 18—Phoenix, Ariz.—Examiner Hosmer: 
13180—E,, A. Tovera & Co. et al. vs. Director General. 
July 19—Waco, Tex.—Examiner Oliver: 
i. and S. 1569—Increase in rates on cane seed. 
July 19—Augusta, Ga.—Examiner Shanafelt: 
13714—Merry Bros. vs. Alcolu R. R. Co. et al. 
uly 19%—New York, N. Y.—Examiner Smith: 
13642—International Pulp Co. vs. Director General. 
13660—Butterworth-Judson Corp. vs. Director General, C. R. R. of 
N. J. 


July 19—Tuscaloosa, Ala.—Examiner McQuillan: 
13213—Tuscaloosa Cotton Seed Oil Co. vs. Southern Ry. et al. 
13213 (Sub. No. 1)—Gulfport Grocery Co. vs. L. & N. R. R. 


July 19—San Francisco, Cal.—Examiner Kephart: 
1; and S. 1566—Proportional basing fares to Ogden, Utah. 


July 20—Kansas City, Mo.—Examiner McChord: 
!. and S. 1574—Petroleum oil and its products from Texas to Colorado 
points. 


July 20—Birmingham, Ala.—Examiner McQuillan: 
13781—Central Iron and Coal Co. vs. Director General, M. & O. R. R. 
et al. 


July 20—Ft. Worth, Texas—Examiner Oliver: 
14522—Montrose Oil Refining Co., Inc., vs. Director General. 
13627—Burnett-Yount Horse and Mule Co. et al. vs. Abilene & South- 
ern Ry. et al., portions of Fourth Section Appl. Nos. 461, 462, 621, 
673 and 678, Leland. 


July 20—Chicago, Ill.—Examiner Howell: 
1. and S. 1573—Reconsignment of lumber and other forest products 
at Dupo, Ill. 
July 20—Oshkosh, Wis.—Examiner Hunter: 
13827—Northern Hemlock and Hardwood Manufacturers’ Assn. vs. 
Ann Arbor R. R. et al. Portions of Fourth Section App. 1864, W. 
H. Hosmer: 1783. Hosmer; 2892, C. M. & St. P. Ry.; 4652, M. St. 
P. & S. S. M. Ry. 
July 20—San Francisco, Cal.—Examiner Kephart: 
= Mohr & Sons’ New England S. S. Co., Director-General et 


al. 
12946—Charies Harley Co. vs. Director-General. 


12552—The National Petroleum Assn. et al. vs. Director General, 
ra. R. R. et al. 
~— 20—Phoenix, Ariz.—Examiner Hosmer: 
13765—Saginaw & Manistee Lumber Co. et al. vs. A. T. & S. F. et al. 
13774—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. A. T. & S. F. et al. Such fourth section departures as may 
exist. 
~- 21—San Francisco, Calif.—Examiner Kephart: 
13762—Standard Oil Co. vs. Ariz. Eastern et al. 
13587—Standard Oil Co. vs. A. T. & S. F. et al. 
~— 21—Kansas City, Mo.—Examiner Jewell: 
13055—McGrew Coal Co. vs. Director General and Mo. Pac. 
July 21—Birmingham, Ala.—Examiner McQuillan: 
13728—J. R. Thames vs. Ala. & N. W. R. R. et al. 
13649—J. R. Thames vs. Alabama & N. W. R. R. et al. 
~~ 21—New York, N. Y.—Examiner Smith: 
13722—West Virginia Pulp and Paper Co. vs. Director General. 
July 22—Norfolk, Va.—Examiner Mackley: 
1. and S. 1571—Cancellation of commodity rates on strawberries from 
Virginia points to eastern destinations. 
—_ 22—San Francisco, Cal.—Examiner Kephart: 
13769—Globe Grain & Milling Co. vs. Director-General. 
section departures as may exist. 
July 24—Chicago, Ill—Examiner Howell: 
9977—The Chicago Live Stock Exchange vs. A. T. & S. F. et al. 


12614—The Chicago Live Stock Exchange vs. Director General, A. T. 
& S. F. et al. 


N. O. & T. P. Ry. et al. 
Cc. L. R. R. et al. 


| RR. owt 


Quannah, 


N. H. & H. 


N.' H. & H. R., R., 


Such fourth 





July 24—San Francisco, Cal.—Examiner Kephart: 
13556—C. E. Grosjean, doing business as C. E., Grosjean Milling Co. 
vs. Director-General. 
ee Mill, Ltd., vs. Director General, Southern Pacific Co. 
et al. 
July 24—Kansas City, Mo.—Examiner Jewell: 
13564—Western Petroleum Refiners’ Assn. vs, St. L.-S,..F. .et al. 
13563—Western Petroleum Refiners’ Assn. vs. C. R. I. & P. et al. 
13568—Western Petroleum Refiners’ Assn. vs. Mo. Pac. et al, 


= 24—New York, N. Y.—Examiner J. E. Smith: 
13673—Binney & Smith Co. vs. Ft. Smith & Western et al. 
13723—United Paperboard Co., Inc., vs. Morristown & Erie et al. 
July 24—Knoxville, Tenn.—Examiner McQuillan: 
13693—B. J. Thorp vs. Director General. 


July 24—Douglas, Ariz—Examiner Hosmer: 

12364—Southern Arizona Traffic Assn. et al. vs. Director-General, 
Ariz. Eastern et al. 

12391—Southern Arizona Traffic Assn. et al. vs. Director-General, 
Ariz. Eastern et al. 

July 25—Kansas City, Mo.—Examiner McChord: 

(. and S. 1577—Minimum weight on liquid asphalt and asphaltum in 
tank cars. 

July 25—Escanaba, Mich.—Examiner Hunter: 
9971—National Pole Co. vs. A. T. & S. F. Ry. et al. 

= 25—Dallas. Tex.—Examiner Oliver: 
13702—Boren-Stewart Co. vs. Baltimore & Ohio et al. 

13703—L. M. Cohen et al. vs. A. T. & S. F. et al. 

uly 25—New York, N. Y.—Examiner J. E, Smith: 
13613—Elem Coal Co. vs. Lehigh Valley et al. 
13699—The New Jersey Zine Co. et al. vs. Boston & Albany et al. 

July 25—San Francisco, Cal.—Examiner Kephart: 
13622—Illinois Pacific Glass Co. et al. vs. Director-General. 
13658—C. D. Westrope and J. H. Rowland (co-partners) et al. vs. 

Director-General. 

+ 26—San Francisco, Cal.—Examiner Kephart: 
13667—-Philadelphia Quartz Co. of Cal. vs. Director-General. 
13768—R. R. Agnew et al., doing pusiness as Garrette & Agnew, vs. 

Sou. Pac. et al. 

July 27—Cleveland, O.—Examiner Hunter: 
13665—The Ohio Quarries Co. et al. vs. N. Y. C. R. R. et al. 
sg ae No. 1)—The Lorain & Southern R. R. Co. vs. N. Y. C, 





July 27—Tulsa, Okla.—Examiner Oliver: 
—— Tt Iron Works vs. Director General, the C. C. C. & St. 
. Ry. et al. 
12367—Oklahoma Clay Products Assn. vs. A. T. & S. F. Ry. et al. 
July 27—Bristol, Tenn.-Va.—Examimer McQuillan: 
|. and S. Dkt. 1564—Commodity rates from northern points to Bristol, 
Tenn.-Va., and related points. 
July 27—El Paso, Tex.—Examiner Hosmer: 
13754—E] Paso Bitulithic Co. vs. El Paso & S. W. et al. 
13700—El1 Paso Rfg. Co. vs. Director-General, Ariz. Eastern et al. 
July 28—Sioux Falls, S. D.—Examiner Jewell: 
13000—Board of Railroad Commissioners of the State of South Dakota 
vs. C. & N. W. et al. 
~— 28—Tulsa, Okla.—Examiner Oliver: 
13712—Barnsdall Refining Co. et al. vs. A. T. & S. F. et al. 
13617—Empire Refineries, Inc., et al. vs. Director General, the A. T. 
& S. F. et al. 
~~ 28—Pittsburgh, Pa.—Examiner Hunter: 
13690—The United States Coal and Coke Co., Inc., vs. Director Gen- 
eral, the Pennsylvania R. R., et al. 
July 29—Santa Fe, N. M.—Examiner Hosmer: 
* 13755—-New Mexico Central Ry. Co. vs. A. T. & S. F. 


July 29—Lynchburg, Va.—Examiner McQuillan: 
1. and S. 1580—Farm wagons from the Carolinas and Virginia to 
Louisiana points. 
~—_ 29—Waterbury, Conn.—Examiner J. E. Smith: 
13666—The Chase Companies, Inc., vs. Director General and N. Y. 
N. H. & H. 
July 29—Pittsburgh, Pa.—Examiner Hunter: 
1. and S. 1570—Cotton bale covering, ties and buckles, from Texas 
ports to Memphis, Tenn. 
July 29—San Francico—Examiner Kephart: 
13786—Hammond Lumber Company et al. vs. A. T. & S. F. et al. 
1. and S. 1545—Lumber from San Francisco Bay points when from 
beyond. Such fourth section departures as may exist. 


July 31—Moline, Ill.—Examiner Jewell: 
13360—Moline Oil Co. vs. Director General. 
13360 (Sub. No. 1)—Moline Oil Co. vs. A. T. & S. F. et al. 


ae 31—Boston, Mass.—Examiner J. E. Smith: 
13674—Consolidated Rendering Co. vs. Boston & Maine et al. 
13694—-Stetson Cutler & Co. vs. N. Y. N. H. & H. 


July 31—Arkansas City, Kan.—Examiner Oliver: 
13623—The Arkansas City Sand Co. et al. vs. St. L.-S. F. Ry. 


September 12—Louisville, Ky.—Examiner Jewell: 

9966—Hudson Mule Co. et al. vs. L. & N., Director General et al. 

9967—Hudson Mule Co. et al. vs. L. & N., Director General, et al. 

a Mule Co. et al. vs. N. C. & St. L., Director General, 
et al. 

ae 9” ete Mule Co. et al. vs. Director General, A. T. & S. F. 
et al. 

Portions of fourth section applications 458 and 1952 as described in 
fourth section order 8035. 

1. and S. 1563 and first supplemental order—Live stock to, from and 
between points in the southeast. 

13852—Swift & Co. vs. Ga. Nor. et al. 

13615—Southeastern Live Stock Assn. vs. L. & N. et al. Such fourth 
section departures as may exist. 

11552—East Tennessee Packing Co. vs. Director General, Sou. Ry. 


et al. 

* 12064—Birmingham Packing Co. vs. I. C. et al. 

September 12—Boston, Mass.—Chief Examiner Quirk: 

13548 and Sub. No. 1—Maritime Assn. of the Boston Chamber of 
Commerce vs. Ann Arbor et al. 

13548 (Sub. No. 2)—Maritime Assn. of the Boston Chamber of Com- 
merce et al. vs. A. G. S. >° al? 

September 14—Argument at Washington, D. C.: 

be eh Oe E. Isgregg and Clifford Connerly vs. Director General, 


er. E. I. 
ae E. Moore Stave Co., Inc., vs. Director General, A. T. & 
. F. et al. 
12908—Terre Haute, Indianapolis & Eastern Traction Co. et al. vé 
Director General. 
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aad EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


rT. 


et al. 


ich WINDWARD ISLANDS SERVICE 


& S. F. 


sribed in Regular Service, United States Shipping Board A-1 Steamers 


vee Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
— Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 
Sou. Ry. 

ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 

IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 
smber of KANSAS CITY OFFICE: 1039 New York Life Building 
of Com- A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 

General 25 Beaver Street 


A.T.& CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
clea: 112 West Adams Street 
et al. vs. 
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September 15—Argument at Washington, D. C.: one 
12885—United States Nickel Co. vs. Director General, Raritan River 


R. R. 
12707—Chapin-Sacks Corp. vs. A. C. L. 


September 18—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 83—In re tentative valuation of the property of 
Toledo, St. Louis & Western R. R. Co. 


September 18—Argument at Washington, D. C.: 
13377—David Lupton’s Sons Co. vs. P. R. R. 
12547—Mrs. E. F. Berkeley Jones vs. Long Island et al. 
12996—John W. Eshelman & Sons et al. vs. Ark. Cent. et al. 
13006—East Coast Potato Distributors vs. N. Y. P. & N. et al. 
13039—Hidalgo Steel Co., Inc., vs. P. R. R. 
13010—New York Dock Ry. ys. B. & O. et al. 
13154—American Splint Corp. vs. Director General. 


September 19—Argument at Washington. D. C.: 
i dT teen he oh Traffic and Service Bureau vs. C. T. H. & S. E. 
et al. 
13164—Northwestern Traffic and Service Bureau, Inc., vs. Mo. Pac. 


et al. 
12867—Detroit Coal Exchange vs. Director General. 


September 20—Argument at Washington, D. C.: 


13152—Northwestern Marble and Tile Co. vs. Director General; N. Y. 
N. H. & H. et al: 


Portions of fourth section application 1481 of N. Y. N. H. & H. 
(Rough marble, C. L., from Ashley Falls, East Cannaan, Conn., 
Lee, Sheffield and West Strickbridge, Mass., to Minneapolis, Minn.) 

13106—Crookston Gas Co. et al. ‘vs. G. N. 

13106 (Sub. No. 1)—Crookston Gas Co. et al. vs. Director General. 

ae. ae National Petroleum Assn. et al. vs. Director General, 

a. R. R. et al. 


September 21—Argument at Washington, D. C.: 
uae Shipbuilding Co. et al. vs.. Director General, B.. & 
. et al. 
12479 (Sub, No. 1)—Frank A. Scott and J. O. Eaton, as receivers for 
the Standard Parts Co. vs. Director General. B. & O. et al. 
13122—Firestone Tire and Rubber Co. vs. Pa. R. R. 
12699—American Farm Bureau Federation et al. vs. 
Rockfish et al. 
September 22—Argument at Washington, D. C.: 
13225—Todd Dry Dock and Construction Corp., successor to Seattle 
Construction and Dry Dock Co., vs. C. M. & St. P. et al. 
13194—Compani de Real del Monte y Pachuca vs. Director General. 
12802—A. B. Haslacher and F. G. E. Lange, doing business as Cali- 
fornia Grain Co., vs. Director General. 
12896—East Bay Water Co. vs. Director General. 
12966—East Bay Water Co. et al. vs. Director General. 
September 23—Argument at Washington, D. C.: 
13023—American Woolen Co. vs. Director General 


Aberdeen & 


and Boston & 


Maine. 

13318—Boston Wool Trade Assn, vs. Director General. 

12350—Minute Tapioca Co. vs. Director General, Boston & Maine 
et al. 
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September 25—Washington, D. C.—Examiner. Marchand?" ~ 
* Valuation Docket 18—In re tentative valuation of the property of 
Ga. Nor. Ry. Co.. 
*Valuation Docket 36—Flint River & Northeastern R. R. Co. 
Sept. 25—Argument at Washington, D. C.: 5 
13105—Armour & Co. vs. Director General. } 
12986— Wisconsin Traffic Assn. vs. Algoma Central & Hudson Bay 


, 


per 


et al. = F 
12807—California and Hawaiian Sugar Refining Corp. et al. vs. A. T. pa 
& S$. F. et al. = 
September 26—Argument at Washington, D. C.: 4 
12026—Board of Railroad Commissioners of the State of South Da-™ 

kota vs. Ahnapee & Western et al, | 
13117—Little Fork Coal Co. vs, Eastern Ky. Ry., Director Genera] 





et al. i 
11203—Standard Paint Co. et al. vs. Director General, A. & V. et al. 


CHANGES IN DOCKET 
Hearing in No. 12825, The Republic of France vs. W. & L. FE. 
et al., assigned for June 24 at Washington, D. C., was cancelled. 
Argument in 13145, Greene Cananea Copper Co. vs. Director- 
General, A. T. & S. F., et al., assigned for June 22 at Washing- fs . 


veut 


rer’ 
ort 


ton, D. C., was cancelled. 


REVISION OF POSTAL RATES af 


The question of revising parcel post rates and postal rates 
on second class matter was discussed by President Harding and 
his cabinet June 20, it was said at the White House following 
the meeting. The Pdstmaster-General recently informed the 
Commission that the Post Office Department had begun an in- 
vestigation looking to the revision upward of the parcel post 
rates. 















RAILWAY EXPRESS CONTRACT 3 


The Association of Railway Executives will meet at Chicago} 
June 29 at the Hotel Blackstone to consider the express con-4 
tract between the railroads and the American Railway Express 
Company. It is understood that the principal question to be 
discussed is the matter of terms in the contract. 


THE DAILY TRAFFIC WORLD is delivered by) 
messenger to Chicago Loop subscribers‘and forwarded} 
under first class postage to all the others, thus insuringy, 
prompt and regular receipt. 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern ter- 


INTERSTATE COMMERCE COMMISSION 
| 


| Southeastern Class Rate Investigation | 


ritory; between that territory and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories, 


in fixing interstate rates will consult with the state commissions with a view to bringing about greater harmony between 


intrastate and interstate rates. 


Numerous fourth section departures are also involved. 


and between that territory and Virginia cities, and points in Trunk Line and New England territories. The Commission 


First hearing Atlanta on May 22nd; subsequent hearings are to be held at Asheville, New Orleans, Chicago and 


New York. For copies of Official Stenographer’s Minutes address the undersigned. 


OFFICIAL REPORTERS: 














THE STATE LAW REPORTING COMPANY Publishers of Law Reports 


Interstate Commerce Commission. 
United States Shipping Board. 


Subscriptions now being accepted for the printed official reports of the 1921 and 1922 Convention Proceedings of the 
National Association of Railway and Utilities Commissioners at $4.00 per copy. ‘ 


235 BROADWAY 
NEW YORK CITY 














DIRECTORY OF ATTORNEYS 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 


Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member National 
Industrial Traffic League. 


Woodward Bullding Washington, D. C. 





LESSER & LESSER 
Attorneys and Counsellors at Law | Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax. Law 


105 South La Salle Street 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-706 WOODWARD BLDG., WASHINGTON, D.C. 


umber of nn attorney and ez- 
jn . . Interstate Commission.) 


= 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411.16 Liberty Central Trust Sullding. ’ 
~ ” 8t. Louls, Mo. 


Special attention to matters before Interstate 
Commerce and State Commissions and railros 
CHICAGO | and rate litigation and claims. 
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